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CHALLENGE... THE NEW YEAR 


Editori: 
Decisio. 
PLEDGE eee TO SERVE Railroa 
Propose 
Shippin 
—_ This New Year hurls a greater challenge to the Motor - lies 
Air Tr 
Transport Industry than any other period in our history. Lc. Cc 
The continuance of a vital service to the Nation in this * 5. 
Motor 
critical period is threatened by obstacles seeming insur- a 
erens 
mountable. With, however, the full realization of our The O 
responsibilities in promoting the welfare of the Nation ~— 
Questi 
and assisting the forward progress of America we are a 
determined—that this service shall continue. Docket 
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VES SIR! WE'RE... 





Yes . .. to a thousand-and-one places over a tre- 
mendously wide scope in the mid-western and con- 
tiguous areas ... with our vast network of terminals 
strategically located to facilitate handling . .. and 
with an organization comprising a veritable army of 
traffic experts operating vast fleets of the most mod- 
ern equipment . . . daily maintaining our highly estab- 
lished records for speed, safety and customer-satis- 
faction. ... What have you got that's going our way? 
We can take it: from where it is to where you want 
it . . . with the same promptness and security that 
typifies our daily service to thousands of steady 
patrons of both civilian merchandise and vital war 
materiel. Try "DECATUR"... and know for yourself 
why "FOR SHIPMENTS MID-WEST, DECATUR IS BEST.” 


‘Buy More 
War Bonds is 





Market St., 
second class matter January 1, 1913, at the postoffice at Chicago, IIl., under the Act of March 3, 1879 


Chicago, Ill. Entered as 
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Keep the change— 





[ A simplified Annual Report of the American Railroads in their third year at war | 


N 1944, the railroads rendered to the American 
public the greatest volume of service ever per- 
formed by any agency of transportation. 


For doing this job, they received about 9 billion 
dollars. That’s a lot of money — but most of it 
was earned by hauling tremendous tonnages of 
freight for less than one cent per ton per mile 
and carrying passengers for even less than before 


the first World War. 


Out of every dollar the railroads received — 
38¢ was paid out in pay rolls. 


29¢ was paid for materials and supplies of all 


AMERICAN 





sorts and other operating expenses. 
19¢ was paid in taxes — federal, state and local. 


7¢ was paid in interest, rents and other charges 
— a great share of which went to insurance com- 
panies, savings banks, endowed institutions. 


2¢ was paid in dividends to stockholders. 


5¢ was left over in “change” to cover all such 
things as restoring roadways and equipment after 
the war, paying off debts, and providing reserves 
for the improvement of plant and the modern- 


ization of service necessary to keep pace with 
American progress. 


RAILROADS 


ALL UNITED FOR VICTORY 
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He’s Your 





Keeping your freight moving, serv- 
ing as the eyes and ears of the railroad, 
is the function of your local station agent 
in each community throughout the 
vast territory served by the Norfolk and 
Western. 

Whether the shipper is located in some 
distant city, or in the next community, 
makes no difference to the agent, for his 
personalized service is applied impar- 
tially in getting the shipments in, and 


getting them out again, on the move to 








Neighbor 


their destination. His job is to know 
your transportation requirements and to 
meet those requirements with preciseness 
— to see that the right railroad cars are 
where they are needed, when they are 
needed — to aid the local shipper and 
receiver of freight with equal dispatch 
and efficiency. 

The station agent is the local contact 


man for the railroad — he will be glad 


to serve you — call on him. 


Novfotk... Westore. 


RAILWAY 


PRECISION 


TRANSPORTATION 
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SK 


Power and 
Performance to 


“KEEP ‘EM ROLLING’ 


The Chicago Great Western Railway is adequately 
equipped to perform its full share in carrying out the 
Nation’s war program. 


Serving 
5 
Important Gateways condition. Operations are well organized and function- 
ing efficiently and smoothly. 


Tracks, motive power and all equipment are in first class 


Chicago 
By virtue of its strategic location and its modern facili- 


ties, the Chicago Great Western Railway is prepared to 
Council Bluffs (Omaha) meet demands for added transportation for the Nation's 

St. Joseph war program and for the ordinary needs of America. 
At your service. 


Kansas City 


Minnesota Transfer 


(The Twin Cities) B. R. HARRIS, General Traffic Manager 


309 West Jackson Blvd., Chicago, Ill. 
Traffic Offices in the Larger Cities 


CHICAGO GREAT WESTERN RAILWAY 


The Corn Belt Route 
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FIGHT 
INFANTILE 
PARALYSIS 


JAN, 14-31 


America is the land of dreamers and doers, where 
the tomorrows give promise and strength to those 
who dare to look ahead, work and have faith. 


At the beginning of this new year we remind 
you that the ROCK ISLAND LINES has served 
and grown .. . with America. We are proud of 
our 92 years of work and progress, through 
peace and war, prosperity and depression . . . 
always with faith in the future of America and 
its progressive people. 

But yesterday is important only because it 
gave us courage to plan for our tomorrows. And 


ROCK ISLAND LINES has plans for tomorrow 
. . interesting and ambitious. 


All America is planning now. Dreamers and 
doers will be rewarded by many glorious tomor- 
rows; a nation grown even greater with ever 


higher standards of life, comfort and happiness. 


ROCK ISLAND LINES, against a backdrop 
of proud and glorious yesterdays, pledges that it 
shall take a hand in providing the bright future 
you ate hoping for. All of us, planning and 
working together, dreaming and doing, will prove 
once more that America can make its dreams 
come true. 


As yesterday — and today — so tomor- 
row ROCK ISLAND’S sole purpose is to 
provide the finest in transportation. 


Rock 
Island 


ROCK ISLAND LINES | 


ONE OF AMERICA’S RAILROADS ~ALL UNITED FOR VICTORY 
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If it weren’t for the shippers... — 


mode 


ia no one forget that the shippers who use our so when the railroads are handicapped by less man- 
ment 


railroad are rendering us—and, indeed, their power, less chance for repairs and replacements. 


country—a service of the utmost importance. So we at C & O want our shippers to realize the 
important part they are playing in keeping the na- the 
tion’s transportation system going. We are confident port: 


that they will continue their splendid cooperation. : 
for America’s railroads to carry out a program of biase 


maximum use. Without this program, which means the . 
If you have a problem connected with shipping perhaps we _ 


can be of assistance. Just get in touch with our nearest ies 
representative or with George W. Wood, Freight Traffic use | 
all that the railroads are asked to. This is especially Manager, Chesapeake and Ohio Railway, Cincinnati, O. 


By their cooperative attitude in loading and un- 
loading quickly, these shippers are making it possible 


obtaining the maximum use of every single piece of 
rolling stock, it simply would not be possible to carry 


whe 


Chesapeake and Ohio 
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There is no subject in which we are more inter- 
ested than that of coordination of transportation 
facilities and agencies, because we believe that in such 
coordination lies the solution of the permanent and 
practically all-inclusive “transportation problem”—the 
carrying of the commerce of the country by the most 
efficient and expeditious means at the least cost to busi- 
ness consistent with a fair profit to the carriers. It is 
for that reason that we are intrigued by the plan of the 
Transportation Association of America to set up several 
competing transportation agencies, each employing all 
means of transportation, in place of the present system 
of competition among different kinds of agencies. We 
hold no brief for the specific plan of the association, so 
far as its plan is specific, but we are in sympathy with 
its purpose to put transportation on a sound and ef- 
ficient basis in the interest of those who buy it and of 
the public, lest out of the hodge podge that now prevails 
there come government ownership or operation because 
of financial inability to continue to operate the machine 
as it is now being wastefully run. 
‘It is natural, we suppose, for motor transport peo- 
ple, for instance, to be suspicious of any such plan on 
account of fear that they may be swallowed up by the 


































































































































A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 

Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 



















Every effort by transportation agencies not only to ex- 
pand their facilities to meet the present emergency demands, 
but to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

Exempt from income tax railroad revenue set aside for 
deferred maintenance. 
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Henry A. Palmer, Editor 


Transportation Coordination 


OUR PLATFORM 
(THE LONG HAUL) 


13, 1945 





larger and more powerful railroad interests, and wari- 
ness on their part is perfectly proper—even necessary. 
But they ought not to take too much for granted or to 
be disregardful of the public interest, however much 
they rightfully desire that their own interests be pro- 
tected. And, as we view it, their interests would be pro- 
tected by any plan worthy of the name that would have 
a chance of approval by Congress or by any thoughtful 
student of transportation. 

Coordination of transportation agencies is not a 
new idea with us. We have preached it for many years. 
When motor transport first gave promise of becoming 
an important factor in the scheme of things, we urged 
the railroads to appropriate it and use it in connection 
with their rail facilities. But they scoffed at the idea, 
saying that motor transport would never offer impor- 
tant competition. Later, when events proved the rail- 
roads wrong, we advocated coordination, by business 
negotiation, in the making of joint rates and routes. It 
is only fair to say that the motor transport industry- 
more or less favored this idea, but the railroads pre- 
ferred to stand aloof. They were still railroads, not 
transportation agencies in the wider and more compre- 
hensive sense. Now conditions make it imperative that 


not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Standardization of state regulations as to weights and 
dimensions of motor transport units. 

Repeal the anti-trust act as it applies to transportation 
rate-making. 

Place the function of regulating all instrumentalities of ~ 
transportation in one commission. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases, 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 
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ELEVATING ENDGATES 


PAY DIVIDENDS 


-3 WAYS! 








manual loading and unloading methods. 
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* 
Users report time - savings of 50% over old - fashioned 


truck-bed level in 10 seconds. 






Lifts loads to 
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@ IN SAVING LABOR COSTS... 


Why use expensive “brawn-power” to lift your loads when 
one man with “engine-power” can do the same work easier 


and faster than with two or three helpers? 





© IN EARNING POWER... 

By lifting and lowering your loads the “hydraulic-way” 

your trucks can make more trips per day—with less danger 
of accidents to goods and operators. 


ONLY THE FRUEHAUF ELEVATING ENDGATE HAS ALL THESE FEATURES! 


. Loads From Ground Level—No lifting onto gate. 


Lifts Up to 1-Ton—No load “centering” necessary. 
Tapered Loading Lip—Easy to run on hand trucks. 


One Control Lever—Starts and stops the smooth 
even flow of hydraulic power. 


Stops Automatically—At ground and truck-bed. 
Safety Valve—Eliminates danger of overloading. 


Loads at Any Height—Can be stopped at any 
desired height up to truck-bed level. 


NO PRIORITY NEEDED 


World’s Largest Builders of Truck-Trailers 
FRUEHAUF TRAILER COMPANY 
DETROIT 32 


Service in Principal Cities 


} Balanced Weight—No tail-end overloading. 


} Stationary Power Unit—Saves wear or strain to 
hydraulic unit. Eliminates chatter. 


} Simple to Install—Mounted to frame independ- 
ently of any body fastenings. 


» Serves as Conventional Gate—Can be swung 
either up or down. 


» Simple Guaranteed Construction—Built to en- 
dure — engineered for trouble-free operation — 
proven in use 12 years, — fully guaranteed. 


The illustrated booklet, 

_ “Fruehauf Elevating Endgate,” 
gives you full particulars. 
Send for it today. 








FRUEHAUF TRAILERS verscoccio’ 


Reg. U.S. Pat Off. 
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some kind of coordination or consolidation be accom- 
plished. 

As we see it, without any reference to the plan of 
the Transportation Association of America, the first 
step would be to enable any kind of transportation com- 
pany to engage in any and all kinds of transportation 
service. There would have to be many and effective 
safeguards, of course. A railroad, for instance, could 
not be permitted to set up a truck line in competition 
with an established truck line and put it out of business. 
It would have to obtain a certificate of convenience and 
necessity from the Interstate Commerce Commission, 
just as any new truck line or any new railroad line must 
do now. Even if a railroad bought a truck line, the sale 
would have to be approved by the Commission. In other 
words, the Commission would have full control of the 
situation to see that everyone’s rights were protected 
and that free competition was not killed. If a motor 
transport operator wished to sell his business to a rail- 
road and the Commission approved the sale, he could, 
obviously, have no objection—rather the contrary. If a 
railroad wished to put in a truck line in competition 
with him, he would have the same protection by the 
Commission that he has now if a new rival truck line 
wishes to operate in competition with him. So, as we 
see it, nobody would suffer from the accomplishment of 
the proposed plan. Least of all, we believe, would the 
automotive industry, as distinguished from the motor 
transport industry, suffer, for it is probable that, with 
such a plan in operation, there would be more motor 
trucks manufactured and used than at present. At least, 
the market would be a safer one. In any case, however, 
an efficient transportation plan ought not to be balked 
by the interest of those who manufacture and sell equip- 
ment. That goes in the railroad equipment industry as 
well as in the automotive industry. 

Whether, with all the conditions of permission and 
sanction met, the ideal of several huge competing trans- 
portation systems operating by rail, motor, water, and 
air, would be attained, as envisioned by the Transporta- 
tion Association of America, would depend on the wishes 
of those engaged in the transportation business and 
their success in getting together, if they desired to do so. 
There would be no way of compelling it, much as it 
might be hoped for. Perhaps some other plan would be 
better. But, whatever the plan, it cannot, in our opinion, 
be achieved, as it ought to be, without legislation per- 
mitting it. 

We join the Transportation of America in its de- 
mand for Congressional study of the situation with a 
view to arriving at a plan, whether it can be compulsory 
or not, that would result in coordination of the country’s 
transportation facilities and, thus, in the greatest pos- 
sible economy and efficiency in transportation at the 
least possible cost. 


I. C. C. APPOINTMENTS 
The Senate interstate commerce committee will meet in 
executive session January 15 to consider the nominations of 
Commissioners Alldredge and Mahaffie for reappointment as 
members of the Commission. The commissioners will attend 
the meeting. The committee had been called to meet January 
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8 to consider the nominations but the meeting was postponed 
by Chairman Wheeler due to the fact that at that time vacan- 
cies on the committee had not been filled. 

Assignment of senators to the Senate interstate commerce 
committee has been made as follows: Senator Wheeler, of 
Montana, chairman; Senator Barkley, of Kentucky; Senator 
Truman, of Missouri; Senator Johnson, of Colorado; Senator 
Stewart, of Tennessee; Senator Tunnell, of Delaware; Senator 
McFarland, of Arizona; Senator Hoey, of North Carolina; Sen- 
ator Johnston, of South Carolina; Senator Myers, of Pennsyl- 
vania; Senator McMahon, of Connecticut; Senator White, of 
Maine; Senator Austin, of Vermont; Senator Shipstead, of Min- 
nesota; Senator Tobey, of New Hampshire; Senator Reed, of 
Kansas; Senator Gurney, of South Dakota; Senator Hawkes, 
of New Jersey; Senator Moore, of Oklahoma; and Senator 
Capehart, of Indiana. 

Senator Wagner, of New York; Senator Brooks, of Illinois, 
and Senator Hill, of Alabama, who were members of the com- 
mittee, resigned. 

The new members of the committee are Senators Hoey, 
Johnston, Myers,-McMahon, and Capehart. 

Senator Truman will resign as a member of the committee 
when he becomes Vice President. 


































































Transport Statistics Comment 


Extraordinary freight-train performance of the railways 
in the first two years of the war advanced to an even higher 
level in the ten months ended with October, 1944, said the Com- 
mission’s Bureau of Transport Economics and Statistics in its 
monthly comment on transportation statistics. 

The average number of loaded cars a train increased 
from 33.5 in 1943 to 34.9 in 1944 or 4.2 per cent, the bureau 
reported, while the number of empty cars a train decreased 
somewhat. It said the average speed of freight trains increased 
from 15.4 miles an hour in 1943 to 15.7 miles in the 1944 period, 
but primarily because of the greater length of trains and the 
large increase in the train load the average speed was 6.0 per 
cent below that of 1939. 


Loadings of revenue freight for the four weeks ending Janu- 
ary 27 were expected to average 749,200 cars a week, 3.8 per 
cent lower than the levels that prevailed during the four weeks 
ended December 23, 1944, said the report. The estimate was 
reported as being 5.2 per cent under the average weekly load- 
ings for the four weeks ended January 29, 1944. 

The report continued: 


When the base period is adjusted to include the effect of New 
Year’s Day, present in the forecast, the estimate of total loadings isi 
only 0.5 per cent below loadings for the comparable period of 1944. 
Livestock, petroleum and petroleum products in tank cars, and mer. 
chandise less-carload freight are the only commodity groups for whic 
loadings will be as high or higher than in the adjusted base period. 
Pressure continues upon the available supply of box refrigerator, tank, 
flat, and gondola cars in particular. 


The bureau said that its estimate of carload freight load 
ings for January through June indicated that this type of traffic 
would be 3.8 per cent below similar loadings in the first hal 
of 1944. Merchandise carload freight, it said, was not included 
in the estimate, but these loadings, it continued, had been! 
above those of tthe corresponding month of the previous yea 
for some time. It said that probably this traffic would not fall 
below 1944 levels during the first half of 1945. 

The bureau said its forecast was being presented as a 
experiment to test the possible accuracy of its estimates and 
consequently, the desirability of continuing them. It also said 
its January-through-June forecast would be revised from mont 
to month on a basis of actual carloadings reported to the As 
sociation of American Railroads and the monthly freight traffic 
flow estimates reported to the Office of Defense Transportatio 
by a small sample of shippers. It said that each month the 
Bureau would also add another month to give a continuous 
running forecast. . 

Fixed interest charges of Class I steam railways, the burea 
said, have declined considerably in the war years. It said tha 
in the first ten months of 1944 the interest charges were $55, 
846,988 or 14.22 per cent less than those in the 1940 period 
It further said that this substantial reduction was accomplished 
in various ways, including reorganization, refunding at lower 
interest rates, and repayment through sinking fund redemptio 
or otherwise. Continuing, the report said: 


Further substantial reduction in interest charges as a result of re 
organization is to be anticipated within the next few years. As of las 
July 31, according to the figures of the Bureau of Finance, the 30 plang 
of reorganization approved by the Commission called for a reduction i 
long-term debt of $1.47 billion ($2.37 billion including accrued and un 
paid interest). At the close of 1944 there were 11 plans not yet con 
summated, most of which were those of large roads. 
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Commenting on the war experience of United States and 
British railways, the report said: 


The drastic reduction in the British passenger train-miles which 
occured in 1940 immediately after the start of the war and was main- 
tained thereafter, was ascribed to the necessity of enabling the rail- 
ways to supply the increased transport needed for essential war ma- 
terials which was reflected in the increase in freight train-miles. While 
there was a slight recession in the passenger train-mile service in the 
United States in 1939 and 1940, it was completely restored to the 1935- 
1938 level in 1941, and rose to an index of 115.6 in 1943 as compared 
with 72.4 for the British railways. Only a moderate increase in the 
British tons of freight originated occured during the war years. How- 
ever, in the United States the rates of increase have ranged from 2 to 7 
times the corresponding rates in Britain. 


The report said that during the 10 years, 1934-43, the steel 
industry of the United States produced 13,173,308 gross tons 
(2,240 pounds) of rail, and that for those years a total of 9,411,- 
022 gross tons of new rail were laid in replacement and in ad- 
ditional tracks, new lines and extensions by Class I railways. 


With respect to motor carriers of property for the third 
quarter of 1944, the bureau said that final figures, to be re- 
leased shortly, for 1,601 intercity and local carriers, would 
show an increase of 1.9 per cent in total operating revenues 
in the third quarter of that year over the same quarter of 1943, 
an increase of 3.7 per cent in total expenses, an advance in the 
operating ratio from 94.6 to 96.3 per cent, and a reduction in 
net income after provision for income taxes of 24 per cent. 


Railroad Earnings 


Class I railroads in November had an estimated net in- 
come, after interest and rentals, of $63,900,000 compared with 
$63,347,988 in November, 1943, according to reports filed by 
the carriers with the Bureau of Railway Economics of the 
Association of American Railroads. 

In the first eleven months of 1944, they had estimated net 
income, after interest and rentals, of $627,000,000 compared 


with $838,877,492 in the corresponding period of 1943, according 
to the bureau. 


Class I railroads in November had a net railway operating 
income, before interest and rentals, of $91,578,941 compared 
with a net railway operating income of $94,179,007 in Novem- 
ber, 1943. November was the eighteenth consecutive month in 
which the net earnings of the carriers had shown a decline, it 
was pointed out. 

Class I railroads in the first eleven months of this year 
had a net railway operating income, before interest and rentals, 
of $1,035,410,270 compared with $1,290,046,349 in the same pe- 
riod of 1943, said the bureau. 

In the twelve months ended November 30, 1944, the rate 
of return on property investment averaged 4.02 per cent com- 
pared with a rate of return of 5.42 per cent for the twelve 
months ended November 30, 1943, it continued, adding: 


The earnings reported above as net railway operating income, 
represent the amount left after the payment of operating expenses and 
taxes, but before interest, rentals and other fixed charges are paid. 
Property investment is the value of road and equipment as shown by 
the books of the railways including materials, supplies, and cash. 

This compilation as to earnings for the first eleven months of 1944 
is based on reports from all Class I railroads, representing a total of 
228,638 miles. 

Operating revenues for the month of November totaled $780,672,489 
compared with $761,993,806 in November, 1943, while operating expenses 
totaled $524,449,672 compared with $502,191,518 in the same month of 
1943. 

Total operating revenues in the first eleven months of 1944 totaled 
$8,679,932,149 compared with $8,272,347,276 in the same period of 1943, 
or an increase of 4.93 per cent. Operating expenses in the first eleven 
months of 1944, amounted to $5,726,193,980 compared with $5,057,982,983 
in the corresponding period of 1943, or an increase of 13.21 per cent. 


Class I railroads in the first eleven months of 1944 paid $1,732,631,860 
in taxes compared with $1,749,594,542 in the same period of 1943. For 
the month of November alone, the tax bill of the Class I railroads 
amounted to $147,214,549 a decrease of $3,512,554 or 2.33 per cent under 
November, 1943. 

Thirteen Class I railroads failed to earn interest and rentals in the 
first eleven months of 1944, of which nine were in the Eastern District, 
one was in the Southern Region, and three in the Western district. 


Eastern District 


Class I railroads in the Eastern District in the first eleven months 
of 1944 had an estimated net income, after interest and rentals, of 
$262,000,000 compared with $340,985,897 in the same period of 1943. For 
the month of November alone, their estimated net income, after interest 
and rentals was $22,200,000 compared with $20,768,679 in November, 1943. 

Those same roads in the first eleven months of 1944 had a net 
railway operating income, before interest and rentals of $436,582,022 
compared with $526,085,984 in the same period of 1943. Their net rail- 
way operating income, before interest and rentals, in November 
amounted to $36,460,932 compared with $32,406,284 in November, 1943. 

Operating revenues of the Class I railroads in the Eastern District 
in the first eleven months of 1944 totaled $3,770,042,197 an increase of 
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3.55 per cent compared with the same period in 1943, while operating 
expenses totaled $2,639,526,346 an increase of 11.85 per cent above 1943, 
Southern Region 

Class I railroads in the Southern Region in the first eleven months 
of 1944 had an estimated net income, after interest and rentals, of 
$94,000,000 compared with $128,140,759 in the same period of 1943. For 
the month of November alone, they had an estimated net income, 
after interest and rentals of $8,200,000 compared with $10,831,397 in 
November, 1943. 

Those same roads in the first eleven months of 1944 had a net 
railway operating income, before interest and rentals of $151,625.014 
compared with $187,186,703 in the same period of 1943. Their net 
railway operating income, before interest and rentals in November 
amounted to $12,638,515 compared with $15,308,721 in November, 1943. 

Operating revenues of the Class I railroads in the Southern: Region 
in the first eleven months of 1944, totaled $1,223,101,289 an increase 
of 3.66 per cent compared with the same period of 1943, while operating 
expenses totaled $765,908,099 or an increase of 13.57 per cent above 1943. 

Western District 

Class I railroads in the Western District in the first eleven months 
of 1944 had an estimated net income, after interest and rentals of 
$271,000,000 compared with $369,750,836 in the same period of 1943, 
For the month of November alone they had an estimated net income, 
after interest and rentals of $33,500,000 compared with $31,747,912 in 
November, 1943. 

Those same roads in the first eleven months of 1944 had a net 
railway operating income, before interest and rentals of $447,203,234 
compared with $576,773,662 in the same period of 1943. Their net rail- 
way operating income, before interest and rentals, in November 
amounted to $42,479,494 compared with $46,464,002 in November, 1943, 

Operating revenues of the Class I railroads in the Western District 
in the first eleven months of 1944 totaled $3,686,788,663 an increase of 
6.82 per cent compared with the same period in 1943, while operating 
expenses totaled $2,320,759,535 an increase of 14.68 per cent above 1943, 


ROOSEVELT ON TRANSPORT NEEDS 


In his message to Congress, January 6, President Roosevelt 
referred briefly to airway, highway and waterway projects. 
Said he: , 

Our full-employment program requires the extensive development 
of our natural resources and other useful public works. The undeveloped 
resources of this continent are still vast. Our river-watershed projects 
will add new and fertile territories to the United States. The TVA, 
which was constructed at a cost of 750 million dollars—the cost of wag- 
ing this war for less than four days—was a bargain. We have similar 
opportunities in our other great river basins. By harnessing the re- 
sources of these river basins, as we have in the Tennessee Valley, we 
shall provide the same kind of stimulus to enterprise as was provided 
by the Louisiana Purchase and the new discoveries in the west during 
the 19th century. 

If we are to avail oursélves fully of the benefits of civil aviation, 
and if we are to use the automobiles we can produce, it will be neces- 


sary to construct thousands of airports and to overhaul our entire 
national highway system. 


RAIL PASSENGER STATISTICS 


_ Passenger revenues of Class I steam railways, exclusive of 
switching and terminal companies, in September, 1944, totaled 
$91,496,356 in coaches and $56,727,560 in parlor and sleeping 
cars, aS compared with corresponding totals of $90,844,820 and 
$51,380,063 for September, 1943, according to a compilation 
(statement M-250), issued by the Commission’s Bureau of 
Transport Economics and Statistics and based on 118 reports 
representing 127 steam railways. 

In the nine months ended with September, 1944, the rev- 
enue from passengers in coaches totaled $819,225,229 com- 
pared with $736,153,649 in the first nine months of 1943, and 
the revenue from passengers in parlor and sleeping cars totaled 
$495,191,462 as against $435,703,755 for the first nine months of 
1943, the increases in 1944 being 11.3 per cent and 13.7 per cent, 
for coach traffic and parlor and sleeping car traffic, respectively. 
The .number of passengers carried in the first nine months 
of 1944 was 400,486,394 in coaches and 49,537,954 in parlor 
and sleeping cars, and the corresponding figures for the first 
nine months of 1943 were 385,785,421 and 43,503,020. 

In September, 1944, the number of passengers in coaches 
was 44,944,778, as against 44,517,123 in the same month of 1943, 


and the number in parlor and sleeping cars was 5,732,938 as 
against 5,101,865 in September, 1943. . ave 


PAPER SHIPPING SACKS 


Use of more paper shipping sacks than were used in 1944 
for packaging such animal feeds as fish meal, fish scrap, tank- 
age and meat scrap is prohibited by an amendment to Paper 
Shipping Sack Order L-279 announced by the War Production 
Board, which added: 

The amendment also prevents use of. paper shipping sacks for pack- 
aging items by anyone whovdid not use sacks for this purpose in 1944. 
However, persons who formerly used automatic machinery for packag- 
ing in paper shipping sacks may continue to do so, in quantities not to 
exceed that used in 1944, 

This amendment does not affect paper shipping sacks used for de- 
livery to the army, navy, United States Maritime Commission or Wat 
Shipping Administration. Neither does it apply to empty shipping sacks 


shipped by the Foreign Economic Administration for the use of the 
armed services, 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 
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Truck Transport, Inc., Extension 


Four Commission members expressed disagreement with 
the views of the majority in a report by the entire Commission 
on reconsideration in MC 2, Sub. No. 3, Truck Transport, Inc., 
Extension—Wisconsin and Other Points, in which the findings 
in the prior report on reconsideration, decided June 27, 1944, 
were modified so as to authorize operation by the applicant as 
a motor contract carrier, over irregular routes, (1) of roofing, 
roofing cement, building, roofing and sheathing paper, building 
and roofing felt, nails, fasteners, asphalt, pitch, tar, shingles 
and sidings (a) from East Chicago and South Bend, Ind., to 
points in Wisconsin, and (b) from East Chicago to points in 
Illinois, Michigan and Ohio and (2) of glass containers from 
Alton and Streator, Ill., and Dunkirk, Ind., to points in Wis- 
consin. 

The Commission noted that in the prior report on recon- 
sideration the applicant, whose home office was in South Bend, 
had received authority from division 5 to transport roofing 
materials from East Chicago and South Bend to points in Wis- 
consin, and that it now sought authority to transport roofing 
materials from East Chicago to points in Illinois, Michigan and 
Ohio on behalf of the United States Gypsum Co., subsequently 
referred to in the report as “the shipper.” 

“The shipper,” the Commission majority said, “has been 
unable to obtain the services of a carrier which is authorized 
to serve both of its plants at East Chicago and South Bend, 
and its entire trade territory in Illinois, Michigan and Ohio. 
Many of this shipper’s customers are located in small towns in 
these states to which there is no available single-line motor 
service from East Chicago. The record shows that the trans- 
portation of asbestos roofing materials from East Chicago is 
closely related to, and a part of, the whole service needed by 
the shipper. The materials manufactured at East Chicago would 
be shipped with the materials produced at South Bend, and 
then become a part of the shipments delivered by applicant to 
consignees at destinations in the three states. The proposed ex- 
tension from East Chicago will enable applicant to provide a 
complete service to the shipper. Such service would meet its 
peculiar requirements and fill the need for a service which 
cannot be performed satisfactorily by existing motor carriers. 
We are of the opinion that applicant should be authorized to 
transport to points in Wisconsin, Illinois, Michigan and Ohio, 
from East Chicago and South Bend, the same commodities as 
it presently is authorized to transport from South Bend to the 
three states last named.” 

Commissioner Mahaffie, joined by Commissioner Patterson, 
in a dissenting opinion said the evidence was convincing that 
“the numerous contract and common carriers now operating 
between the considered points could handle this traffic ade- 
quately and efficiently,” and that he would affirm the findings 
in the prior report. Commission Miller noted a dissent, and 
Commissioner Splawn, also dissenting, said that “applicant on 
this record has not made the required showing for the addi- 
tional authority granted by the majority.” Commissioner 
Barnard did not participate in disposition of the proceeding. 


BOWEN MOTOR COACHES PURCHASE 


The entire Commission, with Commissioner Miller dissent- 
ing in part, in a report on further hearing in MC F-1938, 
Bowen Motor Coaches—Purchase—W. H. Woodlief, has taken 
a course different from that chosen by division 4 with respect 
to this application and has granted authority for the purchase 
by Bowen Motor Coaches, of Fort Worth, Tex., of certain oper- 
ating rights of W. H. Woodlief, dba Amarillo-Denver Bus Co. 
and for acquisition of control of those operating rights by Lone 
Star Coaches, Inc., and by A. C. Allyn & Co., Inc., Equitable 
Securities Corporation, Paul M. Davis, M. E. Moore, G. Russell 
Brown, R. A. Lile, R. E. Steuber, Einer Neilson, Parkes 
Armistead, and Franklin Garment Co., through such purchase. 

The Commission noted that division 4, in the prior report, 
39 M. C. C. 41, had denied the authority sought. It said R. C. 
Bowen had sold all of the 6,000 shares of stock outstanding 
of Bowen Motor Coaches to Lone Star Coaches, Inc., and that 
the latter and its stockholders were the applicants for author- 
ity to acquire control of Amarillo-Denver Bus Co. The proposed 
transaction, it said, was the purchase by Bowen Motor Coaches 
of operating rights of Woodlief between Amarillo, Tex., and 


Denver, as to which route Woodlief had not exercised the 
authority granted him in MC 89943. The Commission said that 
that certificate was still in force and effect, regardless of 
operations thereunder. Commissioner Miller said the certificate 
should have been revoked long ago and that the Commission’s 
failure to revoke it “should not now be used as a vehicle to 
authorize a transaction which is wholly repugnant to the thought 
expressed by the Supreme Court in the Gregg Cartage case, 316 
U. S. 74, that “any substantial interruption of one carrier’s 
service tends to result in expansion of other facilities to meet 
the continuing needs of shippers, and thus to cause over- 
crowding if the suspended service is resumed.” 


BEVERLY HILLS FORWARDER RIGHTS 

In a report in FF-180, Beverly Hills Transfer & Storage 
Co. Application, the Commission, division 4, has found the ap- 
plicant, a common carrier subject to part II of the act, with 
offices in Beverly Hills, Calif., not qualified to receive a freight 
forwarder permit under part IV of the act and has denied the 
application. 

The Commission noted that the applicant had received a 
motor common carrier certificate in March, 1943, in MC 41962, 
and that section 410(c) of the act prohibited issuance of a 
freight forwarder permit to any common carrier subject to 
part I, II or III of the act. It said the applicant was authorized 
to transport household goods over irregular routes between 
certain points in California, and that it here sought a forwarder 
permit authorizing continuance of operations in the forwarding 
of household goods, personal effects and automobiles from 
points in southern California to all points in the United States. 


BARGE CERTIFICATE TRANSFER 

Transfer of a barge line certificate from a partnership that 
has been dissolved to a new partnership, operating under the 
same trade name as the former one, has been approved by the 
Commission, division 4, in a report in Finance No. 14678, Mid- 
Continent Barge Line Co. Certificate Transfer, embracing 
W-764, Upper Mississippi Towing Corporation Common Carrier 
Applications. The Commission said the certificate in question, 
authorizing operation as a common carrier by towing vessels 
in the performance of general towage and by self-propelled and 
non-self-propelled vessels with use of separate towing vessels 
in transportation of commodities generally between points on 
the St. Croix River and the Mississippi River from Minneapolis, 
Minn., to Cairo, Ill., had been issued to George M. and Edwin 
F. Peppard, copartners dba Mid-Continent Barge Line Co., in 
W-764, last June, and that authority for transfer of the cer- 
tificate to George M. Peppard and Helen L. Peppard, copartners 
dba Mid-Continent Barge Line Co., was sought in the instant 
application. 


COMMISSION WATER REPORT 

W-751, Commercial Barge Lines, Inc., Extension Applica- 
tions. By division 4. Second amended certificate and order 
issued, effective from and after March 26, authorizing extension 
of operation by applicant as common carrier by non-self-pro- 
pelled vessels with use of separate towing vessels in transpor- 
tation of automobiles and accessories, and of general commodi- 
ties when carried in vessels designed or used primarily for 
transportation of automobiles, between Cincinnati, O., Evans- 
ville, Ind., and Louisville, Ky., on the one hand, and, on the 
other, points on the Tennessee River and its tributaries above 
Chattanooga, Tenn. The Commission observed that applicant 
now held authority to transport general commodities between 
Cincinnati, Evansville and Louisville, on the one hand, and, on 
the other, all points on the Tennessee River, Chattanooga, and 
west. 


TRUCK LINES AND HOLDING COMPANY 


On the grounds that approval of the proposed transaction 
would not be in furtherance of its “established policy” of en- 
couraging simplification of intercorporate control of carriers 
and that, on the record in this case, no sufficient reason had 
been advanced to warrant a departure from the policy, the 
Commission, division 4, in a report in MC F-2523, C. & T. 
Corporation—Control—Cantlay & Tanzola, Inc., and Western 
Truck Lines, Inc., has denied the application of C. & T. Cor- 
poration, of Los Angeles, Calif., for authority to acquire con- 
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trol of Cantlay & Tanzola, Inc., a motor common carrier of 
petroleum and its products, and Western Truck Lines, Ltd., a 
motor common carrier of general commodities, both of Los 
Angeles. 

According to the report, the C. & T. Corporation had 
been incorporated in California last January for the specific 
purpose of acquiring control of the two carriers named and 
engaged in no activities. The Commission said its officers in- 
cluded Joseph Tanzola, president, and Richard Cantlay, vice 
president, who owned 1,000 shares each of the outstanding 
2,000 shares of Cantlay & Tanzola, Inc. It said that 822 shares 
of the outstanding 1,642 shares of stock of Western were owned 
by Cantlay and Tanzola as “individuals and copartners” and 
the other 822 shares by Cantlay & Tanzola, Inc. Under the 
proposed transaction, it said, the C. & T. Corporation would 
issue 3,380 shares of its stock in equal amounts to Richard 
Cantlay and Joseph Tanzola in exchange for their stock in 
Western and Cantlay & Tanzola, Inc., and the latter would 
retain its 49.94 per cent stock interest in Western. It said 
California regulatory authorities had approved the transaction 
in February, 1944. 

In reaching the conclusion that the application should be 
denied, the Commission cited several of its decisions support- 
ing its statement that “we have frequently withheld approval 
of transactions where the result would be the creation or 
preservation of unnecessary holding companies.” 































ROCKLAND COACHES PURCHASE 


Individuals who would acquire control of Rockland Bus 
Lines on consummation of the transaction here proposed and 
who now controlled other motor carrier properties had not 
asked the Commission for authority to acquire such control, 
and therefore the instant application could not lawfully be ap- 
proved, said the Commission, division 4, in a report in MC 
F-2543, Rockland Coaches, Inc. — Purchase — Rockland Bus 
Lines, in which it dismissed the application. 

The report showed that Rockland Coaches, Inc., of Spring 
Valley, N. Y., proposed purchase of certain operating rights and 
property of Rockland Bus Lines, Inc., of West Haverstraw, 
N. Y., for $40,000. The Commission said that 26 shares of the 
outstanding 100 shares of stock of Rockland Coaches was 
owned by Ernest Capitani, 25 shares by Isidor Katz, and 25 
shares by Barney Dorf. It showed that these individuals also 
were principal stockholders of Tappan & Wyack Bus, Inc., of 
Spring Valley, N. Y.; Spring Valley Motor Coach Co., of Spring 
Valley, and Rockland Transit Corporation, also of Spring Val- 
ley, and that Capitani owned 28.77 shares out of 100 shares of 
stock of Hill Bus Co., of Bergenfield, N. J. It said the record 
was clear that Capitani, Katz and Dorf were affiliated with 
each other by reason of their community of interest in each 
of the four carriers named, in addition to Rockland Coaches, 
and that it was apparent that, through the purchase for which 
authority here was sought, they would acquire control of addi- 
tional motor carrier properties, though they had not sought 
authority under section 5 to obtain such control. 











































Silver-Plated Bearings Rates 


Contentions by rail and motor carriers that silver-plated 
bearings, primarily because of their high value as compared 
with ordinary bearings, should be accorded higher ratings than 
were presently provided in the consolidated freight classification 
and the national motor freight classification were rejected by 
the Commission, division 3, in a report in I. and S. No. 5297, 
Silver Plated Iron or Steel Bearings, embracing I. and S. 
M-2418, Silver Plated Iron or Steel Bearings. 

The Commission found not shown to be just and reasonable 
the schedules filed by rail and motor carriers throughout the 
three major classifications proposing increased ratings on iron 
or steel bearings, plated with silver or silver and lead, in less- 
than-carload, less-than-truckload, carload or truckload quanti- 
ties, ordered cancellation of the schedules on or before February 
9, and discontinued the proceeding. It said the schedules, filed 
to become effective May 10, 1944, proposed to restrict the 
present ratings on “bearings, not otherwise indexed by name, 
other than ball or roller, iron or steel with or without soft 
metal bearing surfaces,” and “metal, other than iron or steel,’ 
so as not to apply on the bearings plated with silver or silver 
and lead, and to provide in those classifications a new descrip- 
tion for iron or steel bearings plated with these materials, in 
barrels or boxes, subject to ratings of one and one-quarter times 
first class, l.c.l. and 1.t.l, and second class, minimum 12,000 
pounds, in carloads or truckloads, subject in the rail classifica- 
tion to rule 34, applicable in all classifications. It noted that the 
present l.c.l. and 1.t.l. ratings were uniformly second class on 
loose bearings weighing less than 25 pounds each and third 
class on bearings in packages or on loose bearings each weigh- 
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ing 25 pounds or more, and that the present carload and truck- 
load ratings, except in the western rail classification, were fifth 
class, minimum 30,000 pounds. 

The schedules were suspended, said the Commission, on pro- 
test of the General Motors Corporation, the Aeronautical 
Chamber of Commerce of America, P. R. Mallory & Co., Inc., 
the Indiana and Indianapolis chambers of commerce, Oneida, 
Ltd., of Oneida, N. Y., and Pratt & Whitney Aircraft, East 
Hartford, Conn., until December 10, 1944, and thereafter de- 
ferred voluntarily by the respondents until February 10 with 
respect to the rail ratings and until determination of these pro- 
ceedings with respect to the motor ratings. 

Finished bearings of the type here involved, requiring pre- 
cision in their manufacture, were valued at $18.76 a pound when 
manufactured from one type of shell and at $10.94 to $12.11 a 
pound, depending on the type of bearing, when made from 
another type of shell, said the Commission. The average weight 
a cubic foot of steel bearing shells shipped by General Motors 
from Indianapolis to Oneida, for example, for plating was 54 
pounds, and that of the returned silver-plated shells was 79 
pounds, it added. It observed that the difference was accounted 
for by the fact that the plating was on the inside of the shell 
and therefore required no extra shipping space in the car or 
truck. In further discussion, the Commission said: 


On three carloads of silver-plated bearing shells weighing 99,678 
pounds shipped in. May 1944, from Oneida to Indianapolis, for example, 
the charges were $478.45 based on the fifth-class rate of 48 cents a hun- 
dred pounds. On a similar movement under the proposal the second- 
class rate of $1.17 would result in charges of $1,166.23, an increase of 
$687.78. On 279,526 pounds of finished bearings shipped from Indian- 
apolis during the same period, in less than carloads and less than truck- 
loads, to nine destinations in official territory the charges were $1,844.14 
based on the present third-class rates, whereas, under the proposed 
rates they would be $3,327.76, an increase of $1,483.62. The increase 
in freight charges would approximate $29,000 on the basis of shipments 
made by the General Motors Corporation from Indianapolis in 1943 and 
$40,000 on the basis of the movement in 1944 indicated for account of 
that shipper. 

The bearing shells and the finished bearings are shipped in fibre- 
board containers, strapped securely with steel bands. The same type 
of container is used for the unplated and plated shells and for the 
finished bearings. The contents are not exposed to view or readily 
accessible. No special handling is necessary. There have been no 
claims for loss or damage in connection with the movement of this 
traffic. The method of packing for shipment is the same for the silver 
plated bearings as for the bronze bearings. 

Respondents contend that the present descriptions and ratings were 
not intended to apply on, and are not adapted to, the high-valued, pre- 
cision article under consideration. Manifestly, there is a wide differ- 
ence between these bearings and the automotive bearings of earlier 
years. Respondents rely principally on value as justification for the 
proposed changes, Admittedly, ordinary iron or steel bearings, with or 
without soft metal surfaces, and automotive bearings with bronze sur- 
faces now being manufactured in considerable volume, are not precision 
articles in the sense that the term is used in this proceeding. There 
is little evidence of record as to the value or other transportation char- 
acteristics of ordinary bearings, but such as there is places the value 
at less than $1 per pound. 


Respondents further contend that considering the value of these 
bearings, the proposed ratings are less than maximum reasonable 
ratings; and that, although for the reason hereinbefore stated, the car- 
load and truckload volume ratings were made subject to a minimum of 
12,000 pounds, the same ratings subject to a minimum of. at least 30,000 
pounds are justified. In support of these contentions they refer to 
ratings prescribed or approved by the Commission, or voluntarily 
established by the carriers, for other commodities, and contrast the 
ratio of freight charges to value of the commodity which would obtain 
under the proposed ratings with that for various other commodities. 


Protestants, according to the report, emphasized that there 
was a wartime need for the type of bearings here considered, 
that it was relatively new and production costs were decreasing, 
and that it had favorable transportation characteristics, such as 
ease of handling and unlikelihood of loss or damage in transit. 
They contended that in view of the absence of claims for loss 
or damage, the value placed on the bearings should be accorded 
little weight. 


The Commission concluded its discussion as follows: 


Considering the value of unfinished and finished bearings plated 
with silver or silver and lead and of the commodities with which they 
are compared, the present ratings appear relatively low for application 
thereon. Although these bearings have characteristics which permit 
their use somewhat beyond the fatigue limit of bronze-surfaced bear- 
ings, there is an insufficient showing to allocate them in the classifica- 
tion in another class or group from that occupied by the bronze-surfaced 
bearings. Generally speaking, all grades of a given article, cheap and 
expensive, are uSually rated on the same basis, the rating being one 
which would be too high for the cheaper grades and too low for the 
more expensive ones were it reasonable to rate them separately. It 
is the usual practice, and properly so, to treat as a group articles having 
a wide range of value and loading, the value of any particular article 
in the group not being necessarily controlling as to its classification to 
the exclusion of all other factors. As stated, processing costs rather 
than the identity of the surfacing materials are the principal deter- 
minants of the value of these bearings, and the proposed descriptions 
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do not provide a means of definitely grouping bearings within certain 
ranges of value. Because of the war, this traffic has been, and is, 
moving in substantial volume. Moreover, there is no basis for a con- 
clusion that the revenue therefrom under the present rates is inade- 
quate or results in a burden on other traffic. 














Commission Motor Reports 


‘An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrie 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.,) 


*MC 6031, Sub. No. 8, Barry Transfer & Storage Co., Mil- 
waukee, Wis. Permit denied. Petroleum products, in bulk, 
between points within specified area in Ill. and Ind., on the 
one hand, and, on the other, points in designated counties in 
southern Wis., over irregular routes. The Commission said that 
the evidence clearly showed that applicant did not intend to 
serve retail outlets or small consumers who were without rail 
facilities, but that, on the contrary, it intended to. serve bulk 
plants and manufacturers who had rail facilities. It said there 
was no convincing evidence that applicant’s service would be 
required on a permanent basis. 

*MC 29777, Sub. No. 1, G. L. Tourtelotte, Westboro, Mo. 
Certificate granted, as to household goods and emigrant mov- 
ables between points in Atchison county, Mo., and those in 
Fremont and Page counties, Ia., within 10 miles of the Iowa- 
Missouri state line, on the one hand, and, on the other, points 
in Ill., Ia., Kan., Mo. and Neb. 

*MC 46200, Sub. No. 2, Sirkin & Needles Moving Co., St. 
Louis, Mo. Certificate granted, as to household goods between 
points in Ill. and Mo., on the one hand, and, on the other, 
points in Conn., R. I., Va. and W. Va., over irregular routes. 
Division 5 said it recognized that “the character of the house- 
hold goods moving business is such that it is difficult, in appli- 
cations for authority to extend operations, to obtain testimony 
jof prospective shippers with respect to the need for the pro- 
posed service.” It said that it was of the opinion that the 
authority here granted would tend to increase applicant’s use- 
fulness to the shipping public as a carrier of household goods 
and that the grant of such authority would not result in de- 
structive competition to the detriment of other carriers. Com- 
missioner Patterson noted a dissent. 

*MC 60787, Sub. No. 1, J. C. White, dba White’s Moving 
& Storage Co., Birmingham, Ala. Certificate granted, as to 
household goods between points in Ala. and Fla., respectively, 
on the one hand, and, on the other, points in Ga., Ill., Ind., 
iKy., La., Miss., Mo., N. C., O., Tenn., Mich., Tex., Okla., Ark., 
IN. Y¥., N. J. and D. C., traversing Del., Md., Va., Pa., W. Va. 
jand S. C. for operating convenience only. 


*MC 103741, G. W. Frogge, dbr G. W. Frogge Transport 
)Co, Kansas City, Mo., Contract Carrier Application. Permit 
idenied. Petroleum products in bulk, in tank trucks, from 
'Kansas City, Kan., and points in the Fairfax industrial district 
adjacent thereto, to points in specified counties in Mo., over 
irregular routes. The Commission noted that the applicant had 
jtemporary authority for the operations for which it here sought 
permanent authority. It said that on the present record it 
seemed clear that the available transportation service in the 
considered area prior to the present national emergency was 
reasonably adequate and satisfactory, and that a grant of au- 
thority unrestricted as to duration clearly was not justified. 

*MC 77477, Sub. No. 2, Atlantic Freight Lines, Inc., Union- 
town, Pa. Certificate denied. General commodities, with ex- 
ceptions, between designated points in Pa., Del., Md. and N. J. 
The Commission said that as a successor to a “grandfather” 
operator, applicant was authorized to transport sugar; that that 
was the only operation conducted in a regular and substantial 
manner on June 1, 1935, and for a long period thereafter; that, 
except for sugar, it could not be said that operations before 
1939 were either substantial or regular; that the broader oper- 
ations begun in 1939 did not represent a normal expansion of 
the particular business conducted prior to that time, and that 
applicant has failed to prove that other services, which are 
available, are inadequate for any transportation requirements 
Shown on this record.” 

*MC 104612, W. G. Shipman and C. R. Shipman, dba Ship- 
man Bros. Transfer Co., Twin Falls, Ida., Common Carrier 
Application. Certificate granted as to household goods between 

in Falls and points in Ida. within 50 miles thereof, on the 
one hand, and, on the other, points in Wash., Ore., Ida., Utah, 
Nev. and Calif., over irregular routes. The Commission ob- 
erved that to some extent applicants’ operations as a common 
arrier of household goods would be conducted within the same 
erritory as their contract carrier operations of other special 
oOmmodities, but that, since the commodities authorized to be 
Tansported were noncompetitive, dual operations would be con- 
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—— with the public interest and the national transportation 
policy. 

*MC 33795, Young’s Motor Freight, New Freedom, Pa., 
Common Carrier Application, embracing MC 9876, Sub. No. 7, 
The National Transportation Co., Bridgeport, Conn., Extension 
—Pennsylvania-Maryland. Certificate denied in MC 33795 to 
applicants as successors in interest to Herman D. Young for 
continuance of operation as to general commodities between 
New Freedom and New York City, over regular routes, serving 
specified intermediate and off-route points. Certificate denied, 
also, in MC 9876, Sub. No. 7, to The National Transportation 
Co., lessee of, and holder of option to purchase, the regular 
route operations involved in MC 33795, with respect to the 
authority sought by National to conduct those operations. The 
Commission said that the through service instituted by National 
under the lease was a new service and could not be said to be a 
refinement or outgrowth of any combined service previously 
rendered by National and the lessors; that by far the largest 
amount of through traffic obtained by National consisted of 
war materials or materials used in the war effort, and that 
the supporting shippers were unable to establish a postwar need 
for National’s service. The Commission said it would give con- 
sideration, on its own motion, to the issuance of temporary 
authority to National to operate as a motor common carrier 
of general commodities between New Freedom and junction of 
U. S. Highways 1 and 9 near Woodbridge, N. J., and between 
junction of Pennsylvania Highway 516 and U. S. Highway 111 
and junction U. S. Highways 130 and 1 near New Brunswick, 
N. J. 


Railroad Abandonments 


Florida East Coast 


Examiner Jerome K. Lyle, in a proposed report in Finance 
No. 14590, Florida East Coast Railway Co. Trustees Construc- 
tion and Abandonment, has recommended that the Commission 
authorize construction by the Florida East Coast trustees of a 
line extending from “milepost 152.5,” a point on the northeast 
shore of Lake Okeechobee about 14.6 miles south of the town 
of Okeechobee, Fla., in northeasterly direction to a connection 
with the main line of the Florida East Coast at Fort Pierce, 
Fla., about 29.5 miles, and that it also authorize, on completion 
of such construction and commencement of operation there- 
over, abandonment by the Florida East Coast trustees of about 
136.1 miles of its Okeechobee branch, extending from a cross- 
ing of that branch with the applicant’s Titusville branch at 
Maytown, Fila., in a general southerly direction to “milepost 
152.5,” all in Volusia, Seminole, Orange, Osceola, Indian River, 
Okeechobee and Martin counties, Fla. 

“The line between Maytown and Okeechobee,” the examiner 
said, “was constructed to handle lumber thereon and at one 
time or another five large sawmills were operated at as many 
stations on the line, but all have been discontinued except one 
and it expects to exhaust its timber supply within the next two 
years. As the sawmills ceased operation the small towns which 
had grown up around them dwindled away until now the ter- 
ritory as a whole has little local population. The land is almost 
entirely undeveloped cut-over timber land, a large part of 
which is covered with water a considerable portion of the year. 
. .. In the last few years relatively large areas have been re- 
claimed for pasture lands and are being stocked with cattle. 
However, except for certain inbound materials used as soil con- 
ditioner, these projects furnish no traffic for the railroad... . 

“Following the extension of the railroad along the lake 
(Lake Okeechobee) a phenomenal development took place in 
that area. It has become one of the great vegetable-producing 
sections of the country and the output is constantly increas- 
er 

“Considerable difficulty has been encountered by the appli- 
cants in their attempt to render satisfactory service over the 
long branch line for the vegetable traffic which must move at 
high speeds on established schedules. After many years’ con- 
sideration the conclusion was reached that the only feasible 
plan is to build a short cut-off to its double-track main line, 
and in view of the small amount of traffic dependent on the 
line between milepost 152.5 and Maytown, and the prospect of 
soon losing the principal traffic dependent thereon, to abandon 
that segment... .” 


Examiner Lyle said that in the vegetable season the appli- 
cants now operated three trains in each direction daily over the 
Okeechobee branch and that they would operate the same num- 
ber of trains after construction of the cut-off, but that instead 
of a run of 196 miles between New Smyrna and Lake Harbor, 
Fla., they would have a run of only 70 miles between Fort 
Pierce and Lake Harbor. He said the applicant anticipated that 
handling of the traffic through Fort Pierce would result in the 
operation of about 60 additional freight trains annually from 
Fort Pierce to New Smyrna and beyond. 
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Cost of construction of the cut-off on the route planned was 
estimated by the applicants to be $1,500,000, he said. He stated 
that construction work would begin about four months after 
authorization by the Commission would be completed about 14 
months thereafter. On the basis of revenue and expense figures 
submitted by the applicants, he said, it was indicated that the 
applicants’ profit in 1943 would have been increased $203,552 
had the proposed change in operation been in effect. He said 
that the proposed cut-off would substantially reduce the amount 
of maintenance labor required, “assuming that the other track 
were abandoned,” and that the cut-off also would be nearer 
populated areas where labor could be obtained. He cited an 
estimate by the applicant that rehabilitation of the track be- 
tween Maytown and milepost 152.5 to place it in condition to 
continue the movement of the heavy traffic over it would 
amount to $2,087,000. 

Various citizens of the communities and commissioners of 
certain of the counties along the line to be abandoned were 
protestants, he said. He stated that they had no objection to 
censtruction of the cut-off, but did object to it if it meant 
abandonment of the part of the branch south of Maytown as 
was here proposed. He said they contended that substantially 
the same service could be rendered the vegetable shippers over 
the present line if it was rehabilitated; that its present condi- 
tion was the result of negligence of applicants to maintain it 
properly, in anticipation of abandonment, and that the alleged 
difficulties of operation over the present route had been unduly 
magnified. They contended, further, he said, that the land 
along the line sought to be abandoned was giving evidence of 
becoming “a fine cattle section” and was otherwise developing 
agriculturally and that removal of the railroad would retard 
further development of the area. The examiner said the record 
did not support the protestants’ suggestions that the same type 
of service was possible over the present route as would be pos- 
sible over the cut-off. He said the primary difficulty of obtain- 
ing adequate support for the segment proposed to be abandoned 
was that the principal commodity produced in the territory, 
cattle, was not shipped over the segment. 

“To provide adequate protection for the employes who may 
be affected,” said the examiner, “the applicants have stipulated 
with the Brotherhood of Locomotive Engineers, the Brother- 
hood of Railroad Trainmen and the Railway Labor Executives’ 
Association that the Commission may impose certain conditions 
agreed upon by them and made a part of the record. These 
conditions, with minor modifications . .. are the same as those 
imposed by division 4 in Oklahoma Railway Co. Trustees Aban- 
donment, 257 I. C. C. 177. Any certificate issued in the pro- 
ceeding should be made subject to the stipulated conditions.” 


Missouri Pacific 


In Finance No. 14232, Missouri Pacific Railroad Corpora- 
tion in Nebraska Trustee Abandonment, the Commission, on 
further consideration, has ordered that the time prescribed 
within which the applicant should permit the protestants to 
examine certain division sheets pertaining to distribution of 
revenues, be extended from January 10 to February 10. It also 
cancelled a hearing previously assigned for January 26 at Lin- 
coln, Neb. (see Traffic World, December 30, 1944, p. 1682), and 
ordered that the hearing be reassigned at a time and place to 
be designated later. 


With respect to the applicant’s trustee’s application for 
abandonment of a portion of a branch line extending from 
Talmadge to Crete, Neb., the Commission had reopened the 
proceeding for further testimony concerning financial data. It 
also had ordered the applicant to permit the protestants to 
examine at a mutually convenient point all the applicant’s divi- 
sion sheets pertaining to distribution of revenues between the 
various carriers with respect to traffic originating at, destined 
to, or passing over the line of railroad from Crete to Auburn, 
Neb., or any portion of it. 

Benton county, Mo., the cities of Warsaw, Lincoln and 
Cole Camp, Mo., various business concerns and members of a 
committee claiming to represent “several hundred shippers and 
patrons of the branch line” have joined in filing with the Com- 
mission a petition for reconsideration of its order in Finance 
No. 14273, Missouri Pacific Railroad Co. Trustee Abandonment, 
authorizing abandonment by the Missouri Pacific, on February 
10, 1945, of its branch line from Sedalia to Warsaw, Mo., ap- 
proximately 42 miles (see Traffic World, Feb. 19, 1944, p. 443). 
The petitioners asked the Commission to order the Missouri 
Pacific trustee, Guy A. Thompson, and the railroad company 
to operate the line “for at least during the war emergency and 
until such time as other means of transportation can be pro- 
vided for communities now served by the branch line, to the end 
that vital and necessary articles may be carried and trans- 
ported in aid of the war effort.” They said the tonnage of live- 
stock and other articles shipped over the branch line had in- 
creased in 1944 over 1943, that truck facilities were gradually 
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wearing out and could not be replaced, and that to abandon 
the line would hinder the war effort. 


Cc. B. & Q. 


By an order in Finance No. 14426, Chicago, Burlington & 
Quincy Railroad Co. Abandonment, the Commission has denied 
the petition of the Burlington for reopening of the proceeding 
for reconsideration and modification of the report issued therein 
by division 4, authorizing abandonment of 21.8 miles of the 
Burlington’s line between Mt. Ayr, Ia., and Grant City, Mo., 
and prescribing conditions for protection of affected employes 
for a period of four years (see Traffic World, Dec. 2, p. 1426). 
The Burlington asked modification of the Commission’s order 
by deletion of the conditions for the protection of employes and 
by substitution therefor of a provision under which the Com- 
mission would reserve, for a period of two years, jurisdiction 
to consider the question of imposing conditions for the protec- 
tion of employes. The petition of the Burlington was opposed 
by the Railway Labor Executives’ Association and the Brother- 
— by — of Way Employes (see Traffic World, 

an. 6, p. 9). 


Cc. & O. 


The Commission, division 4, by an order in Finance No. 
10112, Chesapeake & Ohio Railway Co. Abandonment, has dis- 
missed without prejudice, at the request of the applicant, the 
latter’s supplemental application for abandonment of its Craig 
Valley branch in Virginia and of the branch’s operation. Ac- 
cording to the supplemental application, the proposed abandon- 
ment would have involved 26.41 miles of line extending from 
a connection with the C. & O. main line at Eagle Mountain, 
Botetourt county, Va., to New Castle, Craig county. The sup- 
plemental application had been filed in August, 1942, eight years 
after the Commission had denied the original application that 
had been filed in August, 1933. Hearings were held on the 
supplemental application and, at one juncture, according to the 
Commission’s record, were postponed to allow the Lukens 
Steel Co. time to complete tests of an iron ore deposit near 
the branch line. It was said that if the tests were successful 


the company contemplated erecting a blast furnace near the | 


railroad. Subsequently the railroad asked permission to with- 
draw its supplemental application for abandonment. 


S. A. L. 


Declaring that a railroad should not be permitted to re- 
pudiate a solemn pledge and thereby manufacture evidence to 
support an abandonment proceeding, William N. McQueen, act- 
ing attorney general of Alabama, and Forman Smith, assistant 
attorney general of that state, have filed with the Commission 
exceptions to the examiner’s proposed report in Finance No. 
14577, Abandonment of Seaboard Air Line Railway Company’s 
(Legh R. Powell, Jr., and Henry W. Anderson, Receivers) 
“Jacksonville-Tredegar Branch Line” in Calhoun County, Ala. 

Opposing the examiner’s recommendation that division 4 
approve the proposed abandonment, the Alabama officials said: 

“This is simply another case where a railroad has a small 
branch line which has been profitable in the past, and which 
in all probability will be profitable in the future, but due to the 
‘excess profits provisions’ of our present income tax laws, it 
will be more profitable to the railroad to abandon the line at 
this time, deduct its value from its income tax return, and re- 
build the line later.” 

Continuing, the state’s attorney said the evidence was con- 
clusive that except for a devised method of operation the line 
would show a profit, and that the railroad, under the attempted 
justification of “administrative judgment,” was forcing the line 
to show a loss. Said the attorneys further: ; 

“The evidence is also conclusive that the public will be 
inconvenienced, and it is also conclusive that except for the 
income tax recoupment there is no justification whagsoever for 
the abandonment.” 

In concluding their list of nine detailed exceptions, the 
attorneys’ asserted they insisted that a railroad should not be 
permitted to abandon a branch line merely on operating costs 
compiled in so short a time as four months, then by attempting 
to project such costs in the past and into the future, “have the 
Commission pass thereon, as was done in this case.” Continued 
the attorneys: 


It is also insisted that the Commission should not consider evidence 
compiled by illegal operation of a railroad in any type of a proceeding, 
including an abandonment proceeding. 

It is further insisted that the evidence in this proceeding clearly 
shows that it is the method of operation that has been in effect only 
four months (at the time of the hearing) that causes the branch to 
show a loss. 

We further insist that it is this illegal method of operation that 
causes the burden on interstate commerce and on the carrier, and to this 
end we call the Commission’s attention to the recent approval by the 
Supreme Court of the following proposition: 

‘“‘The power of the Commission (Interstate Commerce 
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to control the abandonment of intrastate branches of interstate carriers 
stems from the power of Congress to protect interstate commerce from 
undue burdens or discriminations. City of Yonkers vs. United States, 
88 L. Ed. 241.’’ See cases therein cited. 

For this division to follow the proposed report of the examiner, 
it will be necessary for it to endorse both the illegal operation of 
the applicants as well as approve applicants’ violation of their solemn 
pledge to the Alabama Public Service Commission. 

In conclusion, we respectfully submit that if the applicants will 
operate their branch line in a legal manner and according to the 
provisions of their solemn pledge, it is impossible for the line to show 
a loss. Therefore, no burden can be placed upon interstate commerce, 
and this Commission is without jurisdiction to issue the sought certifi- 
cate. 

The protestants asserted they excepted generally to the 
report in that “without one cent of expenditure the line can be 
operated profitably by the applicants.” 


Ex-Barge Grain Proportionals 


Grain interests, barge lines and railroads, in oral argument 
before the entire Commission in I. and S. No. 4718, Grain Pro- 
portionals Ex-Barge to Official Territory, and No. 28731, Coast 
Transportation Co., Inc., et al. vs. Aberdeen & Rockfish et al., 
presented divergent views on the question of according reship- 
ping rates by rail lower than the local rates, on shipments 
moved by barge to the reshipping point, and the barge interests 
renewed their contention that the railroads, by attempting to 
deny reshipping or proportional rates to ex-barge shipments 
of grain or other commodities, were seeking to administer a 
“death sentence” to the barge lines. 

The argument in I. and S. No. 4718 was on exceptions to 
the proposed report of Examiner Burton Fuller in that pro- 
ceeding (see Traffic World, Sept. 2, p. 551, and Nov. 11, p. 1227), 
in which the examiner recommended that the Commission pre- 
scribe proportional rates on ex-barge grain reshipped by rail 
from Chicago to destinations in central territory 1.5 cents under 
the corresponding local rates, and, to destinations in trunkline 
and New England territories, 5.5 cents under the corresponding 
local rates. The proceeding had been reopened for further 
hearing by the Commission, for action on certain issues left for 
its determination after the Supreme Court of the United States 
had upheld the Commission’s earlier decision on reconsideration 
in this case (248 I. C. C. 307), approving restriction by the rail 
carriers of proportional rail rates on grain and grain products 
from Chicago and other grain rate-break points to eastern des- 
tinations so as not to make the proportional rates applicable 
on ex-barge (Illinois Waterway) traffic (see Traffic World, 
June 19, 1943, p. 1465). The case decided by the Supreme Court 
was Interstate Commerce Commission vs. Inland Waterways 
Corporation, 319 U. S. 671. 

The argument in No. 28731 was on reopening of that pro- 
ceeding on petition of the water carrier interests involved and 
the New Orleans Joint Traffic Bureau, after a decision by the 
Commission, division 3, dismissing the complaint on findings 
that the proportional rates assailed, involving iron and steel 
articles from Chicago. to Houston, Tex., via New Orleans, La., 
had not been shown to be unjust, unreasonable or otherwise 
unlawful. The complaint assailed restrictive provisions pub- 
lished by the defendant railroads in connection with their pro- 


| portional rates on classes and various commodities from and 
' to points in central, southwestern and southern territories, 
| limiting the application of those proportionals to traffic moving 
| solely by railroad (see Traffic World, Oct. 16, 1943, p. 904, and 
| Jan. 15, 1944, p. 139). 


Participants in the argument on behalf of protestant peti- 
tioners in I. and S. No. 4718 were: Nuel D. Belnap, of Chicago, 
for various Chicago elevator companies; David F. Root, of 
Morris, Ill., for the Cooperative Allied Grain Dealers Corpora- 
tion; James K. Knudson, of the legal staff of the Department 
of Agriculture and War Food Administration; Edward B. Hayes, 
of Chicago, for the A. L. Mechling Barge Lines, and Luther M. 
Walter, for the Federal Barge Lines. Carl G. Stearns, of New 
Orleans, made the argument on behalf of the complainants 
generally in No. 28731. Arguments for individual complainants 
and supporting interveners were made by Harry C. Ames, of 
Washington. for the Mississippi Valley, Barge Line Co.; Mr. 
Belnap, for the Inland Waterways Corporation; Louis A. 


| Schwartz, for the New Orleans Joint Traffic Bureau, and F. E. 
Brown, for the American Barge Line Co. Participating in the 
| argument on behalf of respondents, defendants and supporting 
| Interveners in the two cases were: G. H. Muckley, of Washing- 
| ton, for the southwestern railroads; Frank H. Cole, Jr., of 
| Cincinnati, O., for respondents and defendants generally; A. B. 


noch, of Chicago, for the western railroads, and W. R. Scott, 


| for the Board of Trade of Kansas City, Mo., and allied interests. 
yn that fF 


Spokesmen for the respondents in I. and S. 4718 stressed 
the contentions that the examiner had found that the ex-barge 
grain at Chicago was not entitled to reshipping rates lower 
than the local rates eastbound from Chicago, but had, never- 
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theless, recommended lower reshipping rates because the ship- 
pers by barge needed them; that the examiner’s proposal of a 
ratio of 4 water miles to one rail mile was “against everything 
that the Commission has done”; that the Commission must de- 
termine what would be reasonable and non-discriminatory 
throught routes on the barge-rail grain movement before it 
could undertake to prescribe a proportional rate on ex-barge 
grain; that no through route could be established, because 
there were no interchange facilities at Chicago on bulk grain, 
between barge lines and rail carriers; that the barge lines mov- 
ing grain to Chicago did not give possession of the grain to 
another carrier there, but to the shipper, who put it in storage; 
that there was no transit tariff covering barge grain at Chicago, 
and that, in the absence of a transit tariff, a shipment coming 
into Chicago by barge was one shipment, and a shipment of 
the same grain going out by rail at a later date was another 
shipment to which the local rate from Chicago should apply. 

Mr. Enoch said that the barge grain interests were asking 
the Commission to prescribe a rate of 28 cents from Morris, II1., 
to New York, although the rate from Fort Wayne to New York 
was 30 cents, and that the rate these interests sought on export 
grain from Morris to New York was lower than the present rail 
rate from a point on the Ohio-Pennsylvania state line to New 
York. Establishment of the rates sought by the barge grain 
interests, he contended, would result in disruption of the rate 
structure. Mr. Scott averred that “we can get along without 
proportional rates if the price of keeping them is disruption of 
the existing rate structure.” 

The spokesmen for the barge lines set forth contentions 
that there were no differences in transportation circumstances 
as between ex-rail and ex-barge grain from Kansas City when 
reshipped from Chicago to the east, and that the ex-barge grain 
should not have to bear a higher burden of transportation 
charges from Chicago to eastern destinations than was imposed 
on ex-rail grain from that city to those destinations. They con- 
tended that discrimination against barge line traffic by railroads 
was prohibited by the interstate commerce act. They said that 
barge tariffs were published for interstate application, and that 
that was all the “through route” that was necessary; that the 
Supreme Court had held that there need not be a physical con- 
nection between connecting carriers, and that ex-barge grain 
moving to the east out of Chicago did not go out without refer- 
ence to the inbound billing. They said that the lake outlet for 
grain from Chicago did not exist under present war conditions, 
because of diversion of vessels to war service, and that there 
was no barge-lake route in four or five winter months each 
year when the lake was closed. The lake outlet, therefore, was 
not really “the outlet’ for the ex-barge grain, the Commission 
was told. 

Mr. Root maintained that the reshipping rate proposed by 
the examiner would prevent movement of barge grain and force 
the Cooperative Allied Grain Dealers Corporation out of busi- 
ness. Mr. Knudson contended that the reshipping rates pro- 
posed would operate to discourage shipment of grain by barge 
and to hold the traffic to the rails and would thus contravene 
the intent of Congress that the economy afforded by waterway 
transportation be available to shippers. 

Mr. Enoch, in his rebuttal argument, said that if there 
were a through barge-rail route and a through rate, there would 
have to be transfer from barge to rail, and that the cost of such 
transfer exceeded rail transfer costs. 

“You would not deal with a barge-rail through rate as 
though the whole route were by rail,’”” Commissioner Alldredge 
inquired. 

“No, I would not,” said Mr. Enoch. 

Commissioner Patterson suggested that if a through route 
were established, an elevator might be established as a transfer 
facility. Mr. Enoch averred that a through route could not be 
established “on the record in this case.” 

In the course of Mr. Hayes’ rebuttal argument, Commis- 
sioner Aitchison cited provisions of section 3(1) and _ section 
3(4) of the act, relative to discrimination, and suggested that it 
was the duty of the carrier to discriminate justly. Mr. Hayes 
disagreed, and Commissioner Barnard declared that a carrier 
could discriminate justly as well as unjustly. 


COMMISSION ORDERS 


No. 29180, Ringsby Truck Lines, Inc., vs. A. T. & S. F. et al. Peti- 
tion of Atchison, Topeka and Santa Fe, defendant, to make complaint 
more definite and certain, denied. 

No. 29026, Vulcan Mold & Iron Co. vs. B. & O. et al. Order of Octo- 
ber 26, 1944, modified to become effective March 20, on not less than 30 
days’ notice, instead of February 2. 

1. & S. M-2376, Restrictions in rates over Gordons Transports, Inc. 
Order of July 14, 1944, referring proceeding to Examiner Harrison for 
recommendation of an appropriate order thereon, vacated. 

MC-F 2542, Eber W. Martin and Logan Martin, purchase, Zach 
Brooks. Time within which authority granted in report and order of 
October 24, 1944, may be exercised, extended to January 25. 

MC 100120 Sub. 1, W. L. Thornbury, extension, Michigan, Indiana. 
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Report and order of September 11, 1944, modified so as to authorize 
issuance to applicant, on compliance with sections 215 and 218 of act, 
with rules and regulations thereunder, and with requirements estab- 
lished in Contracts of Contract Carriers 1 MCC 628, of a permit author- 
izing operation, in interstate or foreign commerce, as a contract carrier 
by motor vehicle, over irregular routes, (1) of barium from Blue Island, 
Ill., to Grand Ledge, Mich., (2) of malt beverages and wine from 
Ft. Wayne, Ind., to Grand Rapids and Lansing, Mich., and of empty 
malt beverage and wine containers on return to Ft. Wayne, and (3) 
of wine from Wabash, Ind., to Lansing, Mich., and of:empty wine 
containers on return to Wabash. This order shall become effective 
February 15, unless any party in interest shall show cause, if any 
there be, in writing verified under oath, why report and order of 
September 11, 1944, should not be modified in manner described above. 

MC-C 382, R. D. Fowler Motor Lines, Inc. vs. Colonial Motor Freight 
Lines, Inc. Petition of defendant for reconsideration and oral argu- 
ment, denied. 

W-496, Mirene Co., applications. Petition of applicant to amend cer- 
tificate of August 5, 1942, and certificate of December 2, 1942, accepted 
and filed of record in proceeding. Reopened for further hearing. 

1. & S. 5256, Brick, Iowa to Omaha, Neb. Petition of respondents 
for reconsideration by entire Commission of order of July 27, 1944, 
denied. 

MC 35684 Sub.11, Cole’s Trucking Service, extension, New Jersey 
and New York. Reopened for reconsideration. 

MC 42261 Sub. 3, Langer Transport Corp., extension, liquid com- 
modities in tank trucks. Reopened for further hearing. 

MC 104928, David D. Derstine, common carrier application. Re- 
opened for rehearing. 

No. 28960, Diamond Fertilizer Co. et al. vs. Aberdeen & Rock Fish 
et al. and No. 28960 Sub. 1, American Agricultural Chemical Co. vs. 
Same. Complainants granted leave to file petition for reconsideration 
of matter of reparation only., on or before January 20. 

MC 3677 Sub. 5, Washington, Marlboro and Annapolis Motor Lines, 
Inc., extension, Camp Springs, Md., Army Air Base. Reopened for 
further hearing. 

MC 36960 Sub. 4, Black Motor Lines, Inc., extension, Dubach to 
Monroe, La. Reopened for reconsideration solely to determine what 
modification should be made, if any, in condition requiring applicant 
to surrender its present certificate for elimination therefrom of author- 
ity to serve Monroe, La., in irregular route operation. 

MC-F 2110, E. L. Skeel, purchase, Jess Kuhns and Grays Harbor 
Lines, Inc. Reopened for further hearing on January 31, at 9:30 o’clock 
a. m., at U. S. Court, Tacoma, Wash., before Examiner Higgins. Order 
of December 14, 1943, vacated. 


PETITIONS FOR REHEARING, ETC. 


W-536, Baton Rouge Coal and Towing Co., contract carrier applica- 
tion. Union Barge Line Corp. asks for leave to intervene, reopening, 
for hearing (none having been held), and that proposed report be set 
aside and reversed. 

MC-F 2706, V. W. Lee and H. W. Lee, control; Carolina Motor Ex- 
press Lines, Inc., purchase, F. Reed dba Reed Transit Co. Appli- 
eants ask for reconsideration of order of December 14, 1944, denying 
temporary lease authority. 





FINANCE APPLICATIONS 

MC F-2726, Brada Cartage Co., Detroit, Mich., asks authority to 
purchase certain operating rights of Milton J. Miller, receiver for Great 
Lakes Trucking Co., Inc., Detroit, Mich. 

No. 14814, Chicago & Eastern Illinois Railroad Co., asks authority 
to acquire trackage rights over the bridge, approaches, tracks and 
appurtenances of the Southern Illinois & Missouri Bridge Co., across 
the Mississippi River, from Bridge Junction, Alexander county, IIl., to 
Illmo, Scott county, Mo. 

No. 13013 (supplemental application) Tennessee Railway Co., asks 
extension to December 31, 1946, of time limit for pledging and re- 
pledging as collateral security for borrowed money, $200,000 face value 
of its first mortgage, four per cent, 30-year coupon bonds, series A, 
due April 1, 1967, issued under its first mortgage dated April 1, 1937, 
to Bank of New York and Trust Co. (now Bank of New York), and 
William Young, Jr., trustees, of New York, N. Y. 

Finance No. 14815. Maine Central Railroad Co. asks authority to 
issue promissory notes in the aggregate principal amount of $258,413. 
to finance acquisition by it of four Diesel-electric locomotives, and 
twelve steel dump cars, one locomotive of 660 horsepower to be deliv- 
ered by American Locomotive Co. in January, 1945, at a price of 
$59,750; the other three 44-ton locomotives to be delivered in April, 
1945, by the General Electric Co., at a price of $38,325 each. Applicant 
says the total purchase price of the dump cars will be $83,688. The 
application shows that applicant proposes to issue one note of $59,750, 
another of $38,325, and other notes of $6,974, each payable in ten 
semi-annual installments. 





UNCONTESTED FINANCE CASES 

Report and certificate in F. D. No. 14741, Missouri Pacific Railroad 
Co. Trustee Construction, authorizing construction by the trustee of 
the Missouri Pacific Railroad Co. of a line of railroad in Williamson 
and Franklin Counties, Ill. Approved. 

Supplemental report and order in F. D. No. 7890, Erie & Michigan 
Railway & Navigation Co. Operation, modifying operating agreement 
of April 30, 1930, between the Detroit & Mackinac Railway Co. and the 
Erie & Michigan Railway & Navigation Co. Approved. 

Report and order in F. D. No. 14794, Washington Terminal Company 
Bonds, and F. D. No. 14794, Sub. 1, Philadelphia, Baltimore & Wash- 
ington Railroad Company and Baltimore & Ohio Railroad Company 
Assumption of Obligation and Liability. 

1. Granting authority to the Washington Terminal Company to 
issue not exceeding $11,000,000 of first-mortgage 25g per cent bonds, 
series A, to be sold at 100.81, and the proceeds, with other funds, used 


.Mahaffie, and Miller, Commissioner Miller dissenting in part. 
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to retire $11,915,000 of first-mortgage gold bonds, which will ny — 


February 1, 1945. 
2. Granting authority to the Philadelphia, Baltimore & Wasp. 
ington Railroad Company and the Baltimore & Ohio Railroad Company 
to assume, jointly and severally, obligation and liability as guaranto; 
in respect of the payment of principal, interest and sinking-fund insta. 
ments of the bonds herein authorized to be issued. 
Approved. 


MOTOR FINANCE CASES 

No. MC-F-2655, Harry F. Chaddick—Control; Standard Freight 
Lines, Inc.—Merger—Bates Motor Transport Lines, Inc. Merger of the 
operating rights and properties of Bates Motor Transport Lines, Ine. 
of Chicago, Ill., into Standard Freight Lines, Inc., also of Chicago, 
and acquisition of control of said operating rights and properties by 
Harry F. Chaddick through the merger, approved and authorized, syp. 
ject to conditions. Division 4 was composed of Commissioners Porter 
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MC-F-2577, Stanley L. Wasie—Control; Merchants Motor Freight, 
Inc.—Purchase—Loyd’s American Line, Inc. Purchase by Merchants 
Motor Freight, Inc., of St. Paul, Minn., of the operating rights of 
Loyd’s American Line, Inc., of La Crosse, Wis., and acquisition of 
control of said operating rights by Stanley L. Wasie, also of St. Paul, 
through said purchase, approved and authorized, subject to condition, 

MC F-2576, E. Brooke Matlack et al.—Purchase—Marshall Transport 
Co, Inc., and Warren C. Marshall. Purchase by E. Brooke, Duverney 
Edwin L., and Robert Matlack, and E. Brooke Matlack, Jr., partners 
dba E. Brooke Matlack, of Philadelphia, Pa., of operating rights and 
property of Marshall Transport Co., Inc., of Glen Burnie, Md., ani 
certain property of Warren C. Marshall, of Upper Darby, Pa., approved 
and authorized, subject to conditions. 


Vegetable Oil Rates 


The Secretary of Agriculture and the War Food Adminis. 
trator, in a joint petition in No. 27747, Mississippi Cottonseed 
Crushers Association vs. Atlanta, Birmingham & Coast Rail 
road, and No. 28553, National Cottonseed Products Association 
Inc., vs. Atlanta, Birmingham & Coast, have asked the Com 
mission to modify its orders of July 4, 1944, designating Feb 
ruary 15 as the effective date of the rates prescribed in those 
proceedings, by ordering further extension of six months to 
August 15 (see Traffic World, July 15, 1944, p. 130). | 

The two officials recited that the complaints in these pro 
ceedings were filed and prescribed to remove undue preferencd 
and prejudice in freight rates on certain domestic cottonseed 
oils, domestic vegetable oils, and imported vegetable oils, and 
that the Commission had issued its usual orders in both dockets 
prescribing effective dates. 

“These effective dates,” said the petitioners, “have been 
postponed from time to time by subsequent orders issued as a 
result of joint representation made by your petitioners herein 
and the complainants to the effect that government control off z 
these oils restricts their use and removes the element of com) ™ents f 
petition between shippers so as to make immediate enforcement The 
of the original orders issued in this complaint unnecessary.” | 1943, F 

The petitioners asserted that any change in the rates would Blue E-: 
not now benefit the complainants, would place additional bur} proceed 
dens on the federal government, and that there had been nq 
material changes in the situation since issuance of the Commis} 
sion’s orders of July 4, 1944. 

“Government control of the oils is still necessary for the 
successful prosecution of the war and remains effective,” said 
the petitioners. 

In No. 27747, the Price Administrator, on his own behal 
and that of the Economic Stabilization Director, has requested 
that the Commission further postpone its order of June 2, 1942 
in that proceeding from February 15 to February 15, 1946. 

“Maximum prices of the affected commodities continue t¢ 
be subject to maximum price regulation No. 53, as amended, 
said the Price Administrator. 

The Commission, by Commissioner Mahaffie, by an orde 
in Nos. 27747 and 28553, postponed until August 15 the effectiv 
date of its earlier orders in those proceedings, shortly after 
had received the petitions for such postponement from the Se 
retary of Agriculture, the War Food Administrator, the Prict 
Administrator and the Bureau of Raw Materials for Americal 
Vegetable Oils and Fats Industries. The Commission said in th 
new order that it was taking this action on further consideratio 
of the records of these proceedings and on consideration of th 
petitions for postponement, and that “good cause” appeareg 
therefor. 
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NORTH WESTERN NOTE ISSUE 


Because of the nondelivery of three switchers, the Chicag 
& North Western has asked the Commission for authority 4 
limit to $252,684 a promissory note issue of $366,204.90 14 1 : 
finance equipment purchases, approved by the Commission 1a§ 943, 
July in Finance No. 14619, Chicago & North Western Railwa ants s 
Co. Notes (see Traffic World, August 5, 1944, p. 306). The oes 
Commission, in a supplemental order, has granted the request Tibe¢ 
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Blue Express Forwarder 


The Bureau of Water Carriers and Freight Forwarders, 
in FF-105, Blue Express, Inc., Freight Forwarder Application, 
has recommended that the Commission find that Blue Express, 
Inc., New York, N. Y., is a freight forwarder subject to part IV 
of the interstate commerce act, and should be granted a per- 
mit authorizing it, until December 31, to forward commodities 
generally when consigned for export, in interstate commerce, 
from New York to Laredo, Tex., and ports in Alabama, Cali- 
fornia, Florida, Louisiana, Mississippi, Oregon, and Washington, 
but that such permit should not be issued to Blue Express until 
it had complied with the Commission’s cargo insurance regula- 
tions. 

The Bureau said that Blue Express, Inc., had been organ- 
ized as a wholly-owned subsidiary of Bluefries-New York, Inc., 
New York, an old established company engaged principally as 
shipping agent and customs broker, and that Blue Express 
was to continue freight-forwarding operations of the parent 
company begun in May, 1942, when, because of war conditions, 
Bluefries, as well as other brokers engaged in the same type 
of business, began the forwarding of its customers’ property 
from New York to south Atlantic, Gulf, and Pacific coast ports. 
Prior to that, the Bureau said, shipping space had been regu- 
larly available on ships leaving New York for foreign ports, 
and Bluefries had not then carried on a freight-forwarding 
business. Such business, when organized, the Bureau said, 
represented only a small portion of the parent company’s total 
business. 


The applicant Blue Express, Inc., according to the Bureau, 
also sought authority to forward shipments from Chicago for 
export to foreign countries. The Bureau said the applicant 
had published rates applicable from Chicago, but had sub- 
mitted no evidence that it had consolidated shipments at, or 
| forwarded merchandise from, that point. Continued the Bureau: 

“The publication of rates, in the absence of other evidence, 
is not sufficient proof to establish that an operation would be 
consistent with the public interest and the national transporta- 
tion policy as declared in the act. Authority to forward ship- 
f coms ments from Chicago should, therefore, be denied.” 
cemenf The Bureau pointed out that by order of January 13, 
ry.” | 1943, Bluefries-New York, Inc. Substitution, the applicant, 
; would Blue Express, Inc., had been substituted as applicant in this 
al bur} Proceeding in lieu of the parent company. 
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Scrap Iron, Ind. and Mich. to O. 


In the absence of evidence by the complainants as to the 
traffic and transportation conditions and the volume of ship- 
ments involved under the lower rates they compared with the 
rates here assailed by them, a conclusion that the assailed rates 
had been or were unreasonable was not warranted, said Ex- 
aminer M. J. Walsh in a proposed report in No. 29103, Summer 
& Co. vs. New York Central, et al., and two proceedings joined 
therewith, in which he recommended dismissal of the com- 
plaints, directed against the rates charged on scrap iron from 
_— points in Indiana and Michigan to specified points in 

io. 

The examiner said that the complainant in the title case 
alleged that the commodity rates of $5.13 and $4.92 a long ton 
to Warren and Canton, O., respectively, from Hastings, Mich., 
on scrap iron shipped between May 9, 1942, and April 26, 1943, 
were unreasonable. In one of the embraced complaints, No. 
29104, Shirrel Kasle et al., dba South Bend Steel Co. vs. New 
York Central et al., he said, the complainant assailed the ap- 
plicable commodity rate of $4.57 on scrap iron shipped between 
September 12 and December 22, 1941, from South Bend, Ind., 
| to Mansfield, O., and in the other case joined with the title 
| Case, No. 29104, Sub. No. 1, Empire Steel Corporation (formerly 
Empire Sheet & Tin Plate Co.) vs. New York Central, et al., 
the examiner said, the complainant assailed as unjust and un- 
reasonable the applicable commodity rate of $4.84 a long ton 
on scrap iron shipped between July 16, 1942, and February 2, 
1943, from South Bend to Mansfield. He said that the complain- 
ants sought, for purposes of reparation and for the future, 70 
Per cent of the basic scale of rates on iron and steel articles pre- 
scribed in Iron and Steel Articles, 155 I. C. C. 517. The 70 per 
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cent basis he said, resulted in rates from Hastings to Warren 
and Canton of $4.85 and $4.70, respectively, and from South 
Bend to Mansfield of $3.92 and $4.23 (the latter being the rate 
applicable on traffic moving between July 16, 1942, and Febru- 
ary 2, 1943. He said that, because of competition between the 
several steel plants, any reduction in the rate on scrap iron to 
one point in a group (the commodity rates having been estab- 
lished on a group basis by the railroads) would necessitate a 
like reduction to all points within the group. 

“The prior proceedings, in which the 70 per cent basis of the 
iron and steel scale was prescribed, and on which complainants 
rely principally in support of the allegation of unreasonable- 
ness,” he declared, ‘‘did not include the rates on scrap iron from 
and to all points in any particular area, but dealt solely with 
specific point-to-point rates. Therefore, that basis has not been 
prescribed for application generally within official territory. 
In the instant proceedings complainants merely compare the 
rates assailed with those on the same and other commodities 
between points in the same general area. They offered no evi- 
dence to prove. that the traffic and transportation conditions 
incident to the traffic here under consideration were similar to 
those in respect of the traffic considered in the prior proceed- 
ings. Nor is there any evidence of the volume of the movement 
of scrap iron from the instanced points, compared with that 
from and to the points involved herein. On this record a con- 
clusion that the rates assailed were or are unreasonable is not 
warranted.” 


Army Wharfage Allowance 


Examiner William A. Disque, in a proposed report, has rec- 
ommended dismissal of the complaint in No. 29117, United 
States of America vs. Aberdeen & Rockfish Railroad Co., et al., 
in which, he said, the Army had alleged that the defendants’ 
refusal to make it an allowance for wharfage and handling 
costs incident to shipside receipt and delivery of its export, 
import, coastwise and intercoastal freight at Army base piers 1 
and 2, Norfolk, Va., resulted in rates that were violative of 
the interstate commerce act. 

With respect to the defendants’ refusal to make the allow- 
ance or to state wharfage and handling charges at Norfolk 
separately from their rates, the examiner recommended that 
the Commission find that the defendants’ action did not result 
in rates that were inapplicable, unreasonable, unjustly discrim- 
inatory, or unduly prejudicial. 

“Question may arise,” said the examiner, “as to whether 
rates not including wharfage and handling should be prescribed 
for application solely to and from the Army piers four cents 
lower than the rates that include wharfage and handling that 
apply to the other Norfolk piers. It is sufficient to say that 
there is no showing that such rates would be reasonable 
maxima.” 

He said that under section 22 of the act the defendants 
could either make the Army an allowance or accord it rates 
to and from its piers lower than those to and from the other 
Norfolk piers. Continuing, the examiner said: 

“It is not clear how they would thus bring on valid claims 
from private shippers for like treatment, as they contend they 
would, for allowances to private shippers for services that are 
not transportation cannot lawfully be demanded or made.” 

Citing Propriety of Operating Practices—Terminal Services, 
209 I. C. C. 29, 30, and Merchants Warehouse Co. vs. United 
States, 283 U. S. 501, the examiner said that special concessions 
accorded the government were no basis for reasonable rates 
for shippers in general, but that the defendants’ refusal had the 
sanction of law and there were no good grounds for affirmative 
action by the Commission. 

The examiner recited that Army base piers 1 and 2 were 
built by the Army, were completed soon after World War I, 
and were leased to private interests for commercial peacetime 
operation as public terminal facilities of the railroads. He also 
said that about two years ago, with the rapid building up of 
our overseas forces, the Army found it necessary to retake 
these two piers and operate them for war traffic, and that the 
army had employed as it own and at its own expense, the 
personnel of the previous pier operator. 

With respect to the charges for wharfage and handling, 
the examiner said: 
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The main fact here is that the rates once contemplated wharfage 
and handling at what are now the Army base piers and still do at 
the public commercial piers, but defendants are relieved of furnishing 
wharfage and handling at the Army base piers. In other words, under 
the present rates as applied to the Army base piers the Army, at its 
own expense, provides the facilities and performs all the handling 


which, by the application of the rate, it pays the defendants to do, - 


while shippers who send their traffic over the public commercial piers 
have facilities furnished and handling done for them without extra 
cost. 


The Examiner reported the defendant railroads’ evidence 
as having been to the effect that the rates in question to and 
from Norfolk were under a reasonable maximum level and 
that a 4-cents-a-hundred-pounds allowance would put them that 
much farther below the upper limit of reasonableness. He said 
that none of the rates involved exceeded the domestic rates 
and that, in fact, practically all of them were lower. Continu- 
ing, the examiner said: 


It is not the fault of defendants that the Army does not get as 
much service at Norfolk as other shippers. There is no indication that 
defendants have fallen short of their duty to provide all reasonable 
pier facilities, even assuming that they were legally bound to do so, 
which they deny, citing section 6(11) of the act and Wharfage Charges 
at Atlantic and Gulf ports, 157 I. C. C. 663; 694. 


Saying that special facilities for war were for the nation 
to provide, the examiner asserted that the proceeding did not 
arise out of any foreseeable circumstances for which the defend- 
ant railroads were responsible, but grew out of the unusual 
necessities of an emergency. 

“The Army has not been hired by defendants to provide 
wharves or perform the handling service,’ continued the ex- 
aminer. “It cannot require them to hire it.” 

Citing Atchison, T. & S. F. Ry. Co. vs. United States, 232 
U. S. 199; 214, he said: 


The volunteer gets no pay. The Army could have had the traffic 
wharved and handled at defendants’ expense if it had used the de- 
fendants’ piers and been willing to accept transportation such as 
defendants would have been able to provide. Railroads have the right 
to limit their terminal services to particular piers, if there is no unjust 
discrimination or undue prejudice. 


Citing McCormick Warehouse Co. vs. Pennsylvania Rail- 
road Co., 191 I. C. C. 727, he further said the railroads could 
not be forced to operate on private property. He also called 
attention to Winnsboro Granite Corp. vs. Southern Ry. Co., 
176 I. C. C. 481. 

“The wharfage and handling at defendants’ public com- 
mercial piers are plainly transportation provided by defend- 
ants for the shipper,” averred the examiner. “Providing a 
wharf and handling the freight at the Army piers are plainly 
not transportation, but merely facilities provided and work 
done by a shipper for himself on his own property at his own 
convenience before and after the transportation is performed. 
Defendants therefore may not be required to provide a wharf 
or handle the freight on the Army piers and not being required 
to do so, are not bound to pay an allowance in lieu thereof... .” 


Anthracite, Pa. to N. J. Shore 


Substantial reductions in the present rail rates on anthra- 
cite from mines in the Wyoming, Lehigh and Schuylkill regions 
of Pennsylvania to the Upper Piers and Lower Piers on the 
New Jersey shore of New York harbor have been recommended 
in a proposed report on further hearing and reconsideration by 
Examiner F. L. Sharp in No. 27766, Alden Coal Co. et al. vs. 
Central Railroad Co. of New Jersey et al. 

He said the Commission should find unjust and unreason- 
able the present rates of $2.50 a long ton on prepared sizes and 
$2.38 a long ton on pea and smaller sizes from all mines in the 
origin territory to the Upper Piers and the present rates, 5 cents 
a long ton lower than the rates to the Upper Piers, from those 
mines to the Lower Piers. He recommended that the Commis- 
sion prescribe for the future rates of $2.10 a long ton on pre- 
pared sizes and $1.98 a long ton on smaller sizes from the con- 
sidered origin territory to the Upper Piers and rates of $2.05 a 
long ton on prepared sizes and $1.93 a long ton on pea and 
smaller sizes from that territory to the Lower Piers, and that 
its finding that such rates would be just and reasonable should 
be without prejudice to “such future action with respect to gen- 
eral changes in rates as conditions may require.” 

The examiner noted that in its report in this proceeding, 
256 I. C. C. 401, decided October 11, 1943, the Commission found 
the present rates not shown to be unreasonable and dismissed 
the complaint. 

“Complainants,” he said, “are 40 corporations and one in- 
dividual engaged in producing and shipping, or buying and ship- 
ping, anthracite from points in the origin territory. Their ship- 
ments aggregate more than two-thirds of the annual output of 
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Pennsylvania anthracite. . . . Defendants are the 10 trunk lines 
that serve the origin territory and three short lines in that 
territory. Various parties intervened in support of both com. 
plainants and defendants... .” 

Examiner Sharp said that mine region business men as 
well as the complainants averred that the decline in the use of 
anthracite was due to its high cost to consumers, that produc. 
tion could be brought to a paying level by offering this fuel to 
consumers at prices that would be attractive in comparison 
with other fuels, and that, as a contribution toward an increase 
in the demand for anthracite, the defendant railroads should 
accept reductions of from 50 to 75 cents a ton in their freight 
rates to tidewater. He cited a contention by the defendants 
that reductions of those rates would result in bankruptcy of the 
anthracite-carrying roads. 

In the course of a discussion of the economic problems 
faced by the anthracite industry, the examiner said: 


Anthracite has complelety lost the position of a so-called luxury 
fuel which it once held, and also has lost the advantage it once had 
over bituminous coal with respect to city smoke ordinances. It can no 
longer continue to command a market except on an equal footing with 
bituminous coal. 


He said that the present rates were those prescribed by 
the Commission in Rates for Transportation of Anthracite Coal, 
35 I. C. C. 220, referred to as the “Anthracite Investigation, 
1915,” as modified by the general rate changes authorized since 
1915. He said the defendants urged that the reasonableness of 
the present rates was attested by the rates prescribed or ap- 
proved in 14 Commission cases that they cited. 


“The decisions in these 14 cases,” he said, “are inextricably 
interlaced with one another and with the decision in Anthra- 
cite Investigation, 1915. It follows that the use of the rates 
prescribed or approved in these 14 cases as a measure of the 
reasonableness of the assailed rates would be equivalent to 
comparing the assailed rates with themselves. Furthermore, 
the rates prescribed or approved in these 14 cases, together 
with the assailed rates, blanket the entire eastern area of the 
country, so that there are no rates on anthracite for compar- 
able service with which the assailed rates can properly be 
compared. In the circumstances, the comparisons with the rates 
on bituminous coal to New York tidewater hereinafter shown 
are the most appropriate rate comparisons that are avail- 
a 


The present anthracite rates, he said, yielded net ton-mile 
earnings of 12.45 and 12.23 mills on prepared sizes and 11.85 
and 11.63 mills on pea and smaller sizes. He added that these 
earnings exceeded the weighted-average ton-mile earnings on 
all freight of the ten principal carriers serving the anthracite 
region in any year from 1922 to 1937, inclusive. He said there 


was substantial ground for the view that the reductions of less | 
than 10 cents a ton on anthracite to tidewater, in Anthracite 
Investigation, 1915, were not sufficient. He cited existing rates } 


on bituminous coal that yielded ton-mile earnings ranging from 


5.4 mills to 9.9 mills, and some that yielded less than 5 mills a} chesearin 


ton-mile. 
“In the circumstances set forth above,” he said, “rates on 


able. Average earnings of 10 mills per ton-mile and 50 cents 
per car-mile will be yielded by an average rate of $2 per 
long ton.” 


Examiner Sharp criticized cost data submitted by the com- 
plainants and defendants and referred to a cost analysis that 
had been prepared by an analyst from the Commission’s Bureau 
of Transport Economics and Statistics. He said that the cer- 
tainty that conditions in the postwar period would not be as 
assumed by the defendants precluded reliance on their calcu- 
lations as to increases in costs by the ton of handling tidewater 
anthracite that would be applicable in that period. Because of 


prospective changes in conditions, the bureau analyst’s calcu- [ 


lation could no longer serve as a guide to the possible future 
cost of handling anthracite, he said, but he added that the latter 
retained the value of showing that under the conditions existing 
prior to the war, tidewater anthracite was paying rates far in 


excess of the cost a ton of handling it. The defendants had ! destinz 


made no attempt to ascertain the present cost of handling tide- 
water anthracite, he said. 


“In view of the uncertainty as to future costs and of the 
competitive position of anthracite and bituminous coal,” he de- 
clared, “the present rates on anthracite from the origin terrl- 
tory to tidewater should be reduced to a level which will yield 
earnings comparable with the earnings yielded by the present 
rates on bituminous coal, with the understanding that, if it 
later develops that the carriers must have additional revenue, 


rate increases that will bear with equal weight upon anthracite 
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and er coal and other competing fuels will be con- 
sidered.” 

He said the defendants averred that a reduction of 40 cents 
a long ton would cause an annual revenue loss of $6,000,000. 
However, he continued, on the basis of the anthracite trans- 
shipped in New York harbor in 1936, totaling 9,114,713 long 
tons, the revenue reduction would be $3,645,885. He noted that 
transshipments in 1943 totaled 7,122,608 long tons, and that 
the ten anthracite carriers in 1936 had a net income of $44,- 
399,505. The average rate of $2 a long ton he proposed, the 
examiner said, would be maintained by the rates recommended 
—$2.10 on prepared sizes and $1.98 on pea and smaller sizes to 
the Upper Piers, and $2.05 and $1.93, respectively, to the 
Lower Piers. 


Freight Forwarder Question 


In a proposed report in FF-75, Application of Judson- 
Sheldon Corporation, New York, N. Y., Examiner J. Edgar 
Snider, on reconsideration, has recommended that the Commis- 
sion should find that Judson-Sheldon’s operations from inland 
points are those of a freight forwarder subject to part IV of 
the interstate commerce act, and that so far as the applicant’s 
inland services are concerned, the application should be denied. 


The examiner further recommended that in conformity 
with its policy as announced in Universal Carloading and Dis- 
tributing Co., Inc., F. F. Applic., 260 I. C. C. 33, the Commis- 
sion should find Judson-Sheldon’s services not consistent with 
the public interest and the national transportation policy, in 
view of the fact that it is a wholly owned subsidiary of Na- 
tional Carloading Co., which holds a permit authorizing it to 
perform a forwarding service in connection with transportation 
of commodities generally. 

He also recommended that the Commission should find 
that the services performed by Judson-Sheldon, which are con- 
fined to the terminal area in which it operates, are not those 
of a freight forwarder as defined by section 402(a)(5) of the 
act and are exempt by section 402(c)(2) thereof, and that with 
respect to such operation, the application should be dismissed. 

Judson-Sheldon, according to the examiner, sought the 
Commission’s determination of its status under part IV of the 
act, asserting that it was not a freight forwarder as that term 
was defined in section 402(a)(5). He said the applicant, “in 
prudence, and without conceding the jurisdiction of the Com- 
mission by the mere act of filing, and to protect whatever rights 
it might have under the act,” sought a permit to continue for- 
warding general commodities between all points if it be deter- 
mined that its operations had been and were, prior to May 16, 
1942, those of a freight forwarder subject to the act. He also 
said the applicant further requested that the jurisdictional ques- 
tion be determined before the applicant would be put to detailed 
proof of its territorial and commodity operations. 

_ Explaining that Judson-Sheldon’s services were rendered 
in connection with export and import freight only, the examiner 
asserted that the principal question to be decided was whether 


| its inland business was comprehended in the definition of a 


freight forwarder as set forth in section 402(a)(5). Said he, 


| further: 
zht of | 


There can be little, if any, question that applicant holds itself out 
to the general public to transport or provide transportation of property 
for compensation. It admittedly assembles and consolidates, or provides 
for assembling and consolidating of property, and performs, or provides 
for the performance of, break-bulk and distributing operations with 
respect to such consolidated shipments. There is no question but that 
it utilizes for the whole or a part of the transportation of such ship- 
——~ the services of a carrier or carriers subject to part I, II, or III 
of the act. 


Continuing, the examiner averred the only question in dis- 
pute in respect of the definition of a freight forwarder was 
Whether Judson-Sheldon assumed responsibility for the trans- 
portation of such property from the point of receipt to point of 
destination. 

“In the absence of an unequivocal showing that the service 
charges collected by applicant do not contemplate more than 
a consolidation and assembly service,” continued the examiner, 
it must be concluded that its charges, particularly since they 
are based upon the less-than-carload rail rates from origin to 
destination, include not only consolidation and assembly at 
origin but break-bulk and distribution at destination; and that 
applicant, therefore, does have the responsibility for the trans- 
Portation of such property from origin to destination.” 

In conclusion the examiner said: 


Applicant’s operations are not the same as those of a warehouse- 
man cr other shipper’s agent whose services and responsibility to ship- 
pers in connection with consolidating or distributing pool cars are 


| Confined to the terminal area in which such operations are performed, 


and are exempt from the provisions of part IV under section 402(c) (2). 
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The exemption, it will be noted; applies only to services of consolidation 
or distribution. Furthermore, the services and responsibility to the 
shipper in connection with such operations must be confined to the 
terminal area in which such operations are performed. Applicant’s 
services and responsibility include far more than those included in 
that exemption. 


Terminal Services at Smelting Co. 


The Commission should find that line-haul rates of the 
respondent carriers do not include services beyond the tracks 
described of record at plants of the American Smelting & Re- 
fining Co. located at Garfield and Murray, Utah, and Leadville, 
Colo., Examiners Leonard Way and S. R. Diamondson have 
concluded in a proposed report in American Smelting & Refin- 
ing Co., Ex Parte No. 104, Practices of Carriers Affecting Oper- 
ating Revenues and Expenses—Part II, Terminal Services. 
They recommended also that the Commission find the perform- 
ance of terminal services by the respondent railroads beyond 
the tracks described to be in violation of section 6(7) of the 
act. They observed that their report was supplemental to the 
original report in Propriety of Operating Practices—Terminal 
Services, 209 I. C. C. 11. 

The Garfield plant, principally engaged in processing of 
copper, they said, was about 18 miles west of Salt Lake City, 
Utah, and was served by the Union Pacific, the Denver & Rio 
Grande Western and the Bingham & Garfield. They stated that 
since the summer of 1938 the governing tariffs of the carriers 
had provided, in substance, that the line-haul rate included the 
movement of loaded cars from the road-haul point of delivery 
to the switching line to track scales and subsequent delivery to 
any designated track within the plant that might be accom- 
plished by one continuous switching movement without inter- 
ruption resulting from orders from, or requirements of, the 
smelter. The tariffs also provided, said the examiners, at the 
line-haul rate included the uninterrupted outbound movement 
of loaded cars from point of loading to track scales for weigh- 
ing and subsequent movement by the switching line to the point 
of interchange with the road-haul carrier. 


“For each additional movement within the plant, except as 
hereinafter shown,” they continued, “a charge of $1 per car 
was applicable. Ore or concentrates arriving at the smelter in 
a frozen condition may be switched to and from the thaw house 
at a charge of 50 cents per car for the round trip. After thaw- 
ing, the car may be switched to track scales and thence to the 
sampler or other designated location within the plant. . . . In- 
bound or outbound empty cars may be switched to track scales 
for weighing, on demand of the smelter, at a charge of 50 cents 
per car. When movements within the smelting plant are from 
stock piles to other designated location within the plant, or 
from the roaster to furnace, the services (including weighing 
over scales within plant) are charged for at $2.70 per car for 
each movement. These tariff provisions and charges are in 
effect at the present time.” 

The examiners said the industry contended that any 
charges for the various services attending the weighing of the 
cars and switching to and from the thaw house and sampler 
would be unjustly discriminatory, as no charges were made for 
identical services when the ore and concentrates were sampled 
and reshipped out of the plant in many instances from one 
smelter owned by the American Smelting & Refining Co. to an- 
other owned by the same company. 

“That contention,” they continued, “ignores the fact that 
even if the switching between the various points in the plant 
and the three weighings could be said to be embraced in the 
term ‘out-of-line or back haul service,’ the circumstances and 
conditions are not substantially similar, in that in one instance 
the service is rendered at destination and in the other while 
the traffic is theoretically enroute to destination.” 

The plant at Murray, the examiners said, was engaged in 
processing lead ores and concentrates and was located 7.2 miles 
west of Salt Lake City on the line of the Union Pacific and 6.7 
miles from Salt Lake City on the D. & R. G. W. They said the 
identical tariff provisions and switching charges of the Union 
Pacfic and D. & R. G. W. described with respce tto the Garfield 
smelter were applicable at Murray. They stated that under a 
joint arrangement between it and the D. & R. G. W., the Union 
Pacific furnished a switch engine and crew that performed all 
switching in the plant yard for the account of both carriers. 
This “pooling arrangement,” they said, had not been shown to 
be authorized by the Commission as required by section 5(1) 
of the act. They cited from Kingan & Co. Terminal Services, 
255 I. C. C. 531, the statement by division 3 that “no duty 
devolves on a carrier to pool switching services in order to 
accommodate an industry when they could not individually per- 
form the service with their own power, at their own convenience 
and free from interference.” The examiners commented that 
“it follows as a matter of course that the fact that carriers 
have pooled services as they have done here does not create an 
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obligation that did not previously exist and that if they can not 
individually serve the plant because of interference by one 
carrier’s engine with another, there is no obligation on them 
to do so under a pooling arrangement.” 

With respect to the situation at Leadville, the examiners 
said that the American Smelting & Refining plant there was 
served by the Leadville branch of the D. & R. G. W. Under 
provisions of that carrier’s tariff I. C. C. No. 736, so far as here 
pertinent, they said, no charges were assessed for switching 
interstate line-haul traffic to and from the thaw house, or to 
and from sampler, or for weighing empty cars after unloading, 
but all intraplant movements, including movements from stock 
piles to various unloading points, were charged for at $2.97 a 
car. They said the industry argued that in the instant case the 
furnishing and maintaining of tracks for its private use without 
cost to it was not unlawful because the practice had been con- 
tinued for a long period of time. 

“Even if the practice did not violate the law prior to the 
enactment of section 6(7) of the interstate commerce act and 
the Elkins act,” the examiners said, “those acts made the con- 
tinued furnishing of the facilities unlawful and no right to vio- 
late a statute can be obtained by prescription. . . .” 

They said the Commission should find that service beyond 
the “flat yard” of the indust ryat Leadville was a service which 
it was not the duty of the respondent railroad to perform. 


MOTOR CERTIFICATE REVOCATION 


In proposed reports in seven proceedings, Examiner Paul 
Coyle has recommended, in each case, that the Commission 
should find the respondent not to be rendering reasonably con- 
tinuous and adequate service under its certificate of public 
convenience and necessity and not to be in compliance with the 
requirements of section 215 of the interstate commerce act and 
the Commission’s rules and regulations thereunder. He also 
recommended that in each case the Commission should order 
the respondent to institute reasonably continuous and adequate 
service and to comply with the requirements of section 215 of 

the act, and the Commission’s rules and regulations thereunder, 
* and that, in the event of the respondent’s failure to do so, his 
certificate should be revoked. 

The proposed reports were issued in MC C-417, Luther Van 
Service, Inc., Teaneck, N. J.—Revocation of Certificate; MC 
C-418, Nassau Van Co., Inc., Brooklyn, N. Y.—Revocation of 
Certificate; MC C-420, Jacob W. Ort, Long Valley, N. J.— 
Revocation of Certificate; MC C-424, Archie A. Gershon, Glen 
Cove, N. Y.—Revocation of Certificate; MC C-426, Walter 
Kranz, Farmingdale, N. Y.—Revocation of Certificate; MC 
C-427, United District Express & Trucking Corporation, New 
York, N. Y.—Revocation of Certificate; and MC C-430, H. M. 
Barrett, Sr., and H. M. Barrett, Jr., Hightstown, N. J.— 
Revocation of Certificate. 


In MC C-423, B. T. Foster and Herbert T. Foster, Newark, 
N. J.—Revocation of Certificate, Examiner Coyle recommended 
that the Commission find the respondents to have been ren- 
dering reasonably continuous and adequate service and to dis- 
continue the proceedings. He said that for a short period the 
respondents had failed to provide adequate security and protec- 
tion for the public as required by section 215 of the act, but that 
it appeared such failure had been inadvertent and had been 
caused by the death of the broker who had usually arranged 
for their insurance. 


WOODEN HANDLES 


Fourth section application No. 20822, Wooden Handles 
from the Southwest to the South. By Examiners M. J. Walsh 
and Clarence K. Glover. Denial proposed as to fourth section 
relief sought by carriers parties to Agent J. R. Peel’s tariff 
I. C. C. No. 3571, in proposal to establish from 58 producing 
points in southwestern territory, including southern Missouri, 
to destinations in southern territory, including Mississippi River 
Crossings, Memphis, Tenn., and south, rates on “handles, 
wooden, in the white, not waxed or primed (with or without 
metal attachments) in bundles, boxes, or crates,” in less than 
carloads, on the basis of 42 per cent of the first class rates 
prescribed in the southwestern revision (supplemental reports, 
205 I. C. C. 601 and 211 I. C. C. 375) and to maintain the exist- 
ing rates (computed by adding to the column-42 rates east of 
the Mississippi River crossings the appropriate fourth-class 
arbitraries, subject to the western classification, provided by 
the bridge scale in items 600 and 605 of the aforesaid tariff), 
subject to lower combinations of rates as maxima, from inter- 
mediate non-producing points and to intermediate points. Ap- 
plicants now have relief under fourth section order No. 12150. 
The examiners said that relief was sought to enable southwest- 
ern producers of wooden handles to market their product in 
southern territory in competition with the southern producers; 
that the evidence did not clearly establish that competition at 
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intermediate points in southwestern territory differed from that 
at the more-distant points in southern territory, and that there 
was therefore no justification for relief to maintain to such 
intermediate points rates on the higher basis proposed here. 


Moior Proposed Reports 


(Recommended orders in proposed motor renvorts, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions jave been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
tke order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown ‘n “black face’ type, 
with name of town or city following.) 


West Virginia (Charleston)—-MC 1519, Sub. 4, Pan Amer- 
ican Greyhound Lines, Inc., extension. Certificate proposed. 
Passengers and their baggage and express, mail and newspapers 
in the same vehicle with passengers, over a described South 
Carolina route, serving the intermediate point of Springfield, 
Ss. 


‘New York (Peconic, Long Island)—-MC 46165, Sub. 5, Steve 


W. Stepnoski, extension. Certificate proposed. Fresh vegetables, | 


from points in Suffolk and Nassau counties, Long Island, to 
Bridgeton, N. J., with no transportation for hire on return. 
New York (New York)—MC 104004, Sub. 85, Associated 
Transport, Inc., extension. Certificate proposed. General com- 
modities, with exceptions, between Strasburg and Gainesville, 
Va., over Virginia highway 55, as an alternate route for oper- 
ating convenience only, serving no intermediate points. 
Virginia (Danville)—-MC 71517, Sub. 1, Albright Transfer 
Co., extension. Certificate proposed. Household goods between 
Danville and Schoolfield, Va., on the one hand, and, on the 
other, all points and places in Ga., Ky., Tenn., and Va. 
Iinois (Paris)—-MC 105306, Harvey W. Morris, common 
carrier. Certificate proposed. Grain and hay from all points 
and places in Edgar county, Ill., to all points and places in 
Vigo county, Ind.; household goods between all points in places 
in Edgar county, IIl., on the one hand, and all points and places 
in Indiana, on the other; and coal from all points and places 
in Clay, Sullivan, and Vigo counties, Ind., and Blandford, Ind., 
to all points and places in Edgar county, II. 
Missouri (Freeman)—MC 5374, Sub. 1, Cliff Little, exten- 
sion. Certificate proposed. General commodities, with excep- 


tions, between Freeman, Mo., and Kansas City, Kans., and re- | 


turn, over a described route, serving Kansas City, Mo., as an 
intermediate point. 

Maryland (Frederick)—-MC 7799, Sub. 5, Richard F. Kline, 
extension. Certificate proposed. Liquid petroleum products 


from Baltimore, Md., to points in the Washington, D. C., com- | 


mercial zone other than Washington, D. C. 

Maryland (Frederick)—-MC 7799, Sub. 6, Richard F. Kline, 
extension. Certificate proposed. Liquid petroleum products, 
in bulk, in tank trucks, from Washington, D. C., to Laytonsville, 
Silver Spring, Frederick, Hagerstown, and Hancock, Md. 


North Carolina (High Point)—MC 19936, Sub. 7, R. D. 
Fowler Motor Lines, Inc., extension. Denial of certificate pro- 
posed. Paper, printed matter and forms, from Washington, 
D. C., to specified North Carolina points; and paper boxes and 
cartons, knocked down, from Richmond, Va., to specified North 
Carolina points. The report said the record disclosed that the 
principal need for the proposed service had arisen because of 
the national emergency. Recommended that Commission con: 
sider granting temporary authority expiring December 31. 

Pennsylvania (Huntingdon)—MC 44582, Sub. 4, Millard F. 
McKnight, extension. Permit proposed. Merchandise dealt in 


by wholesale, retail, and chain grocery and food business houses, } 


and, in connection therewith, equipment, materials, and sup- 
plies used in the conduct of such business, from Tyrone and 
Huntingdon, from Lewistown, and from Mt. Union, Pa., to 
specified Pennsylvania points. The report said the service would 
be performed for the Great Atlantic & Pacific Tea Co. 


Massachusetts (Boston)—MC 56541, Sub. 25, New England 
Transportation Co., extension. Certificate proposed. Passengers 
and their baggage, express, mail, and newspapers in the same 
vehicle with passengers, and baggage of passengers in a Sep- 
arate vehicle, between specified Connecticut points. 

Wisconsin (Spring Valley)—-MC 63236, Sub. 1, Fred Lar- 
son, extension. Certificate proposed. Livestock between specl- 
fied Wisconsin and Minnesota points. 

Missouri (Warrensburg)—MC 75670, Sub. 2, W. B. Turn- 


bow, extension. Certificate proposed. General commodities, 


with exceptions, between Clinton and Kansas City, Mo., and 
return, over a described route, with no service at intermediate 
points, as an alternate route for operating convenience only in 
connection with applicant’s present operations. | 

Texas (Lubbock)—MC 89520, Sub. 4, C. J. Van Beekum, | 
extension. Denial of permit proposed. Explosives and blasting | 
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supplies, from Atlas, Mo., to job, construction, and drilling 
sites and powder magazines in Texas traversing Kansas and 
Oklahoma for operating convenience only, and from construc- 
tion, job, and drilling sites and powder magazines in Texas to 
Pitcher, Okla., and points within a 10-mile radius of Pitcher. 
Temporary authority recommended. 

New York (Middletown)—MC 96484, Sub. 1, William H. 
Morris, extension. Denial of certificate proposed. Household 
goods, between Middletown and points within 35 miles thereof, 
on the one hand, and, on the other, points in Conn., Md., Mass., 
N. Y., Va., and the District of Columbia, traversing Del. and 
R. I. for operating convenience only. 

North Dakota (Fargo)—-MC 100585, Sub. 7, Ralph Pierce, 
extension. Certificate proposed. Binder twine, from Brecken- 
ridge, Minn., to specified North Dakota points and places. 

Colorado (Cheyenne Wells)—-MC 101477, Sub. 2, Frank 
Gerweck, extension. Certificate proposed. Wool in bags, from 
points other than incorporated villages, cities, and towns in three 
Colorado counties to railheads in those counties; and from all 
points in those counties to Denver, Colo. 

New York (New York)—MC 104004, Sub. 86, Associated 
Transport, Inc., extension. Certificate proposed. General com- 
modities, with exceptions, between specified Virginia points, for 
operating convenience only, serving no intermediate points. 

Pennsylvania (Harrisburg)—-MC 104771, Robertus Shoe- 
maker, common carrier. Certificate proposed. Fresh meat, from 
Royalton, Pa., to New York, N. Y., points in New Jersey, Fort 
Belvoir, Va., Baltimore and Bainbridge, Md., and the District 
of Columbia; dressed poultry, from Altoona, Pa., and Pocomoke, 
Md., to New York, N. Y.; dairy products and frozen fruits and 
vegetables, between Philadelphia, Pa., on the one hand, and 
New Haven, Conn., and Boston, Mass., on the other, and be- 
tween Pittsburgh, Pa., and Camden, N. J.; fresh seafood, from 
Charleston, S. C., North Carolina, Virginia, and New Jersey 
points to Baltimore, Md., also from Baltimore, Md., and Sea 
Isle City, N. J., to Altoona, Pa., and New York City, and from 
New York and Greenport, N. Y., to points in Conn., Md., O., 
Pa., and to Wilmington, Del., Trenton, N. J., Detroit, Mich., 
Chicago, Ill., and the District of Columbia; fresh and frozen 
seafood, from specified Massachusetts points to Boston and to 
points in O., Pa., and Va., New York, N. Y., Huntington, W. Va., 
Baltimore, Md., Detroit, Mich., and the District of Columbia, 
and from Cleveland, O., Buffalo, N. Y., Elizabeth City, N. C., 
Chincoteague Island and Norfolk, Va., Cape May, N. J., and 
Jonesport and Southwest Harbor, Me., to Boston; frozen fruits 
and vegetables from Bay City, Mich., to Lancaster, Pa., and 
points in New York and New Jersey to Boston, and from Bos- 
ton and Philadelphia to points in O., Pa., Va., N. Y., Baltimore, 
Md., and Washington, D. C., except from Philadelphia to New 
York, Baltimore, and Washington, and from Cleveland and 
Cincinnati, O., Detroit and Bay City, Mich., Norfolk, Crozet, 
and Winchester, Va., Erie, Pittsburgh, Altoona, and Lancaster, 
Pa., Swedesboro and Gloucester, N. J., and specified New York 
points to Syracuse, N. Y., through Oswego, to Lake Ontario, 
and to points in Pennsylvania and Virginia and those in New 
Jersey on and south of U. S. highway 30, New York, N. Y., 
Baltimore, Md., Wilmington, Del., and the District of Columbia. 
The report said the evidence as a whole warranted the conclu- 
sion that perishable commodities such as those involved required 
transportation in insulated vehicles in order to afford proper 
protection and prevent spoilage. It recommended that a cer- 
tificate be granted on the condition, among others, that the ap- 
plicant should not transport the described commodities as both 
a public and a private carrier between the same points or ter- 
ritories, or transport property as both a public and private car- 


| rier at the same time in the same vehicle. 


New York (Rockville Centre, Long Island)—-MC 104243, 
Sub. 3, George Oliver Gumbs, Thomas E. Gumbs, and Mortimer 
G. Hanly, common carrier. Denial of certificate proposed. 
Illuminating projectiles and aircraft flares, from Baldwin, N. Y., 
to Lake Denmark, N. J., and illuminating projectile parts and 
materials used in the construction thereof, and fuses and fuse 
Parts for projectiles and flares, and materials used in the con- 
struction of fuse parts, from Lake Denmark to Baldwin. 

Pennsylvania (Clearfield)—-MC 105134; Austin L. Yeager, 
common carrier. Denial of certificate proposed. Processed 
cheese, cheese, and dairy products, fire brick, fire clay, clay 
Products, building materials, leather, and leather products, from 
Clearfield and points within 15 miles thereof, to points in Del., 
Md., N. J., N. Y., O., R. L, Va., W. Va., and the District of 
Columbia, traversing Connecticut for operating convenience 
Only, and raw cheese, pimentos, boxes, rejected materials, and 
chemicals used in the processing of cheese, from points in the 
aforementioned states to points in the Clearfield area. 

_ North Carolina (High Point)—-MC 105255, Spoon Motor 
Lines, common carrier. Certificate proposed. New uncrated 


. furniture from High Point, N. C., to Knoxville, Tenn., Atlanta, 


Ga., and points in Va., W. Va., and S, C. 
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New York (Ozone Park, Long Island)—-MC 105300, Harold 
Kaufman, contract carrier. Denial of permit proposed. Paint 
and varnish, in cans, drums, or barrels, under individual con- 
tracts or agreements with persons engaged in wholesale manu- 
facture of paints and varnishes, from New York, N. Y., to de- 
scribed New Jersey points and places, and rejected shipments 
and empty containers in the reverse direction. 

Pennsylvania (Midland)—MC 105345, Frank Radella, com- 
mon carrier. Certificate proposed... Household goods between 
Midland, on the one hand, and, on the other, points in O. and 
W. Va., within 75 miles of Midland. 

Minnesota (Minneota)—-MC 105348, Phil Tillemans, com- 
mon carrier. Certificate proposed. Livestock, between Minne- 
ota and points within 20 miles thereof, on the one hand, and 
on the other, Sioux Falls and Watertown, S. D. 

Pennsylvania (Elverson, R. F. D. 2)—-MC 105361, Ira Hartz, 
common carrier. Certificate proposed. Fertilizer and insecti- 
cide from Wilmington, Del., to Morgantown, Pa., and points 
and places within 15 miles of Morgantown. 

Wisconsin (Rice Lake)—-MC 105366, Orval White and Roy 
K. White, common carrier. Certificate proposed. Livestock be- 
tween specified Wisconsin points, on the one hand, and, on the 
other, South St. Paul and Newport, Minn., and feed and feed 
ingredients from Minneapolis, St. Paul, South St. Paul, and 
Newport, Minn., to specified Wisconsin points. 

South Dakota (Martin)—-MC 105340, Fay Metzinger, com- 
mon carrier. Denial of certificate proposed. Livestock, farm 
produce, livestock and poultry feeds, farm machinery and im- 
plements, building materials, coal, and petroleum products in 
containers, in S. D., Neb., and Ia. 

lowa (Spirit Lake)—-MC 105277, Leo Happe, common car- 
rier. Certificate proposed. Livestock between Spirit Lake and 
points within 15 miles thereof, on the one hand, and, on the 
other, Sioux Falls, S. D., Omaha, Neb., and South St. Paul, 
Minn., and from Spirit Lake and points within 15 miles thereof, 
to Albert Lea and Austin, Minn.; grain between points in Jack- 
son county, Minn., and points in Dickinson county, Ia.; emigrant 
movables between Spirit Lake and points within 20 miles there- 
of, on the one hand, and on the other, points in Minn., Ia., 
Neb., and S. D., located within 150 miles of Spirit Lake; com- 
mercial feeds and farm machinery and parts thereof, from 
Sioux Falls to Spirit Lake and points within 15 miles thereof; 
and feed from Omaha to Spirit Lake and points within 15 miles 
thereof. 


Oklahoma (Seminole)—-MC 75829, Sub. 4, G. F. King, ex- 
tension. Certificate proposed. Household goods between points 
in Okla., and Kan., on the one hand, and points in Miss., on the 
other; and between points in Okla., on the one hand, and points 
in Ala., Ill., Ind., Ky., La., Mich., N. M., Tenn., and Tex., on 
the other, traversing Ark. and Mo. for operating convenience 
only, excepting those points already authorized in MC 75829. 

Kentucky (Corinth)—MC 96533, George W. Hayden, con- 
tract carrier. Denial of permit proposed. Beer from Cincin- 
nati, O., to Lexington, Ky., and empty beer containers from 
Lexington to Cincinnati, over U. S. highway 25. 

New York (Greenlawn, Long Island)—-MC 93937, Sub. 4, 
Herbert Anderson, extension. Certificate proposed. Agricul- 
tural lime, limestone, and limestone, poultry and animal feed, 
in containers, from points in Sussex county, N. J., to points in 
Kings, Queens, Nassau, and Suffolk counties, N. Y., and empty 
containers on the return. 


Massachusetts (Boston)—MC 60769, Sub. 2, John H. Smith, 
extension. Denial of certificate proposed. Wool including alpaca 
hair, camel hair or wool, or mohair (angora goat hair), between 
Boston and points in Mass., within 50 miles of Boston, on the 
one hand, and, on the other, Dover, N. H., Norwich, Conn., and 
points in R. I.; and textile products and articles used or useful 
in the manufacture thereof, except the aforementioned com- 
modities, between Dover, Norwich, and points in Mass., and 
R. I. The report asserted that the most that might be said in 
favor of the applicant was that the shipper who supported the 
application anticipated that, at a future time, because of the 
storage of an unusually heavy volume of wool in the proposed 
area, there would be a temporary need for additional motor 
common-carrier service to transport this traffic. 

Kansas (Leavenworth)—-MC 2444, Sub. 1, Ro M. Roberts, 
extension. Certificate proposed. Household goods between 
points in Leavenworth county, Kan., except Leavenworth, Kan., 
on the one hand, and, on the other, all points in Missouri. 

Pennsylvania (Hooversville)—-MC 697, Sub. 1, Harry Jacob 
Shaffer, extension. Certificate proposed. Household goods be- 
tween Hooversville and points within 18 miles thereof, on the 
one hand, and, on the other, specified points in Ohio. 

Pennsylvania (Connellsville)—MC 41880, Sub. 1, Harry 
Dull, extension. Denial of certificate proposed. Household goods 
between Connellsville, on the one hand, and, on the other, 
points in Ohio. 

New Mexico (Las Cruces)—-MC 103871, Sub. 15, Carl Law, 
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extension. Certificate proposed. Refined petroleum products, in 
bulk, in tank trucks, with exceptions, from El Paso, Tex., to 
specified points in Arizona and New Mexico, and from Artesia, 
N. M., to specified Arizona points. 


Milwaukee Reorganization 


The Commission, division 4, has issued a certificate in 
Finance No. 10882, Chicago, Milwaukee, St. Paul & Pacific 
Railroad Co. Reorganization, certifying the results of voting 
by creditors of nine classes of creditors (classes 1, 2, 3, 4, 6, 
7, 21, 22 and 31) of the Milwaukee on the question of accept- 
ance or rejection of the plan of reorganization of the Milwaukee 
approved by the Commission by its third supplemental report 
and order in this proceeding (see Traffic World, May 6, 1944, 
p. 1225), subsequently approved by the federal district court 
for the northern Illinois district, eastern division. 

The Commission’s certificate showed that creditors of class 
1, holding $1,702,000 of the Milwaukee & Northern first mort- 
gage bonds out of a total of $2,117,000 of such bonds outstand- 
ing voted 100 per cent for acceptance of the plan; that creditors 
of class 2, holding $2,774,000 of Milwaukee & Northern con- 
solidated mortgage bonds, constituting 99.39 per cent of the 
total of allowed claims of that class voting on the plan, ac- 
cepted the plan, and that other creditors of that class holding 
$15,000 of such claims, constituting 0.54 per cent of the total 
of such claims voting on the plan, accepted the plan subject 
to condition hereinafter stated; and that creditors of class 3, 
holding $756,000 of the Chicago, Milwaukee & Gary first mort- 
gage bonds and constituting 93.56 per cent of the total of al- 
_— claims of that class voting on the plan, accepted the 
plan. 

Further, the certificate showed results of the voting as 
follows: 

Creditors of class 4, holding $99,989,000 of the Chicago, 
Milwaukee & St. Paul general mortgage bonds, series A, B, C, 
E and F, constituting 99.28 per cent of the total of allowed 
claims of that class voting, accepted the plan, and creditors 
holding $680,000 or 0.68 per cent of the total of allowed claims 
of that class voting accepted the plan on condition hereinafter 
stated; creditors of class 6, holding $40,970,600 of the debtor’s 
50-year bonds due February 1, 1975, constituting 87.88 per cent 
of the allowed claims of that class voting, accepted the plan; 
the Reconstruction Finance Corporation, sole creditor of class 
21, holding the debtor’s promissory notes issued to the R. F. C. 
in the amount of $10,185,462.50, with interest accrued and 
unpaid as of January 1, 1944, of $68,826.23, accepted the plan; 
the R. F. C., sole creditor of class 22, holding promissory notes 
of the debtor issued in exchange for the debtor’s promissory 
notes issued to the Federal Emergency Administration of Public 
Works and assigned to the R. F. C., in principal amount of 
$257,365, accepted the plan; creditors of class 31, holding 
$386,677.47 of all other claims, obligations and liabilities of the 
debtor and not otherwise specifically classified, constituting 
99.82 per cent of the total of the allowed claims of that class 
voting, accepted the plan. 

The condition to which some of the security holders made 
their acceptance of the plan subject was that the claim of the 
R. F. C. be paid in full with cash as provided for in appendixes 
C and D of the approved plan. 


B. & 0. REFUNDING PLAN 

Objection to the refunding plan proposed by the Baltimore 
& Ohio Railroad Co. in Finance No. 14775, calling for issuance 
of about $614,000,000 of new securities in exchange for out- 
standing bonds and notes (see Traffic World, Dec. 9, p. 1493), 
was heard from only one source as a hearing on the B. & O. 
application was held before Oliver L. Sweet, director of the 
Commission’s Bureau of Finance. 

The dissent came from Randolph Phillips, of New York 
City, who appeared on behalf of himself and members of his 
family, holders of some of the 30-year 4% per cent convertible 
bonds, due February, 1960, in exchange for which the B. & O. 
proposed in the instant application to issue up to $61,906,000 
of new convertible bonds, due February 1, 2010. His objection 
was directed primarily at the 50-year extension of the maturity 
date of these bonds. He requested issuance of a subpoena to 
compel the applicant to submit a list of the holders of the 4% 
per cent convertible bonds, Director Sweet said that he would 
not order the applicant to file such a list, but that Mr. Phillips 
might file a petition with the Commission, requesting such 
action. 

Included in the refunding plan of the B. & O., submitted 
under chapter XV of the bankruptcy act, are notes held by the 
Reconstruction Finance Corporation, for the refunding of which 
the B. & O. proposes to issue collateral trust bonds, due Janu- 
ary 1, 1965, in the principal amount of $84,563,276. 

At the hearing before Director Sweet, testimony in support 
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of the refunding plan was submitted by John W. Stedman, of 
the Prudential Insurance Co. of America; Harry C. Hagerty, 
of the Metropolitan Life Insurance Co.; R. L. Snodgrass, B. & O, 
vice president, and A. C. Clark, chief engineer of the B. & O, 
Howard Bruce, a member of the board of directors of the 
B. & O., also testified briefly. 


Alton Reorganization 


In Finance No. 14030, a reorganization plan proposing a 
new capitalization of $74,387,379, has been submitted to the 
Commission by Henry A. Gardner, trustee for the Alton rail- 
road and its leased lines, the Kansas City, St. Louis & Chicago, 
and the Louisiana and Missouri River. According to the plan, 
a reduction of $24,539,997 in capitalization is sought. The plan 
was also filed with the federal district court, northern Illinois 
district, eastern division. 

The new capitalization, according to the plan, would com- 
prise $20,000,000 of new income 75-year 4% per cent bonds; 
$15,000,000 of new first-mortgage 50-year 4 per cent bonds to 
provide funds for the purchase of new equipment; $34,976,800 
in new $100-par common stock; and $4,410,598 of presently 
outstanding equipment obligations that would not be disturbed 
by the reorganization. 

In the distribution of new securities, the report said, only 
priority creditors would be recognized, including: holders of 
old refunding mortgage bonds, having a total claim of $51,132,- 
125, who would receive 35.87 per cent of their claim in new 
income bonds and 64.13 per cent in new stock; the Joliet & Chi- 
cago, a leased line, and its stockholders, having a total claim 
of $1,710,000, who would get 79.30 per cent in new bonds and 
20.70 per cent in new stock; the Louisiana company and its 
guaranteed stockholders, with a total claim of $384,656, who 
would receive 79.03 per cent in new bonds, and 20.97 per cent 
in new stock; and the Kansas City company and its guaranteed 
stockholders, with a total claim of $2,277,190, who would receive 
76.26 per cent in new stock only. 

The report said that fixed charges would be reduced from 
the present figure of $1,693,530 to approximately $700,000, with 
an additional $900,000 to be used for contingent interest. 

It said that all of the $25,000,000 capital stock of the Alton 
was owned by the Baltimore & Ohio Railroad Co. It said the 
B. & O. had filed no claim on such stock and that there was 
no value in the property applicable to it. 


F. J. & G. REORGANIZATION 


The Commission, division 4, in an amendatory order, has 
modified the orders of July 23, 1940, and November 6, 1933, 
entered in Finance No. 9954, Fonda, Johnstown & Gloversville 
Railroad Co. Reorganization, so as to approve as reasonable 
compensation to be paid to Judson Zimmer, substitute trustee, 
not exceeding $9,000 a year for the period of his incumbency, 
and to Maider & Maider, attorneys for the trustee, not exceed- 
ing $10,700 a year from April 20, 1933, to June 1, 1944. The 
division said that Mr. Zimmer’s maximum compensation for- 
merly had been fixed at $7,500 a year and that of Maider & 
Maider at $9,000. It said that the substitute trustee and attor- 
neys had rendered services for which they had not been ade- 
quately compensated and that they were entitled to be com- 
pensated for such services. 


SUIT IN SEABOARD REORGANIZATION 


The Supreme Court of the United States has denied a pe- 
tition for certiorari in No. 720, F. G. Badenhousen et al., Peti- 
tioners, vs. Guaranty Trust Co. of New York and Merrel P. 
Calloway as trustees of the Seaboard Air Line Railway Co., a 
case in which members of the protective committee for holders 
of the Georgia & Alabama First Mortgage Consolidated 5 per 
cent gold bonds, due in 1945, sought review of a decision of the 
federal appeals court for the Fourth Circuit by which was 
affirmed a decree of the federal district court for the eastern 
Virginia district approving, with certain modifications, a plan of 
reorganization for the Seaboard (see Traffic World, Dec. 16, 
p. 1570). Badenhousen and the other members of the protective 
committee, William S. Spatcher and Howard H. Hubbard, con- 
tended in their petition for certiorari that the allocation of 
securities in the Seaboard reorganizaiton to holders of the 
Georgia & Alabama bonds was based on an unduly low level 
of earnings. 


COAL TO YOUNGSTOWN DISTRICT 


In the article on Examiner Howard Hosmer’s proposed re- 
port in No. 28825, Bituminous Coal to the Youngstown District, 
Traffic World, January 6, p. 14, it was stated, incorrectly, that 
the present ex-river rate from Conway and Colona, Pa., to 
Youngstown and other destinations was 20 cents a net ton. 
The figure should have been 90 cents. 
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Suspended Tariffs 


‘Designation of a tariff below does not mean that all schedules 
é it have been suspended. Suspension orders contain many sched- 
ules not reproduced here Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2490, the Commission suspended from Janu- 
ary 5, until August 5, the operation of certain schedules pub- 
lished in Supplement No. 4 to tariff MF-I. C. C. No. A. R. Fow- 
ler, agent, St. Paul, Minn. The suspended schedules propose 
to change the description of commodities in a list of so-called 
“contraband articles” in connection with 20,000-pound rates on 
meats, dairy and packing-house products and certain other com- 
modities from Chicago, Ill. and Milwaukee, Wis., to St. Paul- 
Minneapolis, Minn., and points grouped therewith. 

In I. and S. M-2491, the Commission suspended from Janu- 
ary 6, until August 6, the operation of Supplement No. 5 to 
tariff MF-I. C. C. No. 11 of Lee Brothers, Inc., Chicago, Ill. 
The suspended schedules propose to establish on carpets, car- 
peting or carpet remnants, a new commodity rate of 117 cents 
per 100 pounds, minimum 14,000 pounds, from Amsterdam, N. Y. 
to Chicago, Ill., in lieu of higher class rates subject to a mini- 
mum of 12,000 pounds. 

In I. and S. M-2492, the Commission suspended from Janu- 
ary 9, and later, until August 9, the operation of certain sched- 
ules published in Supplement No. 21 to tariff MF-I. C. C. No. 
19, and in supplements to other tariffs of the Middlewest Motor 
Freight Bureau, Agent, Kansas City, Mo. The suspended sched- 
ules proposed to increase rates on numerous commodities be- 
tween points in Middlewest territory. 


I. C. Motor Applications 


The Regular Common Carrier Conference of the American 
Trucking Associations, Inc., has filed a petition for leave to 
intervene and a petition for reconsideration by the Commission 
of the report by division 5 in MC 86779, Sub. No. 6, Illinois 
Central Railroad Co., Extension—Iowa—Minnesota—South Da- 
kota, in which authority was granted to the Illinois Central to 
transport general commodities, with exceptions, between cer- 
tain points on its lines in Iowa, Minnesota and South Dakota, 
subject to conditions (see Traffic World, Oct. 21, p. 1025). 


The conference called attention to another petition for re- 
consideration filed in this proceeding on behalf of three inde- 
pendent motor carrier protestants—Brady Transfer & Storage 
Co., H. & W. Express Co., and McCoy Truck Lines, Inc.—and 
said the position taken by those protestants was identical with 
that of the Regular Common Carrier Conference. The confer- 
ence contended that, in granting the authority to the Illinois 
Central, division 5 had applied an incorrect statutory test—a 
test of railroad convenience and necessity, rather than a test 
of public convenience and necessity. It asked the Commission 
to withhold its action on reconsideration until a determination 
had been made by the Supreme Court of the United States in 
Nos. 507-508, Interstate Commerce Commission, et al. vs. 
Parker, et al., “wherein this Commission appealed from an 
order of the district court confirming contentions advanced by 
this conference and others, similar to those presently before 
the Commission in this proceeding. 


“If the motor carriers’ views, as confirmed by the district 
court, are approved by the Supreme Court,” the conference 
said, “the order in the instant proceeding will require further 
consideration by the Commission.” 


_ The petition of Brady, H. & W. and McCoy cited a conclu- 

sion by division 5 in its report in MC 86779, Sub. No. 6, that 
“in order to perform an efficient and economical combined serv- 
ice, applicant contends, and here satisfactorily shows, that the 
service can only be rendered under a method whereby it con- 
trols both forms of transportation.” 

“The crux of this case,” these three protestants said, “rests 
on this very principle of whether or not the independent motor 
carriers, presently performing the required service for the rail- 
road, and doing so under the most trying conditions that have 
ever faced any single transportation agency in this country, 
are to be permitted to continue to perform a transportation 
service in the territories in which they pioneered in motor 
Carrier service, or whether the railroads’ desire to control all 
forms of transportation in an integrated service, an eventual 
monopoly if you please, is to be accomplished... . 

“Under present conditions we submit that the service the 
Public is presently receiving from two of these protestants 
under the present arrangement is equal to any other coordi- 
nated rail-motor service applicant can provide. Nor is there any 
Showing in this record that applicant’s coordinated service 
would be better than the existing arrangement. ... Under the 


| Proposed leasing arrangement with the Railway Express 


Agency, the freight will be transported in the same manner as 
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presently observed by these protestants now serving the ap- 
plicant. Schedules will be the same for all practical purposes as 
those presently maintained... . 

“We recognize the fact that the Commission does not have 
the power to require joint through rates between railroads and 
motor common carriers, but can it be said that because of this 
lack of power the Commission is required to forthwith issue 
operating rights to carriers who continuously maintain that 
policy ? Certainly it does not necessarily follow that because of 
this lack of power to require joint rates the Commission must 


in considering railroad applications necessarily follow railroad- 
made policy. .. .” 


0. P. A. Mileage Limitation Change 


The Office of Price Administration, by amendment No. 19 
to revised maximum price regulation No. 289—dairy products— 
effective January 6, has eliminated the mileage limitation in 
the Rocky Mountain area on delivery of butter and cheese by 
a creamery or cheese factory to a retail store by means of a 
common or contract carrier. It was explained that the action 
involved pricing of the products involved and not transporta- 
tion as such. The area includes Montana, Wyoming, Utah, Ne- 
vada, Colorado, New Mexico, Arizona, the southwestern part of 
Texas, the southern part of Idaho, and Malheur County, Oregon. 

The limitation was eliminated, it was stated, to conform 
the regulation to the established business practice of the cream- 
eries and cheese factories in the area. In its statement, the 
O. P, A. in part said: 


Customarily, these factories made direct deliveries to retail stores 
by means of a common or contract carrier. 

The measure now permits creameries and cheese factories to add 
the full jobber’s mark-up for such deliveries. This replaces the previous 
provision that limited their mark-up to transportation costs. (The 
jobber’s mark-up includes all items of cost that go into making a 
jobber’s sale.) 

These moves follow the recommendations made to O. P. A. by 
members of the industry in the Rocky Mountain area. It is felt that 
no diversion of butter and cheese from other areas will result. 

Additional changes made in the regulation, which are consistent 
with customary industry practices, and which were recommended by 
various sections of the industry concerned, are as follows: 

Extension of the mileage limitation from 100 to 200 miles for cheese 
factories in those areas of the west not now exempted from any limita- 
tion. This change conforms the cheese provision of the regulation with 
the present provision on butter distribution. The areas of the west 
covered by this mileage extension include the western portions of 
North and South Daktota, Nebrasks, Kansas, Oklahoma, part of Texas, 
northern Idaho, eastern Washington, and eastern Oregon. This provi- 
sion also is effective January 6, 1945. 





Motor Ratings on Cereal Foods 


Describing the tariff items assailed by it as parts of a 
nationwide upward adjustment of motor classification ratings 
on cereal food preparations, an adjustment that “will result in 
drastic increases in transportation charges,” the Price Admin- 
istrator, for himself and the Economic Stabilization Director, 
has asked the Commission to place under suspension items 5 to 
13, inclusive, of supplement No. 15 to the National Motor 
Freight Classification, MF-I. C. C. No. 14, filed to become 
effective January 15. The Price Administrator said the in- 
creases ranged “up to as high as 135 per cent.” 

“The justification for the proposed adjustment given by 
the respondents in their notice to this office,” he said, “is based 
solely on the contention that increased ratings on the commod- 
ities are necessary because of their density. It is respectfully 
submitted that the National Motor Freight Classification is not 
a density classification and to make density the controlling 
characteristic is inconsistent with established classification prin- 
ciples and is unjust and unreasonable. There is no indication 
that the respondents gave any consideration to the relatively 
low value of the commodities involved. . . . It is well known 
that cereals make very good top load or filler freight, and is 
desirable traffic. The establishment of the proposed ratings 
would be tantamount to an embargo for the purpose of taking 
on more desirable traffic which may produce greater revenue. 
The motor carriers are therefore attempting to evade their 
obligations as common carriers. ... If the proposed adjustment 
is permitted to become effective, it may divert not only this 
traffic but other traffic to other forms of transportation already 
overburdened as a result of wartime conditions. . . .” 

In a table attached to its protest, the O. P. A. submitted 
rate comparisons to show that the proposed changes in ratings 
would result in rate increases exemplified by an increase to 
$1.02 a hundred pounds in the present rate of 85 cents on rolled 
cereals, in bags, barrels or boxes, from Battle Creek, Mich., to 
New York; an increase to $1.98 in the present rate of $1.17 on 
bran, etc., in containers, cooked, from Battle Creek to Atlanta, 





and an increase to $3.52 in the present rate of $1.49 on popped 


or puffed cereals, in barrels or boxes, from Battle Creek to 
Kansas City, Mo. 


The General Foods Corporation, New York City, asked the 
Commission to suspend items 2, 6, 7, 8, 9, 11 and 12 of supple- 
ment 15 to the National Motor Freight Classification, saying 
that “should the increased ratings be permitted to go into 
effect, the rates on petitioner’s cereal food preparations would 
be increased as much as 71 per cent on flaked cereals and 120 
per cent on puffed cereals.” It said the motor carriers had 
been transporting these products for many years in substantial 
quantities at the ratings contained in the current classification 
or at lower exception ratings. It said the schedules protested 
would be unduly and unreasonably preferential to the shippers 


of partially cooked cereals and unduly prejudicial of the Gen- 
eral Foods Corporation. 


The Loose-Wiles Biscuit Co. protested against items 9 and 
11 of supplement 15. It said the proposed increase in less- 
truckload rating from third to 1% times first class would rep- 
resent an actual increase in rates and charges ranging from 78 
to 90 per cent, that the proposed increase in east and west 
volume ratings from fourth to third class represented an in- 
crease in rates of about 40 per cent, and that the proposed 
increase in south volume ratings from fifth to third class rep- 
resented an increase in rates ranging from 94 to 100 per cent. 
Such increases were unreasonable and unjustified, it said. It 
contended that the carriers’ risk in handling cooked cereals 


was substantially the same as in handling packaged uncooked 
cereals. 


The National Biscuit Co. asked suspension of items 7 and 
11 of the supplement. It said that the Commission, in No. 6979, 
Kellogg Toasted Flakes Co. vs. Atchison, Topeka & Santa Fe 
et al., had recognized the fact that “cooked and uncooked cereal 
breakfast foods compete commercially” and had said that “man- 
ufacturers of cooked products meet the prices of manufacturers 
of uncooked products.” 


Rating on Fibre Milk Containers 


The Borden Co., the American Can Co., the Dairymen’s 
League Co-operative Association, Inc., and the Sheffield Farms 
Co., Inc., of New York City, and the Chestnut Farms-Chevy 
Chase Dairy Co., of Washington, D. C., and Sidney Wanzer & 
Son, Inc., of Chicago, -Ill., have asked the Commission to sus- 
pend a railroad proposal to increase the rating on fibre milk 
containers, in carloads. The carriers, through A. H. Greenly 
of the Official Classification Committee, have filed a reply to 
the petitions of the American Can Co. and the Borden Co. 


The petitions for suspension were directed against item 
5790-A of supplement No. 21 to Consolidated Freight Classifi- 
cation No. 16, Agent A. H. Greenly’s I. C. C.-O. C. No. 60; 
Agent E. H. Dulaney’s I. C. C. No. 92; Agent R. C. Fyfe’s 
I. C. C. No. 29; Agent R. G. Raasch’s I. C. C. No. 566, issued 
November 29 to become effective January 15, 1945. 


The Borden Co. said the present rating applicable to its 
shipments of fiber containers of one-quart or less capacity, 
used as containers for milk, was third class, and that the pro- 
posed rating would be second class. As a result, it said, the 
present rate of $1.17 on shipments from Jersey City (Croxton), 
N. J., to Chicago, minimum 10,000 pounds, would be increased 
to $1.42; the present rate of 95 cents from Jersey City to De- 
troit would be increased to $1.15 and the present rate from 
Jersey City to Troy, N. Y., would be increased from 51 cents 
to 62 cents. It said that only fibre containers used for milk 
would be subject to the increase from third to second class. 
The petition of the American Can Co. set forth similar conten- 
tions. The Dairymen’s League said other fibre containers of 
the same or different capacities but used as containers for com- 
modities other than milk would continue to be subject to the 
third class rating provided in item 3440 of Agent Curlett’s 
I. C. C. A-797. The protests of Sheffield Farms and Chestnut 
Farms-Chevy Chase Dairy set forth contentions similar to those 
in the other protests and joined in the allegation that the pro- 
posed change in rating would result in charges that would be 
unjust, unreasonable, discriminatory and unduly preferential. 

“The folly of the protested schedule,” said Sidney Wanzer 
& Son, “is reflected in the fact that if we fill the identical 
fibreboard can with cream, this fibreboard can would be, under 
the protested schedule, ‘fibreboard can not otherwise indexed 
by name’ since the terms ‘milk’ and ‘cream’ are not indicated 
as being interchangeable in the classification.” 

In their answer to the protests, the railroads said, in part: 


Commodities such as fibreboard milk cans or bottles can contribute 
nothing to heavier loading of equipment, either now or in the postwar 
period, and it is submitted that the proposed changes are justified, 
not only on their classification characteristics, but under the car mile 
earnings which will result from the application of the proposed charges. 
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Furthermore, it is necessary that conical paper milk bottles and the 
so-called square-type milk cans should be on the same basis and that 


oe) “teed basis is that proposed by the changes published in item 
7. : 


Both protestants allege that the proposed change will result in 
violations of sections 1, 2 and 3... Respondents do not understand 
how there could be any violations of sections 2 or 3 of the act resulting 
from the proposed change. Presumably the alleged violations are 
based on the fact that there will still remain in effect the alternative 
carload basis of third class, minimum 10,000 pounds, and class 50, 
minimum 14,000 pounds, and that such basis will apply on other paper 
cans which are not specifically classified . . . These so-called square- 
type milk cans are designed to contain milk or cream, and find no 
competition with ordinary fibre cans. The American Can Co also is 
a large producer and shipper of fibre cans covered by the ‘‘n. o. i. b. n.” 
description in the exceptions item, and it should be impossible for the 
American Can Co. to discriminate or unduly prefer itself... .’’ 


OHIO RIVER DREDGING APPLICATION 

By an order in W-99, Ohio River Dredging Co., Contract 
Carrier Application, the Commission, division 4, has dismissed 
the application of Ohio River Dredging Co., Huntington, W. Va., 
for a permit authorizing continuance of operation as a contract 
carrier by water. The division said it appeared that the appli- 
cant had been engaged in furnishing vessels to persons other 
than carriers subject to the interstate commerce act for trans- 
portation of not more than three commodities in bulk in the 
same vessel or tow, in towage for carriers subject to part III 
of the act, and in the transportation of its own commodities. 
It further said that such services for hire were not subject to 
part III by reason of the exemption provisions of section 303(b) 
and 303(f) (2) thereof, and that transportation of its own com- 
modities was not a common or contract carrier operation as 
defined in section 302 (d) and (e) of the act. 


MULTIPLE LOADING RULE 

The Commission, by an order in I. and S. No. 5268, Rule 
33—Multiple Loading, has denied the petition of railroads par- 
ties to the Consolidated Freight Classification for reconsidera- 
tion by the entire Commission. 

In their petition, the railroads had asked that the entire 
Commission overrule the second report of division 2 in the 
proceeding and reinstate and affirm the division’s first report, 
258 I. C. C. 585 (see Traffic World, November 25, 1944, p. 1370). 

At issue in the proceeding were paragraphs (a) and (b) of 
the multiple loading rule, the first governing the number or 
origins and consignors for multiple-loaded cars, and the second 
governing responsibility for restowing and rebracing at inter- 
mediate destinations, so that shipments remaining in the car 
after unloading at intermediate destinations would arrive safely. 

The Commission has postponed until February 12 the ef- 
fective date of the second order of division 2. 





EX PARTE 148 COMPLAINT 

On motion of the defendants, the Commission has dis- 
missed the complaints in No. 29188, Stille-Young Corporation 
et al., vs. Akron, Canton & Youngstown Railway Co., et al., 
and No. 29209, E. K. Wood Lumber Co., et al. vs. Atchison, 
Topeka & Santa Fe Railway Co., et al. The Commission also 
has denied the petition of the complainants for reopening and 
reconsideration in No. 29148, American Laundry Machine Co., 
et al., vs. Akron, Canton & Youngstown Railway Co., et al. 

The complaints in the three proceedings alleged that the 
increased freight rates and charges permitted by the Commis- 
sion in Ex Parte 148, in the period March 18, 1942, to May 15, 
1943, were in violation of the interstate commerce act. In No. 
29148, a group of 152 receivers, manufacturers, processors, and 
shippers of commodities had also asked an order making per- 
manent the suspension of the increased rates, requiring the 
railroads to cancel all tariffs that would to any extent reinstate 
the increased rates, to continue in force the present general 
level of rates, and to pay the complainants reparation (see 
Traffic World, September 2, 1944, p. 557). 


INTERSTATE MOTOR CONTROL 

The Commission has extended until July 1 the time in 
which the respondents shall comply with the orders in MC 
F-2181, United States Freight Co.—Investigation of Control— 
Interstate Motor Freight System, and MC F-2224, A. S. Hickok 
—Investigation of Control—Interstate Motor Freight System. 
It said the action was taken on consideration of the Commis- 
sion’s report and order of June 12, and its report of October 2, 
1944, and of the petitions and reports of the respondents. The 
order of October 2 required United States Freight Co., and 
Hickok Oil Corporation to divest themselves within 90 days 


from that date of all interest held by either of them in the f 


capital stock of Interstate Motor Freight System (see Traffic 
World, January 6). Pending action by it on the United States 
Freight Co. petition for a six months extension of the effective 
date of the order, the Commission previously had extended to 
January 31 the time for compliance with the order. 
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Motor Ratings on Plane Turrets 


The War Department, through the litigation division of 
its Judge Advocate General’s office, has filed with the Commis- 
sion a protest against motor carrier proposals to increase the 
less-than-truckload and truckload ratings in the National Motor 
Freight Classification on airplane turrets, saying that the pro- 
posed new ratings, published to become effective January 15, 
would increase the presently applicable first class ratings on 
less-than-truckload shipments of such airplane parts from 50 to 
150 per cent and would increase the presently applicable third 
class ratings on volume quantities from 114 to 257 per cent. 

The schedules sought to be suspended, the War Depart- 
ment said, were items 9, 10 and 11 of supplement 15 to 
Agent C. F. Jackson’s National Motor Freight Classification 
No. 7, MF-I. C. C. No. 14. 

“The motor carriers now propose with respect to airplane 
turrets the same .type of drastic increases in classification rat- 
ings that the carriers published recently on other airplane parts 
(I. and S. No. M-2405, Airplane Parts),” the War Department 
said. ‘‘While no final decision has been entered by the Com- 
mission in such proceeding, the examiner has recommended 
that the Commission find that the proposed increases have 
not been shown to be just and reasonable... . 

“The increase in the classification ratings now proposed 
is not the first attempt by the motor carriers to increase the 
rates on airplane turrets and parts. Motor carriers participat- 
ing in the tariffs of the Eastern-Central Motor Carriers Asso- 
ciation proposed to increase the rate on airplane noses, domes, 
blisters, and parts thereof from Cambridge, O., to Baltimore, 
Md., effective December 14, 1942. Such publication was sus- 
pended by the Commission in I. and S. No. M-2343. . . . The 
suspended schedules were withdrawn and the proceeding was 
discontinued prior to hearing... .” 

The Aeronautical Chamber of Commerce of America, Inc., 
likewise asked the Commission to suspend the schedules pro- 
posing increases in the motor carrier ratings on dirplane turrets. 

“One of our members,” it said, “reports it is possible to 
load 20 upper gun turrets weighing 797 pounds each in a 30- 
foot trailer. These would aggregate 15,940 pounds. Therefore, 
instead of paying third class for a weight of 16,000 pounds, he 
would under the new basis be required to pay the equivalent 
of third class for 34,111 pounds. This also is equivalent to 
23,877 pounds at first class. Chin turrets load 16 to a 30-foot 
trailer and, as they weigh 700 pounds each, the total weight 
is 11,200 pounds. Instead of paying third class at the 16,000 
pound minimum, he is required under the proposal to pay the 
equivalent of 23,968 pounds at third class for a load weighing 


vd 11,200 pounds. This is equivalent to 16,777 pounds at first 
class.” 


CHARGE FOR USE OF FREIGHT CARS 

The American Short Line Railroad Association has peti- 
tioned the Commission for an investigation of the reasonable- 
ness of charges for the use of freight cars. The petitioner re- 
ferred to the action of the Association of American Railroads 
increasing the per diem rate on use of freight cars from one 
dollar to $1.15, effective January 1. It alleged, in effect, that 
the increase was not justified and said it was the duty of the 
Commission to see to it that the compensation paid for the use 
of freight cars was just and reasonable. 


MIDDLEWEST ASKS SUSPENSION 

The Middlewest Motor Freight Bureau has asked the Com- 
mission to suspend provisions of item 385-A, supplement No. 2, 
MF-I. C. €. No. 6, issued by George M. Cummins, agent, 
Interstate Motor Carriers Bureau, effective January 20. The 
provisions cover freight, all kinds, at column rating of 85, ac- 
cording to the request. It is alleged that publication of the 
protested item would include groceries and all the other numer- 
ous other articles on which higher than column 85 is pro- 
vided, and result in violation of section 216 of the act. 





N. Y. TRUCK LINE CONTROL INQUIRY 

The Commission, division 4, by an order in MC F-2637, 
Joseph F. Whelan Co.—Investigation of Control—Ferris & 
Rossborough, Inc., and Ferris & Rossborough Co., has insti- 
tuted on its own motion an investigation of possible violation 
of section 5(4) of the interstate commerce act, relating to con- 
trol in a common interest of more than one motor carrier sub- 
ject to the act. 

The Commission said in its order that it appeared that 
Joseph F. Whelan Co. and Ferris & Rossborough Co., both of 
New York City, were carriers subject to part II of the act, and 
that prior to August 30, 1938, Ferris & Rossborough, Inc., also 
of New York, was a carrier subject to that part, after which 
date Ferris & Rossborough Co. succeeded to the rights of Fer- 


,diate provisions of the tariff. 
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ris & Rossborough, Inc., as a motor common carrier of pas- 
sengers. 

It appeared, further, the Commission said, that control or 
management of Ferris & Rossborough Co. and/or the opera- 
tions formerly conducted by Ferris & Rossborough, Inc., in a 
common interest with Joseph F. Whelan Co. might have been 
effectuated and might be continuing in violation of the provi- 
sions of section 5, and that the persons named as respondents 
in the instant order might have effectuated, or participated in 
effectuating, such control or management in a common interest 
and might be participating in continuance thereof. If such vio- 
lation was found, said the Commission, an order would be en- 
tered requiring any person participating therein to take “such 
action as may be necessary to prevent further violation of said 
provision.” 

Named as respondents in the order were: Joseph F. 
Whelan Co., Ferris & Rossborough Co., Lena Knell, Hugh F. 
Quinn, Leo L. Tauritz, Irene W. Watters, Mary E., James F., 
Joseph F., Joseph W. and Vincent M. Whelan. 


KERRVILLE BUS CO. LEASE 


Lease by E. O. Mahaffay, doing business as Oilfield Bus 
Line, San Angelo, Tex., of operating rights of Kerrville Bus 
Co., Kerrville, Tex., covering operations, among others, between 
Sonora and San Angelo, Tex., has been approved by the Com- 
mission, division 4, in MC F-2568, E. O. Mahaffay—Lease— 
Kerrville Bus Co., tnc. It said the lease would expire May 29, 
1949, and that it involved Kerrville’s interstate and intrastate 
rights. It said such rights had previously been leased to Mr. 
Mahaffay for a period expiring January 8. 


CLIPPER TRUCK LINE STATUS 


The Commission, division 5, has issued a notice in MC 
57200, Sub. 2, Clipper Transportation. & Service Co., Inc., St. 
Cloud, Minn., advising that carrier that it may not lawfully 
engage by motor vehicle in interstate and foreign commerce 
within the state of Minnesota under the second proviso of sec- 
tion 206(a) of the interstate commerce act. The Commission 
said in the notice that the carrier had notified it that it was a 
motor common carrier of property lawfully engaged in opera- 
tion solely within Minnesota in intrastate commerce under 
emergency authorization order No. 43 issued by the state, and 
that it proposed to engage in motor transportation in interstate 
and foreign commerce under the second proviso of section 
206(a). The Commission said it appeared that that grant of 
authority was issued pursuant to the governor’s executive order 
No. C-6 and was not issued on a showing by the carrier that 
public convenience and necessity required the service, and was 
not a certificate of public convenience and necessity within the 
meaning of the second provision of section 206(a). 


ROUTING RESTRICTION PROTEST 

The Mobile Traffic Association, of Mobile, Ala., has asked 
the Commission to suspend Item 14200-F of supplement No. 56 
to Agent R. H. Hoke’s canned goods tariff 244-M, I. C. C. 819, 
filed to become effective January 23. The protestant said that 
those of its members who were packers of canned goods had, 
for years, reached the Detroit, Mich., market by applying the 
Menominee, Mich., rates in the tariff cited under the interme- 


“This opportunity,” the association said, ‘‘will be removed 
by the routing now injected in connection with the Pensacola, 
Fla., to Menominee, Mich., rates as routings through from 
Pensacola to Menominee will no longer be permitted via these 
intermediate origins or via Detroit, Mich. The present rate 
from a representative point, Laurel, Miss., using the interme- 
diate theory is 57 cents a hundred pounds. If the provisions of 
supplement 56 are permitted to become effective the rate will 
become 68 cents, column 30-J, Agent B. T. Jones’ 450-F, I. C. C. 
3636. Due to greater mileage, the rates from some of the other 
producing points will become somewhat higher. . . . Petitioner 
has been assured that the above increases in rates will destroy 
the opportunity of the shippers to participate in a substantial 
market to which they have been shipping for years.” 














MIAMI TRANSPORTATION SUIT 

Miami Transportation Co., Inc., of Indiana, successor in in- 
terest, in part, of Lett & Co., of Indiana, Inc., Indianapolis, has 
filed suit in the federal district court, southern Indiana district, 
Indianapolis division, to restrain the Commission from enforcing 
its order in MC 22305, Lett & Co., of Indiana, Inc., Common Car- 
rier Application, and MC 52743, Sub. 2, Miami Transportation 
Co., Inc., of Indiana, Successor in Part of Lett & Co., of Ind., 
Inc., Common Carrier Application, approved September 27, 
1944, by division 4, according to advice received by the Com- 
mission. 


The complainants asserted that the Commission’s order 
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was “unlawful, arbitrary and capricious” in that it “completely 
disregards uncontroverted evidence of record showing opera- 
tions of your petitioner and its predecessor” and in that it “at- 
tempts to apply to the determination of the extent and nature 
of the operating rights involved a different rule and standard 
from that applied to other motor carriers.” 

In its order in the combined proceeding the Commission had 
found the Miami company entitled to transport general com- 
modities, with exceptions, between Indianapolis, Ind., and Cleve- 
land, O., and between Cincinnati, O., and Charleston, W. Va., 
serving certain intermediate and off-route points, and specified 
commodities from and to certain points in Ohio, Pennsylvania, 
West Virginia, Indiana, North Carolina, New York, Illinois, 
and Virginia. It authorized issuance of a certificate in MC 
52743, Sub. 2, on compliance with certain conditions and de- 
nied the application in other respects. 





Seatrain and Car Interchange 


Whether or not the Commission correctly interpreted pro- 
visions of existing law in determining that railroads are required 
to join their service with that of a “long-haul” water carrier 
and to interchange freight cars with that carrier, despite con- 
tentions of some of the railroads that they thereby would short- 
haul themselves, was a question left with the Supreme Court 
of the United States for decision following argument before it 
January 8 and 9 in No. 47, United States of America and Inter- 
state Commerce Commission, Appellants, vs. Pennsylvania 
Railroad Co. et al., and the same case on cross-appeal, No. 48, 
Pennsylvania Railroad Co. et al., Appellants, vs. United States 
._ and Interstate Commerce Commission (see Traffic World, Oct. 
4, p. 907). 

. The case now before the Supreme Court grew out of the 
Commission’s decision, in a second report on further hearing 
in No. 25728, Hoboken Manufacturers Railroad Co. vs. Abilene 
& Southern et al., embracing No. 25878, New Orleans & Lower 
Coast Railroad Co. vs. Akron, Canton & Youngstown et al. (see 
Traffic World, Nov. 22, 1941, p. 1321), in which the Commission 
ordered objecting railroads to establish rules, regulations and 
practices with respect to the interchange of cars with the com- 
plainant switching lines for transportation by Seatrain Lines, 
Inc., corresponding with the code of per diem rules governing 
interchange of cars at the rate of $1 a car a day in effect among 
the railroads. The majority of the Commission found that Sea- 
train Lines, engaged in transporting loaded freight cars be- 
tween New York and New Orleans via Havana, Cuba, was a 
common carrier by water, though some parties to the proceed- 
ing had contended that Seatrain was, in reality, a car-ferry 
operated in connection with railroads and that it therefore was 
a railroad within the meaning of section 1 of the interstate 
commerce act. 

The federal court for the New Jersey district, whose de- 
cision in the Seatrain car interchange case was handed down 
December 8, 1943, found that the Commission had jurisdiction 
over freight car movements on Seatrain ships only while those 
vessels were operating within domestic waters of the United 
States. It was stated in the course of the argument before the 
Supreme Court that if the district court’s decision on that point 
were permitted to stand, it would be impossible for Seatrain 
Lines to resume the service in which it had been engaged be- 
fore the war. Seatrain’s ships, since the outbreak of the war, 
have been diverted to services other than the peacetime opera- 
tions of Seatrain Lines between New York and New Orleans 
via Havana. 


Argument for Railroads 


John Vance Hewitt, of New York City, one of the attorneys 
for the railroads by which the Commission’s order in No. 25728 
was assailed, said that the transportation act of 1920 provided 
for establishment of through routes by carrier by rail and water 
but that it did not contain the provisions previously embodied 
in the Mann-Elkins act with respect to interchange of cars. He 
said the Commission’s order placed no obligation on Seatrain 
to return empty freight cars and failed to specify who should 
pay the $1 per diem prescribed in the order. He said the dis- 
trict court had stated in its opinion that the railroads were 
under no duty to let their cars be taken beyond the United 
States. He contended that the railroads should not be compelled 
to have their cars taken by Seatrain and that they were being 
asked to imply in the Commission’s order something that the 
Commission had refused to state specifically in that order. For 
these reasons, he said, the order should be set aside. 


Position of I. C. C. 


D. W. Knowlton, chief counsel of the Commission, said the 
Commission had found that rail-water through routes via Sea- 
train were in the public interest and that it had predicated this 
conclusion on findings that such through routes with Seatrain, 
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as compared with through rail-water routes via break-bulk 
water carriers, constituted a superior service to shippers, be- 
cause in the Seatrain service the loaded freight cars were moved 
into and out of the Seatrain vessels so that the cars did not 
have to be unloaded until their arrival at destination. He re- 
called that the controversy over interchange of cars with Sea- 
train developed on issuance by the car service division of the 
Association of American Railroads of its car service rule No. 4, 
requiring that “cars of railway ownership must not be delivered 
to a steamship, ferry or barge line for water transportation 
without permission of the owner, filed with the car service 
division.” He said that, while most of the railroads refused to 
give consent to delivery of cars to Seatrain after issuance of 
that rule, there were other railroads that did give their consent, 
and that 19 railroads consented to interchange of cars with 
Seatrain for the service to Cuba, but not for the domestic serv- 
ice of Seatrain. He said that both the Commission and the 
district court had said that C. S. D. rule No. 4 was aimed at the 
competition that Seatrain had set up, which had the effect of 
shorthauling a few of the railroads. He said that under section 
3(4) of the interstate commerce act the railroads were required 
to afford all reasonable facilities for the interchange of traffic, 
and that by section 15(3) the Commission was authorized to 
prescribe terms and conditions on which through rail-water 
routes should be operated. 

Without interchange of cars, a through route ordered by 
the Commission would not exist, and the rail-water through 
routes in the case of Seatrain were predicated on the public 
interest, Mr. Knowlton averred. He noted that the Commis- 
sion’s through-route order relating to Seatrain, issued in 1938, 
was under attack by the railroads in another proceeding re- 
cently instituted in the federal district court for the Delaware 
district (see Traffic World, Jan. 6, p. 24). 


Views of Seatrain Counsel 


‘ Parker McCollester, of counsel for Seatrain Lines, began 
his argument by reviewing the pre-war operations of Seatrain 
Lines, Inc. He said it began its operations between New Or- 
leans and Havana in 1929, and that soon thereafter the ques- 
tion arose as to how payment should be made for the cars on 
Seatrain. He said Seatrain applied to become a party to the 
per diem agreement in effect among railroads and administered 
by the car service division of the A. A. R., but that it was told 
by that division that it could not become a party to the agree- 
ment as it was not a railroad. However, Mr. McCollester said, 
Seatrain was advised to make a contract with the New Orleans 
& Lower Coast Railroad, the switching line at New Orleans by 
which Seatrain was served, as that railroad was a party to the 
per diem agreement. That arrangement, he said, continued un- 
til 1932, when Seatrain, having built two additional ships, made 
plans to open service between New York City and Havana. 
Thereafter, Seatrain was advised, in response to its inquiry to 
Chairman Kendall of the A. A. R. car service division, that Sea- 
train could enter into a contract with the Hoboken Manufac- 
turers Railroad, the switching line serving Seatrain at New 
York, and could reach an agreement with that line as to settle- 
ment for use of the freight cars, said Mr. McCollester. 

Every railroad involved had been paid for its cars moved 
in Seatrain service, except the Pennsylvania Railroad, by which 
payment offered by Hoboken Manufacturers Railroad was re- 
jected because of certain deductions, he asserted. He regarded 
those deductions as justified. 

_ In answer to a question, Mr. McCollester said that the Mis- 
souri Pacific and the Texas Pacific owned an interest of about 
11 per cent in Seatrain. 


Justice Frankfurter wondered on what grounds the Com- 
mission asserted jurisdiction over water carriers -when they 
operated outside the domestic waters of the United States. 
Answering that question, Mr. McCollester pointed to provisions 
of section 302(i)(2) of part III of the act, showing that the 
Commission had jurisdiction over operations of vessels from a 
point in the United States to a point in the United States. He 
contended that it was implied by that provision that the vessels 
remained under the Commission’s jurisdiction even though they 
left the domestic waters in the course of their movements be- 
tween U. S. ports. 


The court raised questions about the part of the Commis- 
sion’s order in the Seatrain case providing, in effect, that in 
the event it should be found that the $1 per diem prescribed in 
the order did not adequately compensate the railroads for the 
détention of their cars in connection with the Seatrain service, 
it would make appropriate adjustments to take care of that 
situation by prescribing divisions of the through rates as be- 
tween Seatrain and the railroads, in another proceeding. Some 
of the justices indicated, by their questions, that they believed 
the part of the order prescribing the $1 per diem for the present 
should not have been left in doubt as to the future by relation 
of it to another proceeding, to be acted on later. 


January 


— 


Le 


(Digests 


(Si 
tically 
all loss 
or whi 
authori 


to fact 
law we 
not er! 

In 
goods, 
loading 
were © 

Re 
by rou 
Flemir 


(Digest: 


(I 
Stowa 
a clea 
the ve 
reason 
the de 
stowas 

WV 
was e! 
as hac 
compe 
was a 
carrie 
failed 
Sec. 4 


V 
age c 
treati 
riage 
contré 
servir 
by re 
4(5), 

V 
stowil 
treat 
or in 
not c 
rely | 
Good: 

V 
been 
have 
respo 

I 
by Si 
were 
of cs 
regar 
See. : 
Sec. 

y 
ing 0 
or st 
in tl 












ran 
ain 
dr- 
es- 


the 
red 
old 
ee- 
id, 
ans 


the 
un- 
ide 
na. 

to 
ea- 
ac- 


tle- 


ved 
ich 
re- 
led 


Tis- 
out 


ym- 
hey 
tes. 
ons 
the 
na 


sels 
hey 
be- 


nis- 


1 in 
the 
‘ice, 
hat 
be- 
yme 
ved 
sent 
tion 





January 13, 1945 


Loss and Damage Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1945, by West Publishing Company.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of Arkansas.) A common Carrier is prac- 
tically an insurer of all goods received for shipment against 
all losses, regardless of negligence, except losses relating to, 
or which arise from, act of God, public enemy, constituted 
authority, shipper, or from inherent nature of goods. 

Where court sitting without a jury found facts contrary 
to facts upon which correct abstract requested declarations of 
law were predicated, refusing to make the declarations was 
not error. 

In shipper’s action against railroad for damages to shipped 
goods, whether damage was caused by shipper’s negligence in 
loading, condition of car, or railroad’s manner of handling car, 
were questions of fact for court sitting as a jury. 

Railroad was liable for damage to shipped goods occasioned 
by rough handling of car. (St. Louis Southwestern Ry. Co. vs. 
Fleming, 183 S. W. Rep. 2d 513.) 





€ e ee 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1945, by West Publishing Company.) 





(District Court, E. D. Louisiana, New Orleans Division.) 
Stowage of cargo on deck, when accepted for shipment under 
a clean bill of lading, constitutes a “deviation” and renders 
the vessel liable as insurer if the cargo sustains damage by 
reason of it having been stowed on the deck rather than under 
the deck, unless the shipper consents to and approves of the 
stowage on deck. ; 


Where shipper had knowledge that bill of lading issued 
was erroneous as respects stowage of portion of cargo on deck, 
as had been previously stipulated in the dock receipts, it was 
competent for shipowner, as against shipper, to show that it 
was agreed that a portion of the cargo accepted was to be 
carried on deck, even though the bill of lading erroneously 
failed to note the exception. Carriage of Goods by Sea Act 
Sec. 4(5), 46 U. S. C. A. Sec. 1304(5). 


Where shipper had knowledge of deviation as respects stow- 
age cargo on deck rather than under, shipper had option of 
treating such breach as a repudiation of the contract of car- 
riage or to.waive the deviation as final repudiation of the 
contract by carrier and treat contract as fully subsisting, re- 
serving legal right to damages it might subsequently sustain 
by reason of the breach. Carriage of Goods by Sea Act Sec. 
4(5), 46 U. S. C. A. Sec. 1304(5). 


Where shipper had knowledge of deviation as respects 
stowing of cargo on deck rather than under and elected to 
treat the contract of carriage as not repudiated and no loss 
or injury resulted from the carrying on deck, shipper could 
not claim damages on that ground, and carrier had right to 
rely on limitation of liability clause in contract. Carriage of 
Goods by Sea Act Sec. 4(5), 46 U. S. C. A. Sec. 1304(5). 


Where damage to cargo did not result from its having 
been carried on deck rather than under and the damage would 
have occurred even though there had been no deviation, no 
responsibility attached to carrier for deviation. 


Provisions in bill of lading and in the Carriage of Goods 
by Sea Act, limiting carrier’s liability to $500 per “package,” 
were applicable to an unboxed motortruck, where the contract 
of carriage in effect stipulated that the truck was to be so 
regarded. Bill of Lading Act 1916, Sec. 20, 49 U. S. C. A. 
Sec. 100; Carriage of Goods by Sea Act Sec. 4(5), 46 U. S.C. A. 
Sec. 1304(5). 

_ An unboxed motortruck was a “freight unit,” within mean- 
ing of Carriage of Goods by Sea Act limiting liability of carrier 
or ship to $500 per package, or per customary “freight unit” 
In the case of goods not shipped in packages. Carriage of 
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Goods by Sea Act Sec. 4(5), 46 U. S. C. A. See. 1304(5). 
Margaret Lykes, 57 Fed. Supp. 466). 


(The 


Creston Transfer Co. Suit 


The Commission has received a copy of a complaint filed by 
Creston Transfer Co., a Michigan corporation, against the 
United States of America, in the federal court for the eastern 
New York district, alleging unlawfulness of a Commission order 
of November 10, 1942, granting authority to Vanportation & 
Warehouse Corporation, of Long Island City, N. Y., to operate 
as a common carrier of uncrated new furniture between New 
York and Long Island City, on the one hand, and points in 17 
states and the District of Columbia, including Michigan, Ohio, 
Pennsylvania and Illinois, and of a Commission order entered 
September 18, 1944, denying a petition of Creston Transfer Co. 
for reopening, reconsideration and further hearing of the Van- 
portation & Warehouse Corporation application. 

The Creston Transfer Co. asks the federal court to “enjoin, 
set aside, annul and suspend” the Commission’s orders referred 
to in the complaint. It says that it operates under authority 
granted by the Commission in MC 18176 as a motor common 
carrier of new furniture between many points in 19 states, in- 
cluding the right to operate between New York, on the one 
hand, and points in Pennsylvania, Ohio, Illinois, Indiana and 
Michigan, on the other. It said that Vanportation’s “grand- 
father” application was noticed for hearing by the Commission 
in November, 1938, and alleged that the Commission’s notice 
set out only that the applicant was seeking a certificate or per- 
mit to transport household goods in nine eastern states over 
six specified routes, that this notice was not served on the 
Creston Transfer Co. It said that after the proceeding was 
reopened on the applicant’s petition the Commission’s hearing 
notice was not served on any person in any of the states out- 
side of those named in the original notice of 1938. 

Creston Transfer said that Vanportation had not offered 
evidence of any operation in handling of uncrated new furniture 
into the state of Michigan prior to the grandfather date, nor 
any evidence of any operation from any Michigan point to either 
New York City or Long Island City. 

“The applicant,’ Creston Transfer said, “has not trans- 
ported new furniture from any Michigan point since the grand- 
father date until shortly before June, 1944. Michigan represents 
the origin of the largest percentage of the traffic handled by 
this plaintiff. The new furniture manufacturing points in the 
various other states covered by this application are also served 
by this plaintiff. The applicant, therefore, is engaged in most 
serious competition with this plaintiff. It has taken business 
from this plaintiff—business this plaintiff has handled over a 
long period of time.... 

“The failure of the Commission to have any of these no- 
tices, defective as they were, posted in any of its offices in any 
of the states outside of those originally described is an unrea- 
sonable, unlawful and capricious act on the part of the Com- 
mission. This failured denied this plaintiff all opportunity of 
being heard in protection of its rights... .” 





WELLS FARGO CARLOADING RIGHTS 

Wells Fargo Carloading Co., of New York City, has filed 
with the Commission an application, docketed as FF 86, Sub. 
No. 1, for authority to amend its pending application in FF 23, 
as successor in interest to Portland Freight Consolidators, so 
as to request a permit for continuance of forwarder operations 
from points in 22 eastern and midwestern states and the District 
of Columbia to points in Oregon and Washington. 


I. C. C. ACCIDENT REPORTS 


Excessive speed on a sharp curve was found to have been 
the cause of an accident on the Southern Pacific near Colfax, 
Calif., November 8, 1944, that resulted in the death of eight 
passengers and one train-service employe, and the injury of 194 
passengers and 12 railroad employes, according to a report of 
the Commission by Commissioner Patterson, in Investigation 
No. 2842. The accident was described as a derailment of the 
engine and the first 10 cars of “first 87,” a west-bound first- 
class 18-car passenger train with cars of all-steel construction, 
while the train was moving at a speed estimated to have been 
in excess of 55 miles an hour. 


UNIFORM SYSTEM OF ACCOUNTS 

The Commission, division 1, has made certain modifications 
and amendments of the “Uniform System of Accounts for 
Steam Railroads, Issue of 1943,” effective March 1, and directed 
that all steam railroads subject to provisions of the interstate 
commerce act and every trustee, receiver, executor, administra- 
tor, or assignee of such carriers comply with the uniform sys- 
tem as amended. 





The division said the sections modified were under “general 
balance sheet accounts” and were identified as “A. Account 761. 
Miscellaneous accounts payable” and “B. Account 767. Accrued 
tax liability.” 

The Commission said it had denied a petition of November 
21, 1944, signed by E. H. Bunnell, vice president, Association 
of American Railroads, requesting reconsideration, and post- 
ponement during such reconsideration, of the effective date of 
an order of division 1, entered August 21, 1944, requiring the 
transfer of depreciation reserves from the liability side of the 


balance sheet to the asset side as a deduction from property 
account. 


Wage Adjustment Report 


A wage adjustment totalling eight cents an hour for pas- 
senger service employes of the Pacific Electric Railway Com- 
pany has been made by a national railway labor panel emer- 
gency board in a report to President Roosevelt. Five cents of 
the eight-cent increase was based on an allowance for claims 
in lieu of time and one-half pay for work performed over forty 
hours a week on the same basis as was granted virtually to all 
railroad train and engine service employes in the President’s 
arbitration award of December 27, 1943. The remaining three 
cents was granted to reduce the differential existing between 
freight and passenger service employes on the Pacific Electric 
and also to bring rates of pay more in line with rates paid to 


comparable groups on the Los Angeles Railway. The increase 
is effective as of January 1. 


The emergency board was composed of Justice James H. 
Wolfe, of the Supreme Court of Utah, who served as chairman; 
Walter Gilkyson, lawyer, of New Hartford, Connecticut; and 
Dr. A. G. Crane, former president of Wyoming State University. 

In accordance with the stabilization extension act of 1944, 
the emergency board certified that the recommended adjust- 
ments were “consistent with the standards as established by or 


pursuant to law, for the purpose of controlling inflationary 
tendencies.” 


The employes involved contended that passenger service 
workers employed by the Pacific Electric should receive the 
Same treatment as the carriers’ freight service workers who 
gy eng a total wage adjustment of nine cents an hour late 
in 1 

The emergency board, while granting the five-cent increase 
in lieu of overtime, found that because of earlier wage adjust- 
ments on the property, no basis existed for granting the re- 
maining four cents that had been awarded to railroad operating 
employes in general under the “Little Steel” formula. 





POWER BRAKE INVESTIGATION 


The Association of American Railroads has filed with the 
Commission a petition for further hearing in No. 13528, In- 
vestigation of Power Brakes and Appliances for Operating 
- Power-Brake Systems, so as to enable the A. A. R. to present 

additional testimony about “AB” brakes as to which objections 
had been raised by witnesses for the Brotherhood of Railroad 
Trainmen in a hearing held December 19 at Chicago, before 
Commissioner Patterson. 

The A. A. R. said in its petition for reopening and further 
hearing that it had not received, prior to the hearing, a written 
statement of the position to be taken at the hearing by the 
Brotherhood of Railroad Trainmen or any “outline of evidence” 
to be produced in support of such position. It said that in the 
course of the hearing, Martin H. Miller, as counsel for the 
brotherhood, produced one witness who testified with respect 
to “certain alleged undesired emergency applications of AB 
brakes on the Chesapeake & Ohio Railroad, and another witness 
who submitted similar testimony with respect to such emer- 
gency applications of AB brakes on the Chicago, Milwaukee, 
St. Paul & Pacific. Not having received an outline of that 
testimony prior to the hearing, the A. A. R. said, counsel for 
the A. A. R. was not in position to “make a satisfactory showing 
in rebuttal’ at the hearing. It said it now desired to present 
additional testimony concerning the alleged undesired emerg- 
ency applications of AB brakes. 


SURPLUS AIRCRAFT 


Secretary of Commerce Jones has announced the appoint- 
ment of Louis R. Inwood as special aircraft assistant to the 
board of directors of Reconstruction Finance Corporation in 
connection with its surplus aircraft disposal activities. Mr. In- 
wood is on leave of absence from Transcontinental & Western 
Air, Inc., with whom he has been associated since 1942. Prior 
to that time he served with the War Production Board, aircraft 
division, from 1940 to 1942, and before that with the Civil Aero- 
nautics Board and the Interstate Commerce Commission. 





TRAFFIC WORLD 





Air Transportation 





Aviation Legislation 


In explanation of H. R. 674, the civil aviation bill intro- 
duced by him, Representative Lea, chairman of the House com- 
mittee on interstate and foreign commerce, said the measure 
provided for extensive amendments to the civil aeronautics act 
of 1938 “which are greatly needed if civil aeronautics is to 
progress in this country in the future as it should.” 

Many of the provisions of the bill, said he, were similar 
to those of H. R. 3420, sponsored by him in the last session of 
Congress. That bill, said he, had been substantially revised to 
cure defects found to exist therein and to provide solutions for 


_new problems that had arisen since that bill was drafted. He 


said he would urge his committee to hold hearings on the new 
bill as soon as those interested in the legislation had had an 
opportunity to study it and formulate their comments. 

H. R. 674, said Mr. Lea, provided for establishment of an 
airport program as had been recommended by the Administra- 
tor of Civil Aeronautics. It authorized, he continued, appropria- 
tions in the first ten postwar years of not to exceed $650,000,000 
for the construction and improvement of airports. He said the 
appropriation would be used by the Administrator to make con- 
tributions for airports sponsored by pubilec agencies. The con- 
tribution of the United States, said he, would be limited to 
not more than 50 per cent of the total cost of the project. 

“Tt should be understood,” said Mr. Lea, “that the House 
committee on interstate and foreign commerce is not committed 
to the detailed provisions of this bill. . . . We are expecting to 
find a rightful bill after the hearings.” 

Mr. Lea also pointed out that the bill provided for the 
restoration of the independent status of the Civil Aeronautics 
Board and the Administrator of Civil Aeronautics. Under re- 
organization orders of the President, the regulating body was 
“housed” within the Department of Commerce, and the Admin- 
istrator was put under the Secretary of Commerce. Mr. Lea 
pointed out that the House had voted to disapprove the re- 
organization orders but that the Senate failed to go along with 
the House with the result that the orders became effective. 
Continuing, Mr. Lea, in part, said: 


The problem here is not of personalities, but a problem of proper 
organization of a commission which is a creature of Congress set up 
to perform its delegated functions. Of the six great legislative com- 
missions, this is the only one that is placed under an executive head. 
Complete in itself for efficient administration, it has a superimposed 
executive department which necessarily created duplication and delay 
in the performance of its functions. This bill provides for an inde- 
pendent Civil Aeronautics Commission to eliminate the present dupli- 
cation. 

The 1938 act provided for an independent investigation of aircraft 
accidents by an Air Safety Board. This board was abolished by the 
1940 reorganization order and its functions transferred to the Civil 
Aeronautics Board. Independence of accident investigation has such an 
important bearing upon safety in civil aeronautics that it seems clear 
the principle originally established in the 1938 act should be restored. 
This bill creates the Office of Director of Safety, which officer will be 
independent of both the commission and the administrator, and will 
be solely responsible for the investigation of aircraft accidents and 
the reporting of the causes thereof. 


State and Federal Jurisdiction 


The bill provides for a clarification of the jurisdiction of the states 
and the federal government in the regulation and promotion of civil 
aeronautics. Its purpose is to eliminate conflicts between state and 
federal agencies which necessarily result in detriment to the develop- 
ment of the industry and to eliminate duplication of effort between 
state and federal agencies. Such conflicts, where unnecessary, result 
in needless expenditure of public funds and harassment of the persons 
regulated. The bill attempts to preserve constitutional distinctions be- 
tween state and federal jurisdiction as to matters affecting interstate 
and intrastate commerce. The bill attempts to leave with each agency 
of government those activities which it is best equipped to perform. 

In view of the inherently interstate character of civil aeronautics 
and the vital necessity of uniformity in regulation, this bill provides 
for the issuance in safety regulations by a single federal agency, but 
permits the enforcement thereof by state agencies. This provision fol- 
lows the bill the House passed in 1925 which, after amendment in the 
Senate, became the air commerce act of 1926. 

The bill also provides for economic regulation by the federal gov- 
ernment of all air carriers and air contractors who carry interstate 
traffic. This includes the issuance of certificates of convenience and 
necessity, the establishment of rates, and similar functions. The eco- 


nomic regulation of air carriers and air contractors who do not par- 
ticipate in interstate traffic is left completely to State regulation. 

This proposed division of functions between state and federal 
government is substantially different from that which was proposed 
in H. R. 3420, in that it leaves more jurisdiction to the states. 


Regulation of Contract Carriers 
H. R. 674 provides for limited regulation of contract carriers by 
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air. The present law does not provide in any respect for the regulation 
of such carriers except as to certain general safety standards. 

The contract carrier, without any economic regulation, is under 
no obligation to the public to perform its service. He can confine his 
transportation to those cases that suit his convenience as to weather, 
time, place, and load. He can skim the cream off the available traffic 
and leave the less desirable to the common carrier. Without some 
regulation, he has an unfair relation to the common carrier with whom 
he may compete. Regulation would afford a more just relation to 
common carriers and maintain and promote the welfare of contract 
carriers. 

The proposed regulation of contract carriers does not apply to 
them when they do not participate in the interstate traffic. This bill 
would authorize appropriations for the maintenance of civil-pilot train- 
ing. The existing authorization of this service will expire this year on 
June 30, 1945. 


The bill also contains provisions with respect to aeronauti- 
cal training and education and airport zoning. 

The bill directs the Civil Aeronautics Commission to report 
to Congress with respect to the development of the nation’s 
international air transportation, with recommendations for leg- 
islation. 

The commission and the Postmaster General are required 
to report to Congress with respect to the carriage of various 
classes of mail by air in order that the Congress can determine 
the extent to which air-mail service may be expanded for 
speedier delivery and the economic benefit of the country, ac- 
cording to Mr. Lea. He said the bill included provisions de- 
signed to aid the Civil Aeronautics Commission in developing 
local air service by permitting the commission to decide tenta- 
tively where interstate feeder lines should go. The tentative 
findings would be subjected to a hearing before a final approval 
would be made, said he. 

The bill also provided for a codification of all civil avia- 
tion law into one statute, the civil aeronautics act of 1938, in 
order to eliminate confusion due to the fragamentary aviation 
legislation on the statute books at the present time, said he. 

Senator McCarran, of Nevada, has introduced S. 2, pro- 
viding for a national airport program “upon which $1,000,- 
000,000 would be expended by the federal, state and local gov- 
ernments.” 

“This program,” said he, “would allow construction or im- 
provement of 6,000 airports which the civil aeronautics admin- 
istrator’s recent national airport plan has announced as neces- 
sary for post-war aviation’s needs.” 

The bill authorized a federal appropriation of $100,000,000 
a year for five years which, when matched by an equal amount 
of state and city funds, would provide the billion dollars to 
carry out the C. A. A. national airport plan, said he. 

Senator McCarran has introduced S. Res. 14, providing 
for investigation and report by the Senate commerce commit- 
tee or a subcommittee thereof, on various aspects of aviation, 
including the coordination of civil air transport with other 
means of transportation. 

A Senate committee on civil aviation and aeronautics is 
provided for in S. Res. 19, introduced by Senator McCarran. 

Representative King, of California, has introduced H. R. 
1125, a bill to provide for federal aid for the development of 
airports. 

Representative O’Hara, of Minnesota, has introduced H. R. 
532, a bill to amend the civil aeronautics act with respect to 
liability of carriers for bodily injury or death to passengers, 
and for loss, damage, or delay regarding baggage, personal 
effects and goods. 

Senator McCarran introduced S. 1, a bill to create an in- 
dependent Civil Aeronautics Authority and an independent Air 
Safety Board, and to provide for the regulation of civil aero- 
nautics. 

Senator Bailey introduced S. 34, to provide for federal aid 
for airports. 


AIR TRAFFIC 


The Civil Aeronautics Board has announced that mail 
pound-miles flown by the 18 domestic airlines in October in- 
creased 43.96 per cent and express pound-miles increased 35.45 
per cent, over the corresponding month in 1943 and that revenue 
miles increased 53.55 per cent. The number of revenue pas- 
senger-miles increased 53.78 per cent compared with October a 
year ago. 

The airlines flew 96.76 per cent of their scheduled mileage 
in October. Of the 19.42 average available seats a mile, about 
89.89 per cent were occupied by revenue passengers, as com- 
pared with 18.47 average available seats of which 90.44 per cent 
were occupied by revenue passengers for the same month last 
year. 

The average airplane load on the commercial airlines in 
October was 17.46 passengers, 667.4 pounds of mail, and 246.6 
pounds of express, as compared with 16.70 passengers, 712.2 
pounds of mail, and 279.7 pounds of express a year ago. 
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The major figures for, October 1944, and for the twelve 
months ended with October, 1944 and 1943, were: 


12 12 
Months Ending Months Ending 
Oct., 1944 Oct. 31, 1944 Oct. 31, 1943 
Revenue Miles Flown... 14,800,798 134,991,684 101,790,271 
Revenue Passenger Miles 239,081,569 2,122,218,591 1,556,704,051 
Mail Pound Miles....... 9,874,522,439 96,589,653,146 67,036,925,720 
Express Pound Miles.... 3,648,574,482 34,008,008,422 30,181,687,064 
Revenue Passenger Load 
Factor (per cent of 
seats occupied) ....... 89.89 89.82 86.63 


INTERNATIONAL AIR TRAFFIC 


The Civil Aeronautics Board has made available drafts of 
the proposed international airworthiness code, in the form tenta- 
tively approved by the recent International Civil Aviation Con- 
ference at Chicago; the proposed international rules of the air 
as considered at the conference, and the proposed international 
standards relating to the licensing of operating and mechanical 
personnel was considered at the conference. 


NON-SCHEDULED FLYING COMMITTEE 


The Civil Aeronautics Administration has announced crea- 
tion of an advisory committee on non-scheduled flying, repre- 
senting the aviation industry and the private flyer, to assist it 
in planning increased post-war private flying. In announcing 
this action, T. P. Wright, C. A. A. administrator, said: 


The private flier and the non-scheduled operator of aviation services 
do not feel that they have been adequately represented in the activities 
of the federal aviation agencies. As a result of the increasing demands 
made on the C. A. A. and the C. A. B. by the scheduled air carriers, 
this has resulted in concentrating on their problems in a large measure, 
but we know that private flying possesses potentialities that may some 
day compare with scheduled flying as the private automobile now 
compares with the bus. If we are to have an aviation manufacturing 
industry of outstanding economic importance, it must be based on non- 
scheduled flying and its needs for manufacture and service. The C. 
A. A. will profit greatly by the assistance of this committee in formu- 
lating its policies relating to the encouraging and fostering of this 
part of civil aviation. 


Ship Limes and Air Transport 


“The vital public interest in a strong merchant marine 
should determine government policy in deciding applications of 
American flag shipping lines seeking to engage in overseas air 
commerce on an equal footing with other nations,’ said the 
National Federation of American Shipping in a statement issued 
on behalf of American shipping lines seeking certificates from 
the Civil Aeronautics Board to correlate air service with their 
operations. 

“Of the total of more than 100 American shipping compan- 
ies now engaged in the vital task of supplying our armies over- 
seas only 8 have sought air certificates,” the federation said. 

“The lack of a government policy with respect to interna- 
tional sea and air transportation prevents the applicant steam- 
ship lines from planning their requirements for passenger ships 
at a time when their importance as troop transports is being 
dramatically demonstrated.” 

Public attention was sharply focused on this point recently 
when one of the steamship companies was compelled to cancel 
its application to the Maritime Commission to build three new 
passenger ships because of the competitive factor of air service, 
it continued, adding: 


This uncertainty on the part of one applicant is common to all the 
others and becomes aggravated by the fact that the merchant marine 
of other great maritime powers will almost certainly employ all the ad- 
vantages of combined ship-air service. By doing so they will be able 
to estimate their passenger shipping repuirements in proper relation- 
ship to their aviation requirements and thus evolve an efficient unified 
plan of operation. If the American merchant marine cannot so plan, it 
obviously will be placed at a critical disadvantage. Because of the 
vital part it is playing in this war and because of its ever-growing 
importance as an instrument of national security and economic stability, 
it would seem most unwise and even destructive to impose further 
handicaps upon it. 


The federation said that the American flag steamship lines 
applying for air certificates sought no preferential treatment 
even on the ground of national defense, and added: 


The applicant companies ask only that the circumstance of being 
steamship companies, rather than some other kind of company, be not 
held against them in the consideration of air applications. 

They seek only the right to be considered on an equal footing with 
all other applicants and the determining factor should always be the 
public interest. 

The applicant steamship companies do not suggest any departure 
from the principles of limited and selective competition or ask for 
special treatment of any kind. They neither suggest nor seek blanket 
approval of their applications. They reaffirm their belief in the policy 
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of regulated competition in the public interest. The case of each appli- 
cant stands alone, to be judged solely by the criterion of public con- 
venience and necessity and the ability to serve the nation’s overseas 
transportation needs. 

It is obvious that all of the steamship applicants do not believe 
that they are entitled automatically to certificates of operation any more 
than to airline applicants. The test should be the number of construc- 
tively competitive services justified by traffic potentials. Which appli- 
cant or applicants may be best qualified to provide that service in the 
overall public interest is determined by the Civil Aeronautics Board. 

The whole question of American steamship lines participating in 
overseas aviation was recently the subject of thorough investigation 
by the merchant marine committee of the House of Representatives. 
The committee unanimously approved the idea of the unified service 
as being in the public interest. 

Admiral Emory S. Land, chairman of the War Shipping Adminis- 
tration, also gave his strong endorsement to the proposal in a public 
statement, in which he declared that already 26 foreign-flag carriers 
have received approval from their governments to engage in overseas 
air transportation. 


SURPLUS AIRCRAFT 


The Surplus Property Board has announced allocation of 
13 surplus transport planes, making a total of 104 such planes 
allocated to the domestic and foreign airlines. Domestic air- 
lines had received 66 and foreign airlines 38 transports. 





REDUCTION IN AIR EXPRESS RATES 


A reduction in air express rates covering the movement of 
fresh fruits, fresh vegetables, and fresh seafood, shipped from 
Brownsville, Houston, Corpus Christi, and New Orleans, to 
twenty-three cities in eight western states, is announced by 
the air express division of Railway Express Agency. The new 
rates, covered by commodity tariff C. A. B. No. 18, became 
effective January 1. 

Under the provisions of the new commodity tariff, rates 
will range from 3 to 28 cents a pound, depending upon the 
mileage involved. A minimum charge of $1.00 a shipment will 
be made. 

An additional commodity tariff (C. A. B. No. 19) represent- 
ing air express rate reductions on fresh fish, fruits, fresh mush- 
rooms, and fresh vegetables, also effective January 1, applies 
from Colorado Springs, Denver, and Pueblo, Colorado to twelve 
points in Texas and Oklahoma. 


Illinois Traffic League 


At its annual meeting at Chicago, January 4, the Illinois 
Territory Industrial Traffic League, among other things, adopted 
a resolution against the assessment of penalty charges under 
Commission demurrage orders for the purpose of attempting to 
expedite the prompt release of equipment. The league took the 
stand that more effective work could be done by shipper-carrier 
cooperation through the vigilance committees of the Mid-West 
Shippers Advisory Board. 

The league discussed the proposed report of Examiner J. 
P. McGrath in I. and S. No. 5269, Iron and Steel to Iowa, Min- 
nesota, Michigan and Wisconsin, and eight related cases (see 
Traffic World, January 6), involving iron and steel rates to 
western trunk line points. The members were informed that 
the report was in harmony with the views of Illinois shippers 
and that a special meeting of the league’s iron and steel com- 
mittee would be called to analyze the examiner’s report in 
detail for the purpose of determining whether or not any ex- 
ceptions to it should be filed. 

A motion was adopted by the league to the effect that the 
public interest required that the federal government prescribe 
minimum standards for size and weight limitations applicable 
to commercial motor vehicles operating on interstate highways. 

It also adopted a resolution that legislation should be 
passed, if legislation is necessary, by which the Internal Reve- 
nue Department would grant relief from taxes on funds set 
aside by the railroads, under the jurisdiction of the Commis- 
sion, for deferred maintenance and acceleratéd depreciation. 
Such funds, the resolution said, should be used for the necessary 
repair and maintenance when material and manpower became 
available. 

The league reaffirmed the position it had taken previously, 
that the Commission should be left free to deal with rates in 
accordance with general principles prescribed in the interstate 
commerce act, and that it should be permitted to act “untram- 
meled by special direction, restriction or pressures from other 
governmental agencies.” The resolution was aimed at the series 
of so-called rate-making bills introduced in the last session of 
Congress, and at the action of the Department of Justice in 
filing the antitrust suit against the western railroads at Lin- 
coln, Neb. 

Action on Air Transportation 


Because of the broad problems involved, the league, after 
considering the report of its legislative committee on airport 
policies and on the control of one form of carrier by another, 
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decided that these matters should be referred to a special com- 
mittee, to be appointed. The committee is to study the involved 
matters and submit a report and recommendations to the league 
at its next meeting. The legislative committee recommended 
that the league go on record in favor of a legislative policy 
under which air transportation would no longer be considered 
in the pioneering stage. Ultimately, the committee said, all 
phases of aviation should be put on a self-sustaining basis, 
including a reasonable user charge for airports, just as had been 
the progressive objective, it said, in regard to highway users, 
It said that the characteristics of air passenger transportation 
were such as to include in passenger rates due recognition of 
the economic cost of the service so as to enable the service to 
be placed on a self-sustaining basis as soon as practicable. 

The legislative committee also called the league’s attention 
to the expiration date, May 16, in the freight forwarder act, 
of the authority for the maintenance of joint rates between 
freight forwarders and motor carriers, recommending that such 
rates be discontinued. The league adopted the committee’s 
recommendation, and also voiced opposition to any further 
extension, insisting that joint rates should be cancelled and that 
if the carriers desired to establish any rates other than the 
local rates, the assembling and distributing rates, as provided 
for in the forwarder act, should be published by the motor 
carriers. Such rates, it said, should be open to shippers and 
shipper associations as well as to regulated freight forwarders. 

President Schwietert was instructed to appoint a special 
committee to study legislation which, it was said, would be in- 
troduced at the next session of the general assembly of Illinois, 
at Springfield, the committee to analyse such bills and report at 
the next meeting of the league, or urge the calling of a special 
meeting of the league if that should appear desirable. The 
committee consists of William Ott, general traffic manager, 
Kraft Cheese Co., Chicago; R. K. Keas, traffic manager, Laclede 
Steel Co., Granite City; L. F. Orr, general traffic manager, Pet 
Milk Co., St. Louis, Mo.; H. L. Hill, traffic manager, Traffic 
Bureau of East Moline, Moline, Rock Island, Inc., Moline; and 
M. L. Lauterbach, traffic manager, Chamber of Commerce, 
Springfield. 

The following officers were reelected: president, A. H. 
Schwietert, traffic director, Chicago Association of Commerce; 
first vice-president, E. Manske, general traffic manager, Allis- 
Chalmers Mfg. Co., Milwaukee, Wis.; second vice-president, 
Mr. Orr; and secretary-treasurer, Mr. Hill. The board of di- 
rectors was also reelected, with the addition of the following: 


'E. J. Davis, traffic manager, Caterpillar Tractor Co., Peoria; 


E. A. Dagenais, traffic manager, Kroehler Mfg. Co., Naperville; 
and Rolla Geekie, Illinois Cereal Mill, Inc., Paris. 


AIR MAIL TO TERRITORIES 


Air mail rates between the continental United States, in- 
cluding Alaska, and Puerto Rico, the Virgin Islands and Hawaii 
will be reduced January 15, Postmaster General Frank C. 
Walker has announced. Continuing, he said: 


The existing rate of 10 cents a half ounce on air mail to or from 
the continental United States and Puerto Rico or the Virgin Islands will 
be reduced to 8 cents. 

The new rate on air mail to or from the continental United States 
and Hawaii will be 15 cents a half ounce, a reduction from 20 cents. 

The air mail postage rate to or from Puerto Rico or the Virgin 
Islands and Hawaii will be 23 cents a half ounce, a reduction from 30 
cents. This represents the rate from Puerto Rico or the Virgin Islands 
to the continental United States, plus the rate from the continental 
United States to Hawaii. 

The air mail postage rates from Hawaii to foreign countries, when 
dispatched by way of the United States, will be the rate from Hawaii 
to the continental United States, plus the rate from the continental 
United States to the country of destination. No change is made in air 
mail postage rates from Hawaii on mails for foreign countries which are 
not routed by way of the continental United States. Except as indi- 
cated in the foregoing there are no other changes in the air mail postage 
rates from Puerto Rico and the Virgin Islands. 


OVERSEAS AIR SERVICE STUDY 


The Civil Aeronautics Board has published a report by 
F. H. Crozier, chief of the research and analysis division of 
the board, on overseas air service patterns—travel distribution 
and composition—all areas. The report presents data and 
comment bearing on the following subject matter: Regional dis- 
tribution of total travel by transit areas; regional distribution 
of potential air travel; regional distribution of national origin 
of travel, and distribution of surface carrier passenger revenues 
between United States and foreign vessels, and distribution of 
revenues contributed to United States and foreign vessels by 
United States and foreign residents. 


SHORT LINE DIRECTORS’ MEETING 


The board of directors of the American Short Line Railroad 
Association will meet at the Morrison Hotel, Chicago, Ill., Feb- 
ruary 7. 
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I. C. C. Annual Report 


Regulation of Rate Bureaus and Land Grant Rate Repeal 
Among Recommendations for Legislation— 


Traffic Data Reviewed 


e Amendment of the interstate commerce act so as to pro- 
vide “adequate regulation of two or more common Car- 
riers or freight forwarders subject to the act, when they agree 
upon and act jointly through a bureau, conference, or associa- 
tion in establishing rates, fares, charges, etc., subject to the 
provisions of the act,” is one of the legislative recommendations 
made in the Commission’s fifty-eighth annual report to Congress. 
Another recommendation made in the report was that vari- 
ous provisions of the act authorizing the Commission to require 
reports from carriers and others and to inspect and copy ac- 
counts, books, records, etc. (sections 20, 220, 313 and 412) be 
amended so as to be applicable to associations or organizations 
maintained by or in the interest of any group of carriers or 
freight forwarders subject to the act. 

The Commission said that copies of the report would not 
be available for distribution for “nine or ten days.” Only a 
printer’s proof copy of the report was made available for in- 
spection by the press at the Commission at the time of its 
issuance, January 9. 

The report covered the period from November 1, 1943, to 
October 31, 1944, except as otherwise noted in the report. 

In discussion in support of its recommendation for legis- 
lation to give it jurisdiction over rate bureaus and conferences 
of carriers, the Commission said that in 1944 there had been 
two important developments, of significance in connection with 
the application of the Sherman antitrust act to transportation 
agencies. The first of those, it said, was the acquittal by a 
grand jury in the federal district court at Denver, on April 6, 
of the Middlewest Motor Freight Bureau of Kansas City, Mo., 
and a number of other similar organizations as well as motor 
carriers and individuals who had been indicted for conspiracy 
to violate the antitrust laws. The second development, it said, 
was the filing of a complaint by the federal government in 
federal district court at Lincoln, Neb., charging violations of 
section 1 and 2 of the Sherman act by the Association of Ameri- 
can Railroads and certain railroad companies and individuals, 
and seeking dissolution of the A. A. R. 

The indictment at Denver, the Commission said, was based 
“at least in part” on information that had come to the Com- 
mission’s official knowledge and that had been referred by it 
to the Justice Department. 


“Doubt” About Sherman Act 


_ “The outcome of the trial at Denver, however,” it con- 
tinued, “suggests doubt as to the practical value of the Sherman 
act in preventing reprehensible practices through joint action 
by carriers and their organizations. Rather, it appears that a 
more effective administrative remedy could be devised by an 
amendment to the interstate commerce act.” 

In further discussion, the Commission said: 


Until about five years ago, the view was rather generally held that 
for all wrongs for which the parties are afforded a remedy by terms of 
the interstate commerce act, to that extent the interstate commerce 
act supersedes the anti-trust laws. 

While such a view perhaps requires qualification in the light of 
more recent court decisions, it is supported to some extent by the evi- 
dent disposition on the part of Congress to negative the application of 
the anti-trust laws to certain transactions of carriers subjected to regu- 
lation under the interstate commerce act, section 5(11) of which affords 
an example. Also it is significant that the statement of national trans- 
portation policy added to that act in 1940 contains the following: 

“. .. to encourage the establishment and maintenance of reasonable 
charges for transportation services, without unjust discrimination, un- 
oe preference or advantage, or unfair or destructive competitive prac- 

MOB. casa 

In our opinion, there is danger that undue breadth in interpreting 
and applying the Sherman act would interfere with carrying out the 
stated policy against ‘‘unfair or destructive competitive practices.’’ We 
believe therefore that there is just as much present need for legislation 
to prevent any such outcome and to clarify the rights and duties of 
carriers subject to the interstate commerce act as there was at the 
time of the first session of the 78th Congress, when two bills which 
would have that effect were introduced: S. 942, by Senator Wheeler, 

To amend the interstate commerce act to provide for agreements be- 
tween common carriers by railroad, between common carriers by pipe- 
line, between common carriers by motor vehicle, between common car- 
riers by water, and between freight forwarders, for the making and 
filing of rates, fares, charges and classifications for transportation of 
passengers and property, and for other purposes,’’ and H. R. 2720, by 
Congressman Bulwinkle, ‘‘To amend section 1(4) of the interstate 
commerce act... .” 

Although neither of these bills in our opinion dealt adequately with 
the problem, we were entirely in sympathy with their broad objective. 


Other Recommendations 


Other legislative recommendations set forth in the report 
were the following: 
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That sections 1(22), and paragraphs related thereto, setting forth 
certificate requirements with respect to abandonment or construction of 
rail lines, section 5(13) and related paragraphs dealing with mergers or 
consolidations of rail carriers, and section 20a(1) and related para- 
graphs, dealing with issuance of securities by rail carriers, be amended 
so as to make these paragraphs inapplicable to street, suburban and 
interurban electric railways except those operated as parts of general 
steam railroad systems of transportation or those engaged in the gen- 
eral transportation of freight and interchanging standard steam railroad 
freight equipment with steam railroads for transportation in interstate 
or foreign commerce to or from points on their lines; and that sections 
1(22) and section 5(2) (a) be amended so as to make those sections in- 
applicable to acquisition or operation of spur, industrial, team, switch- 
ing, or side tracks of the excepted electric railways. 


That section 5(2) (b), setting forth procedure for handling by the 
Commission of railroad applications for consolidation, merger, acquisi- 
tion of control or acquisition of trackage rights, be amended by remov- 
ing therefrom the requirement that ‘‘a public hearing shall be held in 
all cases where carriers by railroad are involved.’’ 


That sections 20 and 20a, setting forth requirements with respect to 
accounting by rail carriers and to issuance of securities by such car- 
riers, be amended so as to make them applicable to non-carrier sub- 
sidiaries of rail carriers, ‘‘at least with respect to their accounting and 
the issuance of securities,’’ and that restrictions be imposed on the ex- 
penditure of carrier funds, the incurring of obligations, or the acquir- 
ing of property by a carrier or its subsidiaries, except for the operation 
or legitimate improvement or development of its property. 


That section 222, making unlawful, among other things, the grant- 
ing of rebates or concessions by motor carriers and prescribing penal- 
ties therefor, and requiring the filing of certain reports, be amended 
by adding a new paragraph by which would be provided ‘‘a remedy by 
forfeiture’ for failure of motor carriers, brokers, etc., to keep records 
in accordance with regulations prescribed under part II of the act or 
failure to file reports prescribed thereunder. (The Commission said 
that a remedy by forfeiture was provided for violation of various provi- 
sions of part I of the act, ‘‘section 20(7), for example,’’ and that for 
various reasons a forfeiture suit would be preferable to a prosecution 
on the filing of information, ‘‘which is now necessary in cases of derelic- 
tions such as those before mentioned.’’) 


That section 411(c), making it unlawful for a director, officer, em- 
ploye or agent of any common carrier subject to the act or of any per- 
son controlling, controlled by, or under common control with such a 
common carrier, in his or their own personal pecuniary interest, to 
own, lease, control, or hold stock in, any freight forwarder, directly 
or indirectly, be amended so as to permit such ownership, lease, control 
or holding on authorization by order of the Commission ‘upon due 
showing that neither public nor private interests will be adversely 
affected thereby.”’ 


That section 411, dealing with relationships between freight forward- 
ers and other persons, be amended to provide for the regulation of 
consolidations and leasing of freight forwarders. 


That a new section be added to each of parts II, III and IV, in 
which would be specified the period within which actions at law by 
motor common carriers, common carriers by water, and freight for- 
warders for recovery of their charges or any part thereof and actions 
against such transportation agencies for recovery of undercharges 
should be brought, similar in effect to the provisions of section 16(3), 
affecting rail carriers subject to part I. 


That the federal statutes commonly known as the transportation of 
explosives act (U. S. Code, title 18, sections 382-386) be completely 
rewritten ‘‘in the light of important developments relating to this sub- 
ject which have occurred in the 23 years since the last revision of these 
statutes.”’ 

That Congress amend the standard time act ‘‘so as fully to occupy 
the legislative field respecting standards of time to be observed through- 
out the nation.’’ (In discussion of the circumstances on which this 
recommendation was based, the Commission said that a three-way con- 
flict between federal, state and municipal standards-of time was con- 
tinuing; that section 2 of the ‘‘wartime’’ act of January 20, 1942, was 
not clear, as under its terms there appeared to be a gap possibly 
amounting to as much as two months between the termination of ‘‘war- 
time’’ and the restoration of the normal time standards, in which 
period there would be no federal standard. The Commission said its 
past experience indicated the possibility that, if ‘‘wartime’’ expired 
without additional legislation, many states and municipalities in the 
eastern parts of the several time zones would refuse to return to the 
normal standards for those zones, and that, therefore, clarifying legis- 
lation appeared to be needed.) 

That the reduced land-grant rates of railroads on certain govern- 
ment traffic be abolished by legislation like H. R. 4184, passed by the 
House May 23, 1944. 

That legislation such as that embodied in S. 1473, the Wheeler bill 
passed by the Senate June 22, 1944, to effect certain changes in the 
interstate commerce act (see Traffic World, July 1, 1944, p. 48, be 
enacted. 


The Commission also recommended enactment of legisla- 
tion to continue its powers with respect to motor carriers and 
water carriers under the second war powers act, its report hav- 
ing been written before the date of enactment of a bill that 
carried that recommendation into effect (see Traffic World, 
Dec. 23, p. 1618). 


Carrier Performance 


Referring to a statement in its 57th annual report that 
some of the credit for the effective handling of the large traffic 
volume after Pearl Harbor was due to extensive and close co- 
operation of shippers, state and local governments, and federal 
government agencies with the carriers, the Commission said 
that it was more or less implicit in the further successful han- 
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IN TO END 


THE CHAIN OF 
TIDEWATER 


TERMINALS 
AND INLAND 
WAREHOUSES 


Au the productive, transporta- 





tion, and storage genius of America 
is backing the attack against world-wide 
bondage. The Chain of Tidewater Ter- 
minals and Inland Warehouses is proud of 
the direct part it is playing in striking the 
chains from the fettered peoples of the earth. 

Their responsibility will not be suddenly 


terminated with the armistice. Ruins liber- 





ated are ruins still, and traffic to the areas 
| under reconstruction will continue heavy 


for some time to come. 


We cannot predict, therefore, the exact 


IF YOU'RE NOT IN THE 


you should be! This is not meant to be flippant, 
but rather as a suggestion that you may be denying 
yourself a tangible and competitive advantage if 
you are not using field-warehousing. Tidewater 
Field Warehouses, Inc., augments your reserve 


of bank-credit, by setting up actual warehousing- 
operations in your own establishment. It provides 
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CHAINS 


time when we shall be released for peace- 
time pursuits; the process probably will be 
gradual. At the earliest possible moment, 
however, we shall be happy to offer you, as 
they become available, the facilities of the 
Chain of Tidewater Terminals and Inland 


Warehouses. 


These total 9,544,800 square feet of com- 
bined storage-space, and 5 miles of piers 
and wharves, in their strategically located 
chain of coastal and inland warehouses. 
Consult your nearest branch for such facili- 


ties as may be available from time to time. 


WAREHOUSING-BUSINESS 


you with valid warehouse-receipts, negotiable as 
collateral at your bank, for your inventories of 
raw materials and finished products. If you are a 
manufacturer, distributor, or processor, investi- 


gate the “Tidewater Method” of field-warehous- 
ing, without delay. 


TIDEWATER FIELD WAREHOUSES, INC. 


17 STATE STREET, NEW YORK 4, N. Y.—JOHN J. McMACKIN, Vice-President 
PLEASANT STREET, EASTHAMPTON, MASS.—E. C. THOMSON, Vice-President 
A Unit of the Chain of Tidewater Terminals and Inland Warehouses 
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dling of the war transport burden of the past year that this 
cooperation had been continued “in an equal or greater degree.” 


“It is true,” the Commission said, “that in terms of equip- 
ment both the railways and the water carriers were slightly 
better off by the end of the calendar year 1943, and that there 
was a noticeable increase in pipeline facilities long before the 
end of the past fiscal year. On the other hand, all indications 
point to the conclusion that the situation with regard to motor 
— facilities has not improved and probably has wors- 
ened.” 


Although total locomotive units reported by the railroads 
increased by only 1.6 per cent, said the Commission, aggregate 
tractive effort, as measured by the figures for the Class I rail- 
roads, rose by nearly 3 per cent, as against an increase of only 
1.8 per cent between 1941 and 1942. 


Railroad Ton-Miles 


Tons of railroad freight originated increased by nearly 4 
per cent in 1943 over 1942, and the number of passengers car- 
ried increased by more than 42 per cent, the report showed. It 
added that revenue ton-miles rose by nearly 14 per cent and 
total passenger miles by over 63 per cent. Thus it was shown, 
it said, that the relatively slight increases in rail equipment 
facilities were greatly exceeded by relative improvement in 
railway performance. It added that still further improvement 
was recorded in the first half of 1944. The average load a 
freight car, it noted, declined by a little less than 1.8 per cent. 


Motor Carrier Situation 


The Commission said there was some difference of opinion 
as to the equipment situation in the motor carrier industry, but 
that it was generally understood that a considerable number 
of trucks had been laid up, although no definite figures were 
available. Truck-miles and tractor-miles of carriers reporting 
to the Commission declined a little over 1 per cent in 1943 
under 1942 for common carriers, and the first half of 1944 
showed a decrease of 3.8 per cent under the first half of 1943, 
according to the report. 


“For contract carrier traffic,” the Commission said, “the 
decreases in the calendar year 1943 and the first half of 1944 
were 13.1 and 3 per cent, respectively, under the figures for the 
corresponding earlier periods. Despite these declines in vehicle- 
miles, the total common carrier tons carried showed increases 
of 14.2 per cent in 1943 over 1942 and 2.6 per cent in the first 
half of 1944-over the first half of 1948. Contract carrier ton- 
nage fell off nearly 5 per cent in the calendar year 1943, but 
increased somewhat in the first half of 1944 over the corre- 
sponding half of 1943. For contract carrier and common car- 
rier traffic combined, the tonnage in the first half of 1944 in- 
creased 2.6 per cent despite a decline in vehicle-miles of 3.7 
per cent in the first half of the year. 

Vessels on the Great Lakes increased in number in 1943 
as against 1942, but on the inland waterways the number of 
vessels decreased in 1943, said the Commission. For the inland 
waterways and Great Lakes combined, it said, there was a de- 
cline of 62 vessels but an increase of nearly 200,000 in the gross 
registered tonnage as compared with 1942. It added that both 
tons originated and total ton-miles declined on the Great Lakes 
and the inland waterways, the total combined decrease in orig- 
inations being 6.71 per cent and the decrease in ton-miles, 4.65 
per cent. 


Carrier Revenues 
Operating revenues of various agencies of transport in 12 


months ended June 30, 1944, and the calendar years 1943 and 
1942 were tabulated in the report as follows: 


1944 1943 1942 

SRO TAUWEYE 206 o0ecc cscs $9,584,714,000 $9,288,264,000 $7,691,255,000 
Railway Express Agency.... 235,490,000 207,545,000 155,306,000 
Sena ree 129,941,000 124,911,000 99,682,000 
Electric railways ........... 99,878,000 99,411,000 67,623,000 
I TO oo cibcacwccacwces 213,052,000 192,972,000 123,025,000 
IO cn praiactnawaalasieisie.e-ee 298,120,000 276,652,000 245,061,000 
Motor carriers—passengers.. 573,554,000 546,658,000 397,873,000 
Motor carriers—property.... 1,408,121,000 1,373,241,000 1,188,664,000 

ne ae ee $12,542,870,000 $12,109,594,000 $9,968,489,000 


The Commission observed that the freight ton-miles of 
Class I railroads in 1944 were at a level over twice that of 
1940, _ their passenger miles at a level over four times that 
of 1940. 

“The fact that in the war years freight cars moved over a 
longer distance with one loading, and that shippers as an aver- 
age put more freight into each car, and also that more pas- 
sengers were carried per coach, helps to explain the ability of 
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the rail lines to handle the-greatly increased war traffic meas- 
—. in ton-mile and passenger-mile units,” the Commission 
noted. 

Intercity Traffic Data 


In a tabulation of volume of intercity traffic, public and 
private, by kinds of transportation, the Commission showed 
that out of a total of 1,020,875,000,000 ton-miles in 1943, the 
railways (steam, and electric, including express and mail) 
moved 734,715,000,000 ton-miles, or 71.97 per cent; that moior 
carriers of property moved 48,199,000,000 ton-miles, or 4.72 per 
cent of the total; that carriers on the inland waterways, in- 
cluding the Great Lakes, moved 141,652,000,000 ton-miles, or 
13.87 per cent of the total; that pipelines transported 96,257,- 
000,000 ton-miles, or 9.43 per cent of the total, and that car- 
riers on the airways in domestic revenue service, including 
express and mail, transported 52,000,000 ton-miles, or 0.01 per 
cent of the total. 

The grand total of ton-miles for 1942 was shown as 918- 
797,000,000, and the shares of the various transport agencies 
in that total were shown in the tabulation as follows: railways, 
70.23 per cent; motor carriers of property, 5.47 per cent; water 
carriers, inland and Great Lakes, 16.17 per cent; pipelines, 8.13 
per cent, and air carriers, less than 0.01 per cent. 

Passenger-miles of intercity traffic in 1943 totaled 271,501,- 
000,000, according to the tabulation. It showed that this figure 
was divided as follows among the transport agencies: Railways, 
33.13 per cent; motor carriers, 11.31 per cent; private auto- 
mobiles, 54.25 per cent; inland waterways and Great Lakes, .71 
per cent; airways, 0.60 per cent. The 1942 passenger-mile total, 
according to the tabulation, was 279,501,000,000, divided as fol- 
lows: Railways, 19.7 per cent; motor carriers, 7.70 per cent; 
private automobiles, 71.42 per cent; inland waterways and 
Great Lakes, 0.67 per cent, and airways, 0.51 per cent. 


Debt Reduction 


The Commission reported that in 1943 the Class I line-haul 
railroads and their lessors, excluding companies in receivership 
and trusteeship, had reduced their long-term debt from $9,- 
471,283,194 to $9,051,332,168, a decrease of 4.43 per cent. For 
line-haul railroads alone, it said, the reduction was $404,415,156, 
or 5.28 per cent, and for lessors, $15,535,870, or 0.86 per cent. 
It added that in the same period fixed-interest charges of 
solvent Class I line-haul railroads and of their lessors were 
$19,150,053, or 5.39 per cent, less than for the preceding year. 
Seventy-two of the line-haul roads had decreases in long-term 
debt ranging from 0.01 per cent to 82.37 per cent; 11 had no 
changes, 10 had increases, and eight had no long-term debt, 
the Commission said. The largest reduction, that of 82.37 per 
cent, was reported by the Gulf, Mobile & Ohio, and it explained 
that this large percentage was due chiefly to ‘adjustment of 
amount payable to affiliated company,” and that the reduction 
in other long-term debt of the G. M. & O. was only 11.27 per 
cent. 

Water Carrier Problems 


Dealing with problems in regulation of water carriers, the 
Commission said that one phase of such problems that it was 
studying was an effort to determine the effects, harmful or 
otherwise, of the present exemptions of some water carriers 
from regulation, on the functioning of the industry as a whole 
and on the national transportation system. Its study also em- 
braced an analysis of the effects of the war on. the water car- 
rier industry and of various special phases of management and 
control of water carriers, it said. It said it contemplated giving 
all who were interested an opportunity to express their views 
before reaching any conclusions or making any recommenda- 
tions. It said it desired, so far as appropriate, to assist those 
water carriers who faced difficult problems in rehabilitation of 
suspended operations after the war. Potentially difficult post- 
war problems included those resulting from the use by others 
of new types of war-built watercraft in inland and coastal 
trades, and the increase in the level of labor, fuel, stores, 
rentals, and other operating costs, it said. It added that some 
appeared to contemplate joining of land with water transporta- 
tion. 

“To the extent that the higher level of costs contiunes after 
the war,” it continued, “carriers will have to attain a greater 
degree of efficiency in their operations and consider the kinds 
of rate adjustments needed to meet the rates of competing forms 
of transportation.” 

Railroad Accidents 


The Commission reported that in 1943 there were 16,061 
train accidents reported, “or an average of 8.87 for each million 
locomotive miles,” as compared with 7.106 accidents reported, 
or an average of 5.43 for each million locomotive miles, in 
1940. However, it continued, there was a slight decrease in the 
number of train accidents reported in the first six months of 
1944, as compared with the corresponding period in 1943, the 


total in the first half of 1944 being 8,203, as against 8,209 in | 
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1943, or an average of 8.99 and 9.20, respectively, for each 
million locomotive miles. 

For all railway accidents taken together, the number of 
persons killed in the first six months of 1944 was 2,229, a de- 
crease Of 5.11 per cent from the first six months of 1943, said 
the Commission. It added that the number injured was 28,981, 
“an increase of 0.43 per cent over the first six months of 1943.” 
Train accidents ascribed to defects in or failure of equipment 
decreased 1.08 per cent in the first six months of 1944, com- 
pared with the corresponding months of 1943, but those ascribed 
to defects in or improper maintanance of way and structures 
increased 2.52 per cent, it said. Its further comment included 
the following: 


Among the conditions which have contributed to the increase in 
the accident record during the war period, are the increased number 
of trains operated, the large number of passengers carried on trains 
involved in accidents, and increase in the amount of traffic handled. 
However, in each of the years following 1940 the passenger casualties, 
both fatal and non-fatal, averaged fewer per billion passenger-miles 
than in 1940.... 

It appears that for each class of person (passengers, employes, 
and persons other than passengers and employes) the fatalities were 
much greater in World War I than in World War II, the total for all 
classes being 10,087 in 1917 and 9,286 in 1918, compared with 5,337 
in 1942 and 5,051 in 1943...In 1932, and again in 1935, but a single 
passenger was reported as killed in a train accident....In the 10 
years ended with 1940, the average annual number of employe fatalities 
in railway accidents of all kinds was 601, compared with the 4,534 
killed in 1907.... 

Practitioners Admitted 


In the year ended October 15, 1944, “which included the 
fifteenth anniversary of the establishment of our register of 
practitioners,” said the Commission, 330 applicants were ad- 
mitted to practice, “fewer than in any previous year.” It said 
that 298, or 90.3 per cent of that total, were lawyers and 32, 
or 9.7 per cent, were nonlawyers. Admissions since the estab- 
lishment of the bar on September 1, 1929, totaled 15,290, of 
which 10,968, or 71.7 per cent, were attorneys, and 4,332, or 
28.3 per cent, were not attorneys, it added. It noted that the 
current rate of admissions was less than one-fourth of that 
for 1938, and said applications had declined since, in 1942, the 
requirement was made that applications be accompanied by a 
fee of $10. 

The Commission said its Bureau of Accounts, in the period 
covered by the instant report, had completed 812 general and 
special investigations of the accounts and records of transpor- 
tation agencies subject to its jurisdiction, leaving 35 investiga- 
tions In progress; that 63 orders were issued, including 51 per- 
taining to depreciation accounts of railroads, pipelines and water 
carriers, and that a tentative draft of a uniform system of 
accounts for persons furnishing cars or protective services 
7 heat or cold was expected to be made effective January 


Substantial Net Earnings 


_ The Commission said that as a consequence of full utiliza- 
tion of railroad plant and equipment to move “the large volume 
of traffic,” it had been possible to absorb increases in wage rates 
and material prices, pay high taxes and to have left substantial 
net earnings. It said that out of the $9,553,000,000 in revenue 
and other income collected by the Class I line-haul railroads in 
the fiscal year 1944, the sum of $4,621,000,000 was paid for 
operating expenses other than wages and salaries, but including 
operating rents and taxes, “leaving $4,932,000,000 for employes 
and investors.” The shares of those two groups were $3,525,- 
000,000 and $1,407,000,000, or 71.5 per cent and 28.5 per cent, 
respectively, it said, adding: 


The 71.5 per cent represents sharp advance over the 62.4 per cent 
for the calendar year 1942, and exceeds the 68.5 per cent for the year 
1940. Owing to increases in wage rates, there has been a more rapid 
increase in the payroll than in the investors’ share, i. e., income 
available for fixed charges, dividends and surplus, which in the five-year 
period (1940-1944) was at a peak in 1942. Included in taxes is the 
amount of the payroll taxes which logically are an addition to wages. 
In 1943, this was $211,303,000 and in the fiscal year 1944, $228,726,000. 


The Commission showed that net income figures of the 
Class I line-haul railroads, after provision for all taxes, in the 
years 1940 to 1943, inclusive, and the 12 months ended June 30, 
944, were: $189,000,000 in 1940, $500,000,000 in 1941, $902,000,- 
000 in 1942, $874,000,000 in 1943, and $738,000,000 in the year 
ended June 30, 1944. It said that in the calendar year 1943 the 
ederal income and profits taxes of these railroads amounted to 
$1,335,123,475, of which the excess-profits tax portion was 
$885,359,690. 
. Operating revenues from freight service of these railroads 
In the calendar year 1943 totaled $6,966,034,572, while such 
revenues from passenger and allied services totaled $2,079,659,- 
28, the Commission said. It stated that operating expenses in 
freight service totaled $4,302,471,365, while operating expenses 
Mm passenger and allied services in the calendar year 1943 totaled 
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$1,346,933,993, the operating ratio for freight service thus being 
61.76 and that for passenger service, 64.77. 


Issuance of Securities 


From October 1, 1943, to October 31, 1944, the Commission 
said, the Commission had authorized the nominal issue of 
$1,948,300, the conditional issue of $209,337,000 and the actual 
issue of $778,158,905 bonds. It said sinking funds were required 
or voluntarily provided for $635,947,905 of the actual issues. Of 
the bonds actually issued, it said, $752,874,905 had provisions 
for their redemption prior to maturity, and the actual issues 
included $78,200,000 of serial bonds or notes that would mature 
annually in from one to 29 installments. 

“The issue of bonds with sinking fund and call provisions,” 
it continued, “and the issue of serial bonds, put the railways in 
position to continue the gradual reduction of their debt. In addi- 
tion, these refunding operations have effected an immediate 
reduction of $92,852,990 in annual interest charges. The amount 
of this reduction will increase as the serial bonds are retired. 

“As of October 31, 1944, we had approved plans of reor- 
ganization for 29 railroads which have required or will require 
the reduction of their long-term debt from $3,175,609,000 to 
$1,749,573,800, much of the latter being in the form of income 
bonds involving no fixed charges against income. Of these plans, 
23, involving a reduction of long-term debt from $2,048,529,000 
to $1,119,568,000 have been approved by the district courts hav- 
ing jurisdiction in the proceedings. . . . Eighteen of the 23 plans 
have also been confirmed by the district courts. Should all plans 
approved by us be approved and confirmed by the courts, 29 
of the 43 railroads which have filed petitions under section 77 
proceedings not discontinued before reorganization will, through 
proceedings under that section, have their total debt, including 
unpaid interest, reduced from $4,056,426,489 to $1,749,573,800. 
Under the plans approved, obligatory fixed charges would be 
reduced from $141,580,228 to $39,120,559. Of this reduction, 
$32,303,429 has already been effected, leaving $70,156,240 to 
be realized... ~” 

The Commission said that from July 1 to October 31, 1944, 
inclusive, securities in the principal amount of $240,429,000 in 
addition to $62,135,866 of equipment obligations and $115,000,- 
000 of terminal company bonds were sold at competitive bidding 
pursuant to its requirement for such bidding as set forth in its 
order of May 8, 1944, applying after June 30, in connection with 
its report in Ex Parte No. 158 (257 I. C. C. 129). It said the 
market had been favorable for the sale of bonds of the type 
sold at competitive bidding, and that, “for example, the proceeds 
received by the Great Northern for its three issues exceeded by 
$1,410,050 the amount which it would have received had it 
accepted the next highest bid.” 


“Emergency Facilities” 


The railroads, according to the report, had continued to 
avail themselves of the internal revenue code provision per- 
mitting them to amortize, over a period of 60 months, the cost 
of “emergency facilities’ acquired in the interest of national 
defense. The Commission said that, as of June 30, 1944, rail 
facilities costing about $900,000,000 had been duly certified as 
emergency facilities and that about 90 per cent of that amount 
was for equipment. 

“For the first six months of 1944,” it continued, “the 
charges to operating expenses for amortization of the cost of 
these facilities were at the annual rate of $180,000,000, or larger 
by $149,220,000 than the normally applicable depreciation 
charges which are estimated to be approximately $30,780,000. 

“It may be expected that the cost of the preponderance 
of these facilities will have been fully amortized by the close 
of 1947. Unquestionably, most of the property, and particularly 
the equipment, will be retained in service for the remainder of 
its normal life expectancy, long beyond the five-year amortiza- 
tion period. Since, in lieu of normal depreciation charges of 
approximately $30,780,000 per annum over its full lifetime 
period, the cost of the property will have been charged to 
operating expenses by amortization over the shorter five-year 
period, further charges to operating expenses, beyond that 
period, for depreciation that otherwise would have been ap- 
plicable, will not be permissible under our accounting regula- 
tions.” 


Deferred Maintenance 


Based on studies recently made by its Bureau of Valuation, 
the Commission said, the present accumulation of deferred 
maintenance of railroad property was estimated to be about 
$300,000,000, including provision for inadequacy and obsolescence. 
It said this was at the rate of about 4 per cent of the annual 
total maintenance expenses for “the past three years,” and 
equal to about 11 per cent of the total maintenance expenditures 
for 1944. In the first six months of 1944, it said, railroad ex- 
penditures for maintenance of way and structures and main- 
tenance of equipment, exclusive of charges for depreciation and 
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amortization, were at the annual rate of $2,282,000,000. It 
added that this figure was the largest in history, “24 per cent 
larger than the amount spent in 1929; 9 per cent larger than 
in 1943; 37 per cent larger than in 1942, and more than twice 
the average for the eight-year period 1934 to 1941.” 


Motor Carrier Applications 


In the period covered by the report, said the Commission, 
the Commission had disposed of 7,560 motor carrier applica- 
tions for operating authority, of which 4,527 had been approved 
and 3,033 had been denied, dismissed or withdrawn. It con- 
tinued, in part, as follows: 


Since the enactment of part II, we have disposed of 131,023 appli- 
cations, of which 41,282 were approved and 89,741 were denied, dis- 
missed or withdrawn. The great majority of these applications were 
filed under...the ‘‘grandfather’’ clauses...The great majority of 
motor carriers... were engaged (on the ‘‘grandfather’’ dates) in per- 
forming a limited service for certain industries or certain communities, 
and their operating authorities were limited accordingly...A large 
number of such limited operations were sold by the owners thereof to 
other carriers having limited operating rights. This has resulted in 
a number of outstanding authorities, each authorizing certain unasso- 
ciated operations which cannot readily be integrated into a single more 
efficient and economical operation without additional authority. In 
numerous cases we have granted such additional authority upon applica- 
tion and proof of public convenience and necessity. 

For some time we have been engaged in a study of the limited 
operating authorities issued to motor carriers and of the classification 
of the commodities which they transport with the view of taking such 
action as might be necessary to permit better integrated and more 
efficient and economical operations by such carriers. We have taken 
appropriate action in each instance in which the facts developed in our 
study indicated a need therefor. We have made temporary changes 
or modifications in some operating authorities under the emergency 
powers conferred on us by the second war powers act. Our study soon 
disclosed that widespread modification of outstanding operating authori- 
ties was undesirable, and confirmed the view that numerous irregular- 
route carriers of specified commodities furnish a useful kind of motor 
transportation. ... It is unlikely that all of the needs of the public 
could be fully and economically met by carriers authorized to transport 
general commodities, and the need for limited commodity operations 
will probably continue in the future.... 


Of the motor carrier certificates issued, the Commission 
said, passenger carriers held about 7 per cent. Of certificates 
issued to motor carriers of property, about 15 per cent author- 
ized transportation of all commodities, with stated exceptions. 
About 15 per cent of the truck lines were engaged in a special- 
ized service, such as transportation of household goods, tank 
truck operation, and transportation of haevy machinery, etc., 
the report showed. 


Water Carrier Operations 


A tabulation of water carrier applications and action 
thereon by the Commission showed that up to October 31, 
1944, 767 had applied for authority to continue operations under 
the “grandfather” clause of part III of the act; 57 had applied 
for authority for new operations, 17 had asked for authority 
to continue formerly exempted operations by small craft, 417 
had applied for exemption, seven had sought authority to ex- 
tend their operations, and 191 had requested temporary author- 
ity, the total number of applications received from these car- 
riers as of that date having been 1,456. The Commission said 
that in the period November 1, 1943, to October 31, 1944, inclu- 
sive, it had issued 44 certificates authorizing continuance under 
the “grandfather” clause, four authorizing new operations, and 
one authorizing small-craft operations; 11 permits authorizing 
continuance under the “grandfather” clause; 24 orders granting 
temporary authority, and one order granting exemption. It said 
it had approved four “substitution” applications, and that it had 
dismissed or denied ten applications for exemption, 22 for 
authority to continue operations under the “grandfather” clause, 
three for authority for new operations, one for authority for 
small-craft operations, and eight for temporary authority. 

“Most of the applications which have not yet been deter- 
mined,” it said, “cover operations of carriers on the Mississippi 
River system and the Gulf Intracoastal Waterway. The status 
of practically all of the carriers formerly operating on the 


Great Lakes and in coastwise and intercoastal trades has been 
established. .. .” ; 


Forwarder Applications 


With respect to freight forwarders, the Commission said 
that 154 applications for forwarder permits had been filed 
within 180 days of May 16, 1942, that eight applications had 
been filed since expiration of that period, and that it had dis- 
posed of all but 46 of these applications. It added that “final 
action on the latter will no doubt be taken before the end 
of the ensuing year.” It noted that it had not granted multiple 
authority to two or more freight forwarders under common 
ownership and that, where a permit had been issued to the 
parent company, the applications of the wholly owned sub- 
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sidiaries had been denied. It said it had granted 61 forwarder 
permits, dismissed 33 applications, and denied 22. It said it 
had now prescribed all regulations required by part IV of 
the act and such other regulations as it deemed necessary at 
present to the proper regulation of freight forwarders. 


Rail Abandonments 


In the year ended October 31, 1944, the report showed, 72 
applications for permission to abandon a total of about 1,119 
miles of railroad and 54 miles of operation under trackage 
rights had been filed with the Commission. It said that proceed- 
ings in which it had rendered decisions involved the proposed 
abandonment of about 1,024 miles of railroad and 121 miles 
of operations. Protests were filed and hearings held in 29 
cases, involving 780 miles of track and 92 miles of operations, 
it said, adding: 


Of the applications protested, we denied, in whole or in part, 
those involving 330 miles of lines and 14 miles of trackage rights, and 
authorized the abandonment of the remaining 450 miles of lines and 
8 miles of operations. We granted, in whole or in part, 61 applications, 
involving 618 miles of branch lines of Class I carriers, including track- 
age rights, and 183 miles of so-called short lines. Of the short-line 
mileage, 141 miles were abandonments as to interstate and foreign com- 
merce of the entire lines of the applicants, and 42 were portions of 
such lines. In proceedings in which certificates were issued covering 
575 miles of road, the estimates of average annual losses from contin- 
ued operation or of future annual savings resulting from abandonment 
amounted to $448,877. In proceedings covering the remaining mileage, 
estimates of losses or savings were-not given.... 

It has been shown in certain cases that the necessary cost of 
rehabilitation or of bringing up deferred maintenance of tracks which 
were permitted to be abandoned, aggregating about 161 miles, would 
require an expenditure estimated at $1,243,000.... 


The report showed that in the period covered by the report 
the Commission had issued 16 certificates authorizing construc- 
tion of 73.26 miles of railroad, had received 25 applications 
involving construction of 152.78 miles, had denied in whole or 
in part two applications involving 4.4 miles of construction, and 
dismissed two applications involving 4.5 miles of construction, 
and that it had authorized, since the effective date of the act, 
construction of 10,276 miles, of which 7,274 had actually been 
built and 2,863 had been deferred or abandoned. 

Railroad abandonments authorized since the effective date 
of the act, according to the report, involved a total of 30,773 
miles. 

Eight applications for acquisition and/or operation of rail 
lines had been filed in the year, and six certificates for such 
transactions had been issued, involving 64.78 miles of road, the 
Commission said. 


Motor Rates 


The report included a discussion of motor carrier freight 
rates, in which the Commission said that as a result of general | 


sippi River are now 10 per cent higher than those of competing 
railroads.” 


It viewed the possibility of a surplus of motor transporta- 
tion in some areas after curtailment of war production. 

“In any section in which a surplus of motor transportation 
results.” it said, “we anticipate that there will be keen com- 
petition between the motor carriers for the traffic which re- 
mains with an attendant filing of application for new authori- 
ties, and efforts may be made to attract traffic to individual 
lines by the establishment of rates at or below the lower levels 
of the zone of reasonableness. We shall endeavor to handle all 
new applications promptly, and we shall watch new filings of 
reduced rates to avert any recurrence of destructive rate wars 
between motor carriers.” 

It said that despite the general rate increases in some 
areas, many motor carriers had found it difficult to continue in 
business in the face of rising costs; that its field staff had kept 
in close touch with this situation and had submitted reports to 
it dealing with the condition of many carriers, and that the! 
field staff, where possible, had assisted in outlining economy | 
programs “in an effort to keep in operation as many motor 
carriers as may be needed.” 


Motor Operations Suspended 


Within the year ended October 31, said the Commission, 
5,482 motor carriers had applied for temporary authority;| 
4,828 such applications had been granted, and 709 had been 
denied. It said that it received, .in the year, 770 applications for 
authority temporarily to suspend operations under section 
204(f). 

“Since that section was added to the act in March, 1942,’ 
it continued, “2,773 such applications have been received, of 
which 2,185 have been acted upon, 489 withdrawn, and 99 are 
under consideration. The majority of these applications have 
been granted, principally for reasons relating to military —_s 
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ice, personnel shortages, changes in industrial production, and 
wartime bans on nonessential transportation services.” 

The Bureau of Service noted, in its part of the report, that 
its agents had made “some 16,000 reports” on car detention 
alone, in the year. It said that because of a reduction in the 
field force of the railway transport division of the Office of 
Defense Transportation, all cases of detention formerly investi- 
gated by that division were now being handled by the bureau. 


Locomotive Inspection 


John M. Hall, director of the Commission’s Bureau of 
Locomotive Inspection, in his annual report, covering the fiscal 


year ended June 30, 1944, showed that the number of locomo- . 


tives inspected in that year was 117,334, as against 116,647 in 
the preceding year; that the number found defective was 12,710, 
as against 11,901 in 1943; that the number of locomotives or- 
dered out of service was 630, compared with 487 in 1943, and 
that the number of defects found was 56,617, as against 51,350 
in 1943. 

The number of accidents caused by failure of some part 
of the steam locomotive, including boiler or tender, was 403 
in the fiscal year 1944 as against 319 in 1943, he reported. He 
said the numbers of persons killed in such accidents in 1944 
and 1943 were 25 and 27, respectively, and that the total of 
persons injured in 1944 and 1943 were 466 and 373, respectively. 
He recommended that all steam locomotives be equipped with 
a brake pipe valve, similar to the conductor’s valve in pas- 
senger train cars, at the rear of the cab or front end of the 
tender “to enable the brakes to be applied in the event the 
enginemen are, from any cause, prevented from applying the 
brakes in the usual manner,” and that all road steam loco- 
motives be equipped with means whereby the height or quan- 
tity of water in the tender feed water tank might be ascer- 
tained from the cab or tender deck of the locomotive. 


Bureau of Safety 


Director S. N. Mills, of the Commission’s Bureau of Safety, 
in his annual report, covering the fiscal year ended June 30, 
1944, said his bureau had inspected a total of 1,404,584 freight 
cars, 33,669 passenger train cars, and 18,064 locomotives. He 
said 42,300, or 3 per cent of the freight cars had defective 
safety appliances and that 49,380 defects were reported. Of the 
passenger-train cars, 930, or 2.8 per cent, had defective safety 
appliances and 1,268 defects reported, and of the locomotives, 
974 or 5.4 per cent had defective safety appliances and 1,503 
defects reported, he said. He noted that 79,730 more freight 
cars, 300 less passenger-train cars and 201 less locomotives 
were inspected in the fiscal year 1944 than in the preceding 
year. There was an increase of 4,282 instances in which em- 
ployes remained on duty longer than 16 consecutive hours as 
compared with the number reported for the preceding year. 


The report showed that a total of 102 accidents were in- 
vestigated by the bureau in the fiscal year 1944, including 76 
collisions in which 251 persons were killed and 1,395 injured, 
25 derailments in which 25 persons were killed and 117 injured, 
and one “miscellaneous,” in which one person was killed and 
nine persons injured. 


“Of the collissions investigated,” the bureau director said, 
“40 occurred on lines operated by the block system, 22 occurred 
on lines operated by the timetable and train-order system, and 
14 occurred in locations where yard and miscellaneous operat- 
ing rules were in effect.” 


In the calendar year 1943, according to the bureau’s report, 
there were 3,781 accidents at highway grade crossings, result- 
ing in the death of 1,732 persons and injury of 4,217 persons. 
Automobiles were involved in 3,181 of those accidents, in which 
1,378 persons were killed and 3,944 injured. There were 55 de- 
railments of trains as a result of collisions between trains and 
automobiles, which caused the death of 37 persons and the 
injury of 120 persons, the report added. It stated that, of the 
total casualties resulting from derailments and other train 
accidents at highway grade crossings, six persons killed and 49 
injured were railroad passengers, employes or persons carried 
under contract. The report showed that the number of acci- 
dents at grade crossings in 1942 was 4,150, and that the num- 
ber of persons killed in those accidents was 1,970 and that the 
number of persons injured was 4,616. 


T. A. A. REGIONAL MEETING 


The eighth annual meeting in the eastern Pennsylvania 
region will be held by the Transportation Association of Amer- 
ica in the Bellevue-Stratford Hotel, Philadelphia, January 19. 
It will be a luncheon meeting. Phillip H. Cooney, a director of 
the association, and financial vice-president of the Insurance 
Company of North America, is inviting business leaders of 
eastern Pennsylvania, New Jersey, and Delaware, to hear a 
report of the activities of the association for the last year. 
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U. 8S. Budget Estimates 


An appropriation of $8,433,000 for the Commission for the 
fiscal year beginning July 1, as compared with $9,194,825 ap- 
propriated for the present fiscal year, was recommended by 
the Bureau of Budget in its budget estimates submitted to 
Congress this week. 

The recommended appropriation, compared with the 


amounts appropriated for the present fiscal year, was made up 
as follows: 


General Administrative expenses, $3,218,000 and $3,119,000, the esti- 
mate including $302,000 transferred from ‘‘motor transport regulation.”’ 

Regulating accounts, $400,000 and $473,000. 

Safety of employes, $550,000 and $604,000. 

Signal safety systems, $178,000 and $182,000. 

Locomotive inspection, $500,000 and $548,000. 

Valuation of property of carriers, $463,000 and $500,000. 

Motor transport regulation, $2,726,000 and $3,250,000. The estimate 


excludes $302,000 transferred to and estimated under general adminis- 
trative expenses. 


Printing and binding, $137,000 and $157,700. 

Cost of handling penalty mail (Commission mail carried free by 
Post Office Department), $30,000 and $23,125. 

Salaries and expenses national defense, $231,000 and $338,000. 


“The war has changed the emphasis upon the various 
activities of the Commission,” said the Bureau of the Budget. 
“While car service work to assist in maintaining a smoothly 
functioning railway system has reached an all-time high, the 
increase in this work has been more than offset by decreases 
in regulatory activities that come about through applications, 
complaints, and tariff filings. Car service work will remain 
at a relatively high level until after the end of the war.” 


Maritime Commission 


The Budget included no estimate for the Maritime Com- 
mission for which $6,766,000,000 was appropriated for the 
present fiscal year. The budget bureau said the principal war 
job of the commission was the building of ships and that con- 
tract authority and cash already provided was sufficient to 
finance construction throughout the fiscal year beginning July 1. 

“The shipbuilding program will be carried forward on a 
full-capacity basis through the first half of the fiscal year 
1946 (July 1 to December 31, 1945), with construction for the 
latter half of the fiscal year contingent upon military require- 
ments,” it added. 

Commenting on the shipbuilding work of the commission, 
the bureau said that through the application of the principles 
of fabrication and mass production to shipbuilding, new records 
had been established for speed and volume of output. For 
example, it said, Liberty ships had averaged 50 days in con- 
struction as compared with a pre-war average for cargo ships 
of 20 months 


Aeronautics 


For the Office of Administrator of Civil Aeronautics ,De- 
partment of Commerce, an appropriation of $42,487,000 was 
recommended as against $35,781,478 appropriated for the pres- 
ent fiscal year. The estimate includes $9,827,000 for estab- 
lishment of air navigation facilities, $24,300,000 for maintenance 
of air navigation facilities, and $3,112,000 for enforcement of 
safety regulations. 

For the Civil Aeronautics Board an appropriation of 
$1,725,000 was recommended, as against $1,525,223 appropri- 
ated for the present fiscal year. 

For the National Advisory Committee for Aeronautics, the 
government’s aviation research body, an appropriation of 
$26,015,000 was recommended, as against $25,889,830 appro- 
priated for the present fiscal year not including $4,745,000 car- 
ried under the general works program. 


Mediation Board 


For the National Mediation Board, which administers the 
railway labor act, an appropriation of $591,475, including 
$252,400 for the National Railroad Adjustment Board, was 
recommended. The appropriation for the present fiscal year 
is $622,117, including $272,000 for the adjustment board. 


Retirement Board 


For the Railroad Retirement Board, the total appropriation 
recommended was $305,141,000 as against a revised appropria- 
tion of $324,643,750 for the present fiscal year. Of the total of 
$305,141,000, $291,913,000 is for the railroad retirement ap- 
propriated account from which payments required by the re- 
tirement acts are made. The total also includes $1,700,000 for 
salaries of personnel of the board and $435,000 for miscella- 
neous expenses other than salaries. 

The bureau explained that the retirement appropriated 
account was made up of estimated taxes to be collected from 
carriers and their employes to provide for retirement and other 
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benefits to railroad workers (less administrative expenses), and 
federal contributions for military service which represent, as 
provided by law, the total tax which would have been received 
had the worker, entering military service, continued in railroad 
employment and earned at the rate of $160 a month. 

The budget carries an estimate of $11,000,000 for the rail- 
road unemployment insurance administration fund to meet 
expenses of the board in administering the railroad unemploy- 
ment insurance act. The bureau explained that the railroad 
unemployment insurance fund annually received by law 10 per 
cent of the taxes collected for railroad unemployment insur- 
ance. The remaining 90 per cent of the taxes, together with 


the unexpended balance of the fund in excess of $6,000,000 at - 


the close of the previous fiscal year, goes into the railroad 
unemployment insurance trust fund and is used to pay unem- 
ployment insurance benefits. It said the railroad employment 
insurance trust fund “is in a very strong position to meet any 
demands made upon it.” - 


Highways and Waterways 


For the Public Roads Administration of the Federal Works 
Agency an appropriation of $49,000,000 is recommended, as 
against $56,000,000 appropriated for the present fiscal year. 
Explanation was made that estimates for 1946 and appropria- 
tions for 1945 excluded $39,000,000 and $43,000,000, respectively, 
for public works included in the general public works program. 

For the Corps of Engineers of the War Department an 
appropriation of $87,957,000, plus $11,596,030 of 1945 appropria- 
tion continued available, was recommended, as against $90,666,- 
100 appropriated for the present fiscal year, plus $85,486,885 of 
unobligated balances continued available. 

The bureau said the Corps of Engineers was generally re- 
sponsible for maintenance and improvement of rivers, harbors, 
and waterways in the interest of navigation, flood control, and 
related hydroelectric power development. The funds for main- 
tenance and operation of completed works and for surveys con- 
tained in the 1946 budget, it said, amounted to $47,388,000, 
including $6,315,000 for the construction of two hopper dredges, 
In view of the general curtailment of construction work during 
the current emergency, the amount included for improvement 
work was only $3,970,000, it said. 

The authorized appropriation for flood protection of the 
lower Mississippi River is $662,982,000, evclusive of mainte- 
nance, of which about $184,000,000 remains to be appropriated, 
according to the bureau. It said $30,000,000 proposed for the 
next fiscal year provided for full maintenance of the navigation 
channel and flood control works and continuation of the im- 
provement project. 

B. |. R. Saving 


The late Board of Investigation and Research, the budget 
bureau revealed, had turned back into the federal treasury 
$2,906 from its final appropriation of $275,000. 


Roosevelt’s Remarks 


In his message transmitting the budget to Congress, Pres- 
ident Roosevelt said he recommended appropriations for the 
planning of public works that Congress had already authorized. 

“We must continue to stock up a shelf of meritorious con- 
struction and development projects to be undertaken as man- 
power and materials become available,” said he. “By the end 
of the current fiscal year, detailed plans will be ready for about 
1.5 billion dollars of federal public works, and also will be 
substantially ready for a billion-dollar program of federal-aid 
highways, half of this road program to be financed with state 
funds. We need a larger shelf of detailed plans in order to be 
prepared for the post-war period. Hence, appropriations for 
1946 are recommended to make possible the completion of addi- 
tional plans for highways, flood control, river development, 
stream pollution control, power transmission, reclamation, hos- 
pital, and other construction, as authorized by law. Further 
requests for funds for detailed planning of federal projects will 
be made on congressional authorization. 

“Plans have been completed or are in the design stage for 
about 3 billion dollars of state and local public works, excluding 
federal-aid highways. . . . Our program should include provi- 
sion for . . . the development of transportation facilities and 
river valleys. We must plan now so that these programs can 
become effective when manpower and material are available.” 

Estimates for the Office of. Defense Transportation and 


other war emergency agencies will be submitted to Congress 
later. 





SHIP CONFERENCE AGREEMENT 


The Maritime Commission has approved agreement 4188-E 
admitting Lykes Bros. Steamship Co., Inc., to regular member- 
ship in the Gulf and South Atlantic Havana Steamship Con- 
ference, and has cancelled the associate membership agree- 
ment 4188-B. 


TRAFFIC WORLD 


Outlook for Motor Transport 


After having assailed the transport integration plan of the 
Transportation Association ‘of America by describing it as 
a railroad-inspired proposal to set up a transportation monop- 
oly, and after having asserted that the railroads had refused 
to join with independent motor carriers in establishing co- 
ordinated rail-truck service and had successfully insisted on the 
right to own and operate their own trucks, Ted V. Rodgers, 
president of the American Trucking Associations, Inc., in an 
address before the Commerce and Industry Association of New 
York at New York City, January 10, said that “if any change 
in our transportation law is made, it should be a change not 
to restore the railroad monopoly, but to compel the railroads 
to cooperate with other independent segments of the trans- 
portation system.” 

On concluding his address, Mr. Rodgers introduced John 
C. McWilliams, director of the A. T. A. department of research, 
who then answered a number of questions, submitted prior to 
the meeting, about motor carrier service and operations. 

Mr. Rodgers dealt with various conditions affecting present 
operations of the motor carriers of property and with the out- 
look for the industry in the postwar period. He said that, 
generally speaking, the motor carriers had now passed their 
most difficult times since the outbreak of the war and that, 
“fn a sense, we are over the hump.” 

He said A. T. A. research indicated that about 2,500,000 
trucks, having a wholesale value of about $2,500,000,000 accord- 
ing to 1941 prices, would be needed after the war to “restore 
our fleet.” He declared that there was a dire need for estab- 
lishment of a method of low-cost financing in the rehabilitation 
of the for-hire fleet, as the for-hire branch of the motor car- 
rier industry faced a serious problem in that respect; that 
he believed that the necessary financing should come from 
“private sources—from the manufacturers and the banks,” but 
that private financiers should devise “a low-cost financing pro- 
gram suitable to the carriers, sound economically, and fitted to 
the maturity into which our industry has grown.” 

Mr. Rodgers, in his discussion of the T. A. of A. integration 
plan, said that the word “integration,” stripped of “clever 
words and fancy phrases,” simply meant monopoly. 

“Every time we, or the many other opponents of integra- 
tion of ownership call it a ‘monopoly’ proposal,” he said, “the 
advocates become almost hysterical. They point out that the 
T. A. A. proposals do not call for monopoly—that instead their 
scheme calls for several competing transportation companies. 
But you know, and I know, that if the major transportation 
facilities of the United States are controlled by even 20 or 
30 such companies we will have a most effective practical 
monopoly.” 

He said that under the T. A. of A. plan “the for-hire (motor) 
carrier would be faced with the hard choice between becoming 
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a voiceless particle in one of the super corporations, or attempt- | 


ing to pit his limited resources against such corporations in a 
competitive struggle in which all the cards would be stacked 
against him.” He added that ultimate elimination of the private 
carrier apparently was a definite and integral part of the 
plan, and he said the statement had been made by the president 
of the Southern Pacific Lines that “elimination of the private 
carriage of articles of commerce by the owners thereof, except 
in certain cases where such elimination is not practicable.” He 
said he imagined that such elimination would be considered 
“not practicable” in those cases where the railroads did not 
want the business. 


Change in Law Required 


It was significant, he said, that integration was impossible 
under the present transportation laws. Therefore, he continued, 
those who fostered integration were faced with the burden of 
showing ‘why the long-standing policy of Congress and the 
nation should be reversed.” 

“All of us are familiar with the advantages of coordinated 
service,” he said: “But it is not necessary to create a monopoly 


to reap these benefits. There is a vast difference between ‘in- 


tegration of ownership’ and ‘integration of service.’ The former 
is contrary to the public interest, while the latter is desirable 
and necessary in the public interest. The railroads, however, 
demand the former and absolutely refuse to permit the latter.” 

Mr. Rodgers said he believed the financial condition of “a 
public utility like the trucking industry” was of paramount 
public interest. He attributed much of the financial difficulty 
now experienced by the industry to reduction of rates by rail- 
roads on less-than-carload freight—a type of freight as to 
which, he said, the trucks could give better service and could 
transport at lower compensatory rates than the railroads. He 
said the railroads, in the middle 1930’s, had begun a rate war 
on the trucks and had decided that their losses as a result of 
the rate war involving 1. c. 1. freight could be absorbed by their 
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profits on carload freight. The railroads filed many rate re- 
ductions with the Commission, ostensibly ‘‘to meet motor truck 
competition” but actually to kill such competition, he said. He 
asserted that the trucking industry was “stunned” when the 
Commission granted authority to the southern railroads, in 
1940, to slash less-carload ratings on “more than 3,500 com- 
modities in southern territory. 


Compares Rates 


“Today,” he continued, “motor carriers east of the Missis- 
sippi River are maintaining a scale of rates 10 per cent higher 
than rail, while those west of the river charge rates about 6 
per cent higher than rail. So through a chain of circumstances 
we have a strange situation where the low-cost agency is forced 
to charge higher rates than the high-cost agency. The railroads, 
of course, are showing a deficit of about $100,000,000 a year on 
the less-than-carload traffic. The more 1. c. 1. freight they han- 
dle the more money they lose. 

“Even under the prevailing rate scale, many motor carriers 
are finding it difficult to make ends meet. We are paying more 
for inferior gasoline, more for inferior tires and parts... . 
Our labor costs have risen tremendously. 

“These things will become adjusted after the war, and it 
is this bright prospect along with a sense of patriotic duty that 
has encouraged many motor carriers to keep going in the face 
of seemingly insurmountable obstacles. But the picture is dark- 
ened by another prospect, the prospect that the end of the war 
also will mean a resumption of the rate war that was reaching 
a showdown in 1940. I believe it to the best interest of ship- 
pers and the duty of the Interstate Commerce Commission to 
see to it that the cut-rate practices that prevailed prior to the 
war are not resumed... .” 

Mr. Rodgers said that many in the trucking industry felt 
that the Commission on some occasions had displayed faulty 
judgment in fulfilling its function and duty of fostering healthy 
competition and stamping out destructive competition. 

Advicating construction of motor carrier equipment that 
would facilitate interchange of equipment and thus avoid trans- 
fer of cargo, Mr. Rodgers said that the chief barriers at present 
to widespread interchange of equipment were non-uniformity 


| of fifth wheel coupling devices, non-uniformity of braking de- 
_ vices, and non-unifromity of light connections. 


“We have made it clear to truck manufacturers that we 
think it is high time to standardize truck equipment, and we 
intend to keep after them until we get results,” he said. 


He stated that lighter-weight trucks promised for the post- 
war years would mean increased payloads and decreased oper- 
ating costs, and that better load distribution was anticipated 
through improved relation of axles to loading space. He ex- 
pressed the hope that motor carriers would be permitted to use 
two-way radio communication after the war. 


Claims 


Some of the criticism of the handling of freight claims by 
motor carriers, he said, was justified. However, he continued, 
in “many, many cases” there were delays even when the car- 
riers were willing and able to pay. 


“We find, for example, scores of cases where the shipper’s 
claim was filed improperly and much time was necessary to 
get it straightened out,” he said. “Other delays are caused by 
Shortage of carrier personnel, checking with connecting lines, 
tracing lost shipments and tracking down misrouted cargo. Now 
I have heard these reasons ridiculed by some shippers. And 
they are ridiculous when they come from a carrier who has 
made it obvious that he is only making excuses and has no 
desire to settle. But it is just as ridiculous for shippers to as- 
sume that a carrier is irresponsible simply because he gives 
one of these reasons in explanation of a delay. For our investi- 
gations make it clear that these factors do cause unavoidable 
delays. And don’t forget that under the law a motor carrier is 
obligated to make a thorough investigation of claims before he 
pays them. Otherwise he runs the risk of being charged with 
rebating.” 

Mr. Rodgers said that a tremendous increase in loss and 
damage claims in the present war period had been caused, in 
large part, by the fact that in many cases both carriers and 
Shippers had had to employ green and inferior workers, and 
that another factor had been use of poor packing materials and 
iMmadequate or improper markings. He said shippers and car- 
riers must work together toward solution of the problem of 
Oss and damage of freight, and described as “long steps in the 
= direction” the meetings conducted by the A. T. A. claim 

ection. 

Establishment of union terminals had provided a partial 
Solution of the terminal problem in large metropolitan areas, 
and such terminals had been established in various cities, in- 


| Cluding Newark, Chicago, and Cincinnati, with a reasonable 


degree of success, he said. He added that experience had indi- 
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cated that motor carriers were not anxious to make use of 
union terminals if such use meant loss to them of their direct 
contact with the shippers. Each proposal for a union terminal 
must be decided on its own merits, he said. 

The trucking industry did not view air cargo as a com- 
petitive threat, but considered it an opportunity to develop new 
business and to give the nation a better transportation service, 
by working with “the air people,” he stated. 


Traffic Questions 


Mr. McWilliams, in answer to a question as to whether a 
system could be set up whereby the shippers would be notified 
in advance of all proposed rate changes, without expense to 
them, so as to enable them to appear at rate committee hear- 
ings to protect their interests, said that “perhaps one way of 
assuring shipper notification would be for the rate bureaus and 
the National Classification Board to notify the various shipper 
organizations of proposed changes, enabling such associations 
to make effective distribution among their membership.” 

To a question as to the distance at which for-hire trucks 
began to find it difficult to compete with rail service at costs 
comparable to rail charges, Mr. McWilliams said that in the 
handling of truckload class rated traffic motor carriers gen- 
erally speaking, had been able to compete with rail charges 
without any distance limitation, and that on l. t. 1. freight prior 
to the war the motor carriers experienced no difficulty in 
operating under the rail basis of charges “except in the case 
of particularly depressed rates.’”’ Asked whether it was expected 
that truck rates eventually would be stabilized at a level some- 
where between the rail rates and express rates, he said such a 
development would be injurious to both the shipper and the 
for-hire motor carrier, as there would not be a sufficient volume 
of freight moving at such a level of rates as to foster a sound 
motor transportation system. Answering an inquiry as to the 
possibility of establishment by for-hire trucks of less expensive 
provisions as to packing requirements, he said comparison of 
rule 5 of the National Motor Freight Classification with rules 
41 and 42 of the rail classification indicated that the trucking 
industry had made “tremendous strides” in simplification of 
packing requirements, and that, except for extremely fragile 
articles, these requirements merely set up a standard of rea- 
sonableness from the standpoint of providing adequate protec- 
tion. 

To a question as to what proportion of total tonnage mov- 
ing entirely within the United States moved completely by 
truck, Mr. McWilliams said that motor carriers handled in 
intercity service about 10 per cent of the total tonnage as 
compared with the rail proportion of “about 70 per cent,” but 
that, in terms of the railroads’ ‘favorite statistical unit, ton- 
miles,” the truck percentage would be substantially reduced. 

“The important question,” he said, “is the degree to which 
trucks contribute to the complete transportation picture in this 
country and this cannot be measured in volume of tonnage. An 
1. t. 1. shipment of 100 pounds may far exceed in economic 
utility and importance a carload of coal... .” 


Taxes 


Asked approximately the annual tax bill of for-hire trucks, 
Mr. McWilliams said: 


There is a tremendous variation in the taxes per vehicle paid by 
various types of operators such as interstate operators on the one 
hand and intrastate and local operators on the other. Based on avail- 
able data and giving proper weighting to the number of vehicles 
operated in the various types of service it would seem that the total 
tax bill of this nation’s seven hundred thousand for-hire vehicles, 
exclusive of income taxes, is slightly in excess of three hundred million 
dollars. Using 1942 experience as a guide the figure, including income 
taxes, would be in excess of one-half billion dollars. In view of the 
financial difficulties with which motor carriers have been confronted in 
the past year or so I am very much afraid that later data would show 
a reduction in the income tax paid. 

It should be understood that the tax figures which I have just 
cited include not only vehicle taxes but all the other business taxes 
paid by for-hire motor carriers. Vehicle taxes alone would constitute 
close to a quarter of a billion dollars, or approximately 40 per cent 
of the entire vehicle tax bill of motor trucks. 


Mr. McWilliams looked forward to an expansion of activity 
in both the private and for-hire field. He had seen no indication 
that the regulation imposed by the Commission had been unduly 
adverse or detrimental to any size carrier. 





SHORTAGES IN TRUCK SHIPMENTS 


A revision of the practice of the War Department with 
respect to bills of lading and shortages in shipments has been 
announced by Brigadier General W. J. Williamson, chief of the 
traffic control division of the Army Service Forces, in the fol- 
lowing letter sent to motor carrier bureaus throughout the 
country: 


A recent analysis of shortages occurring in shipments consigned to 
the Army-Navy Consolidating Stations reveals that over 50% of all 
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shortages are located and delivery effected within thirty days. It has 
been the practice of receiving officers at the installations to imme- 
diately accomplish the bills of lading, showing the shortage. As a 
result of this, many carriers have been confronted with the problem of 
having adjustments made when the shortage has been located, and 
delivery effected. 

In an effort to relieve motor carriers of the necessity of having 
such adjustments made, the War Department will issue instructions 
to all Army-Navy Consolidating Stations, effective January ist, 1945, 
that bills of lading will be accomplished after shortage has been lo- 
cated, but in no event will the bills of lading be held in excess of thirty 
days after delivery. The shortage will be shown on the bill of lading 
only at the expiration of thirty days in the event such shortage has 
not been located. It is anticipated that a minimum of 80% of the 
shortages will be cleared up as a result of these instructions. 

It is suggested that your bureau advise member carriers of the 
action to be taken by the War Department, in order that they may be 
fully informed of the changed procedure in the accomplishment of bills 
of lading involving shortages of shipments consigned to Army-Navy 
Consolidating Stations. 

Your cooperation in this regard will be appreciated, 


Truck Production Program 


The War Production Board issued a long statement on 
commercial truck production, January 9, in which it said that 
the scheduled production of commercial trucks for the first half 
of 1945 had been reduced in the revised program for the year, 
and that production for the second half would continue at the 
reduced rate rather than at the rate originally “programed” 
for the first six months. 

The board included in its statement a table showing the 
original program for the first half of 1945, the reduced quota 
under the revised program, and the production scheduled for 
the remainder of the year at the reduced rate as compared with 
total 1944 production. 

The original quotas called for 133,410 trucks of all types 
for the first six months of 1945, while the revised quota is 
120,278. The third quarter quota is 61,152, the fourth, 64,019, 
and total revised program, 245,449, as against the 1944 total of 
126,678. The 245,449 trucks are made up of 188,883 domestic 
and 56,566 “other” trucks. 


Of the original quota of 133,410 for the first half of 1945, 
120,552 were domestic and 12,858 were “other” trucks. The 
revised quota for the first half of 1945 is made up of 91,285 
domestic and 28,993 “other” trucks. 


In its explanatory statement, the W. P. B. said: 


W. P. B. automotive division officials emphasized that the quotas 
originally set for the first six months of 1945 were reduced in the face 
of military requirements, manpower shortages and shortages of tires, 
castings and other automotive-type components not anticipated when 
the program was originally set up, together with increasing pressure 
from other critical war programs competing for the same or similar 
resources. Third- and fourth-quarter quotas have been continued at the 
new reduced rate, with the result that the program for the entire year 
1945 is considerably below earlier expectations. 

In putting the reduced quotas into effect, manufacturers are being 
asked to cut back present schedules in the first six months, but have 
been given latitude in arranging their production schedules within the 
quota for the half year in order to make the most advantageous use of 
the flow to the assembly plants of components already in process of 
manufacture or shipment. 

In view of the fact that production had been previously approved 
for the first half of 1945, and that the revised program involves a cut 
from the previously approved level, W. P. B. officials said the provi- 
sions of General Program Order No. 5-10, requiring Production Urgency 
Committee review of non-military production above fourth-quarter 1944 
levels, would not be considered applicable to the truck program for the 
first half of 1945. Similiarly, the provision in the order prohibiting 
carry-overs of quarterly production quotas beyond the first month of the 
succeeding quarter will not be applied within the first half of the year. 
However, trucks in the 1944 program not completed by January 1 will 
be counted against the 1945 quotas, and any unused quotas for the first 
six months will be canceled if the vehicles are not built before August 1. 
In the authorization of production quotas in the third and fourth quar- 
ters of 1945, the provisions of General Program Order No. 5-10 will 
apply. ° 

Although the revised program for the year 1945 is seen to be sub- 
stantially larger than the 1944 program in all categories of trucks for 
commercial purposes, officials pointed out that the production originally 
planned for 1945 to meet the expanded requirements of essential domes- 
tic and export needs was at a rate of 133,410 for the first six months, 
or an annual rate of 266,820 as compared with the 245,449 authorized by 
the revised program. It was pointed out that the 188,883 for domestic 
use under the revised program represents a severe reduction from the 
rate approved in the original program for the first six months of 1945, 
which would have yielded over 235,000 trucks for this purpose during 
the year 1945. In fact, except for light trucks, the domestic program for 
1945 is slightly below the programed rate for the fourth quarter of 1944. 


Military Trucks Come First 


The increase over the quantities available in 1944 for domestic uses 
represents a bare minimum sufficient to keep in operation a domestic 
transportation system depleted by another year of wear and tear under 
the rigors of wartime conditions, accentuated by the fact that stockpiles 
of trucks frozen at the beginning of the war were finally exhausted 
during 1944 and that virtually no new production had been authorized 
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during 1942 and 1943. New demands on total 1945 United States com. 
mercial production will include meeting minimum requirements, {first 
for liberated areas and also for transportation of supplies over the Ledo. 
Burma Road route into China, both of which requirements are closely 
related to military operations. This has resulted in the increase of the 


figure for other than domestic from 23,566 in 1944 to 56,566 in the re. 
vised 1945 program, 

W. P. B. automotive division officials said company-by-company 
quotas would be announced as soon as they have been set. Final deter. 
mination of company quotas depends on two factors: (1) assignment of 
the temporary reserve set up to care for various contingencies, and (2) 
Production Urgency Committee clearances in truck assembly plants on 
any third- and fourth-quarter production that would be in excess of the 
fourth-quarter 1944 program. 

In view of the increased pressure of military requirements, W. P. B, 
Officials said, it has been necessary, despite the very urgent needs for 
commercial trucks, to establish as a basic policy in the production of 
the 1945 truck program the principle that in the event of conflict be- 
tween the production of military trucks and the commercial trucks, all 
possible steps shall be taken to see that the military production is 
accomplished at the expense, when necessary, of non-military programs, 


W. P..B. TIRE PROGRAM 


J. A. Krug, chairman of the War Production Board, has 
announced that L. D. Tompkins, formerly deputy director of 
the Rubber Bureau, will serve as a consultant to the W. P. B. 
chairman and to James F. Clark, director of the W. P. B. 
Rubber Bureau in connection with the present tire expansion 
program. This will be in addition to Mr. Tompkins’ present 
duties with the Office of War Mobilization and Reconversion, 
where he is assisting in the coordination of the efforts of the 
several agencies responsible for the rubber production program. 

A former vice-president of the United States Rubber Co., 
Mr. Tompkins served as deputy rubber director from Septem- 
ber 25, 1943, to September 1, 1944. He has been associated with 
O. W. M. R. since December 13, 1944. His home is in Wilton, 
Conn. 


a = e 
Highway Building Program 

Major General Philip B. Fleming, Federal Works Admin- 
istrator, has announced apportionment of the first $500,000,000 
of the $1,500,000,000 authorized by Congress for ‘‘the most all- 
embracing road construction program ever undertaken by the 
federal government in cooperation with the states.” The far- 
flung construction plan, under which the states would initiate 
both urban and rural projects, with the government participat- 
ing generally on a dollar-for-dollar matching basis, was enacted 
to remove city traffic bottlenecks, connect the principal cities 
with express highways, give the farmer better roads and to 


offer jobs immediately after the war, said General Fleming, 
adding: 


Four hundred million of the $500,000,000 will not be available to | 
the 48 states, the District of Columbia, Hawaii and Puerto Rico, which 
share the fund, until the President proclaims the end of the war 
emergency, or the Senate and House adopt a concurrent resoluion 
authorizing its expenditure. The remaining $100,000,000, under the | 
terms of the federal-aid highway act of 1944, signed by the President 
last December 20, may be appropriated by Congress immediately and 
will then be available for financing surveys and plans and construc- 
tion, and for the purchase of rights-of-way for projects to be imme- 
diately constructed. The first fiscal post-war year is defined as that 
which ends on June 30 following the ending of the war emergency. 
The act provides that the $500,000,000 be apportioned as follows: 

$225,000,000 for the federal-aid highway system, apportioned on a 
basis of one-third in proportion to area, one-third in proportion to 
population and one-third in proportion to mileage of rural free delivery 
and star routes. 


$150,000,000 for secondary or feeder roads, apportioned on the same 
formula as the funds for the federal-aid system except rural popula- 
tion, which includes the population of places of less than 2,500, is 
substituted for total population. 

$125,000,000 for the federal-aid highway system in urban areas, | 
apportioned in proportion to population in urban places of 5,000 or more. 


Commissioner Thomas H. MacDonald, of the Public Roads 
Administration of the Federal Works Agency, said the P. R. A. 
was ready to receive proposed projects submitted by the state | 
highway departments for approval and the eventual expend- | 
iture of their share of the $500,000,000. The act provided that 
this money was to be available for the making of surveys and 
plans, acquisition of rights-of-way and for post-war construc- 
tion, said he, adding: 


The program is to be administered under the Public Roads Admin- 
istration’s long-standing policy of cooperation with the states. The 
state highway departments .are responsible for initiating projects, pre- 
paring plans, letting contracts and supervising construction, each step 
subject to the approval of Public Roads. Under the law, the Public 


Roads Administration can enter into agreements for expenditure of 
a state’s share of the federal-aid funds only with the state highway | 
department. 

The chief purpose of the new legislation is to provide national net- | 
works of main and secondary highways and catch up with road work | 
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which normally would have been done if the war had not curtailed 
the use Of materials and manpower. Post-war employment is also a 
primary objective and that it is necessary to have these road projects 
plueprinted down to the contract stage in order that men can be put 
to work as soon as the war ends. 

Some economists have assumed that the wage and price conditions 
that are likely to exist immediately after hostilities cease may approx- 
jmate those that prevailed in 1940-41. If this proves correct, highway 
construction should provide about 19,350 man-years of direct, and 


43,120 man-years of indirect employedment for each $100,000,000 ex- 
pended. 


The apportionment announced by General Fleming includes 
$22,303,236 for California, $11,581,025 for Georgia, $23;119,873 
for Illinois, $12,090,463 for Indiana, $11,139,077 for Iowa, 
$10,741,432 for Kansas, $10,342,266 for Massachusetts, $16,638,- 
432 for Michigan, $12,432,226 for Minnesota, $14,373,931 for 
Missouri, $33,892,018 for New York, $11,379,148 for North Caro- 
lina, $20,101,990 for Ohio, $10,142,330 for Oklahoma, $24,973,006 
for Pennsylvania, $10,030,368 for Tennessee, $28,765,649 for 
Texas, and $11,770,486 for Wisconsin. 


ILLINOIS MOTOR CARRIERS ELECT 


The Motor Carriers’ Conference of Illinois, Inc., elected 
new Officers at its first meeting of the year, at Springfield. 
Alex Scherer, president of Scherer Freight Lines, Ottawa, was 
elected president, and Thomas J. McVey, president of Prairie 
State Motor Freight Co., of Springfield, vice-president. The 
conference reelected Rudy Baensch, vice-president, Decatur 
Cartage Co., Chicago, and C. F. Hill, vice-president of Tobler 
Transfer, Peru, as secretary and treasurer, respectively. David 
Axelrod, of Chicago, was renamed general counsel. 

The following were elected directors: B. L. Burke, Rock 
Island Transfer & Storage Co.; Walter Mullady, Decatur Cart- 
age Co.; Elvin Watson, Burlington Transportation Co.; Walter 
Hitchen, Rock Island Motor Transit Co.; Charles Dohrn, Dohrn 
Transfer Co.; Louis Merk, Peoria Cartage Co.; -E. L. Garrison, 
Melvin Trucking Co.; Dale Terry, Terry Trucking Co.; Mort 
Shriner, Acme Transfer & Freight Co.; and Mr. Carstensen, 
Carstensen Freight Lines, Inc. 


Travel Curtailment 


War Mobilization Director Byrnes has called for a national 
coal conservation program to meet “an impending coal shortage” 
and has announced various specific conservation measures, in- 
cluding elimination of all special and excursion trains and 
freezing of passenger train schedules to resort areas at the 
normal year-round level instead of at the seasonal peak. 

An Office of Defense Transportation spokesman said the 
OD. T, would, as soon as possible, take all action necessary to 
comply with the Mobilization Director’s request, but observed 
that no excursion trains had been operated since the beginning 
of the war and that special trains could be operated only after 
permits had been obtained from the O. D. T. 

He said Director Byrnes’ proposal with respect to train 
schedules to resort areas probably would require revision of 
General O. D. T. Order No. 24, the passenger train schedule 

freezing order” issued September 30, 1942. 

Director Byrnes said he anticipated that pending the issu- 
ance of orders by the Office of Defense Transportation there 
would be “immediate voluntary compliance” with his requests. 

As to the coal shortage, Mr. Byrnes ‘said Secretary Ickes, 
who is also solid fuels administrator, reported to the President 
that it was estimated that in 1945 bituminous coal requirements 
would be 620,000,000 tons while only 580,000,000 tons would be 
produced. Requirements in 1944 were 621,000,000 tons against 
production of 620,000,000 tons, said he. In 1943 requirements 
were 623,000,000 tons against production of 590,177,000 tons, he 
said. He added that the deficit in production had been made up 
by drawing on stock piles. However, he said, a stockpile of 
77,000,000 tons on April 1, 1943, would be reduced by April, 
1945, to approximately 40,000,000 tons which he said repre- 
sented a 22-day supply. He said serious distribution problems 
might be expected with the stockpile below a 30-day supply. 
There had been a substantial loss in mine labor, the estimate 

eing that not more than 390,000 miners would be available in 
1945 as against 435,000 in 1943. Secretary Ickes said it would 
€ necessary to reduce the over-all consumption of coal by 
25,000,000 tons in 1945. 


Asks Government Travel Cut 


_ Director Byrnes has asked the heads of all government agen- 
Cles to take steps to curtail travel by government officials. He 
called for a report within 60 days to show the percentage of 
reduction of travel each agency had been able to effect as a 
Tesult of this request. He also suggested “more careful consid- 


eration to the attendance of government personnel at group 
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meetings which frequently serve as an excuse for a meeting to 
be considered as in the war interest.” 

“T know that you will agree with me that a good example 
set by government agencies will do much to encourage the gen- 
eral public to defer non-essential trips,” said Director Byrnes 
in his letter to government agency heads. 

Attention of the heads was directed by Mr. Byrnes to the 
steps taken to curtail travel due to the holding of conventions. 
He told them he believed that, in addition to the work of the 
“permit” convention committee headed by Director Johnson, it 
would be most helpful “if you would establish a procedure which 
would insure that the personnel under your jurisdiction are 
permitted to travel only when absolutely essential and that all 
possible measures are taken to consolidate travel and to reduce 
the number of trips to a minimum.” 


Permit Plans 


Organizations planning to hold conventions, conferences, 
trade shows, or group meetings after February 1, “will have to 
show how the war effort would suffer if the meetings were not 
held,” Director Johnson, chairman of the war committee on 
conventions, announced, adding: 


The hundreds of messages aready received from organizations of 
diverse interests indicate that the Nation is solidly back of our efforts. 
The committee has decided that the yardstick it will use to measure 
the essentiality of any meeting is how the winning of the two wars 
we are now fighting will be impeded if the meeting in question were 
held to an attendance of 50 or cancelled outright. 


The committee approved the form of application required 
of organization planning group meetings to be attended by more 
than 50 persons. Information required by the committee 
includes: 


Whether the planned meeting is a convention, conference, trade 
show, or government meeting; the date and location of the proposed 
meeting and name of hotels or other facilities which will be used; 
attendance planned; previous frequency of meetings; location and at- 
tendance of last previous meeting; average attendance at similar meet- 
ings before the war and during the war; from what area those attending 
are drawn; what steps have already been taken to curtail attendance; 
why the objectives of the meeting cannot be attained through ‘‘Conven- 
tions by Mail’’; why a group of 50 or less to whom powers are dele- 
gated cannot transact the necessary affairs of the organization and in 
what way and to what extent will the war effort suffer if meeting were 
not held. 


Other decisions reached by the committee include: 


(1) Industrial, business, labor, fraternal, professional, religious, 
civic, social and governmental organizations are included among those 
requiring permits. 

(2) The issuance of a special permit to hold meetings of more than 
50 does not guarantee transportation or hotel facilities or imply priori- 
ties for their use. 

(3) The general exemption from the need for applying for special 
permits for meetings of less than 50 does not mean that the committee 
approves the holding of such meetings. It was emphasized that meet- 
ings of any size which directly or indirectly constitute a strain on 
transportation, housing facilities or other critical situations should be 
cancelled immediately. 


Application forms will be available within the next few days 
at all O. D. T. regional and district offices, at most hotels, con- 
vention bueraus and from the national O. D. T. office in Wash- 
ington, D. C. 

All applications should be sent directly to Secretary Clare, 
Room 7321 Interstate Commerce Commission Building, Wash- 
ington 25, D. C., where they will be reviewed by the committee. 

Colonel Johnson also announced that the leaders of the 
hote] industry had assured the committee that all of its requests 
will be scrupulously honored by hotels throughout the nation. 
Colonel Johnson pointed out that “this means that no additional 
measures will be necessary at this time to secure compliance 
with Justice Byrnes’ request.” 


Train Control Order 


Director Johnson, late January _11, issued General Order 
O. D. T. 47, establishing controls over passenger train service 
in‘ addition to those prescribed by General Order O. D. T. 24, 
in response to Director Byrnes’ request to take such action in 
the interest of coal conservation. The effect of the new order, 
said the O. D. T., was to eliminate immediately seasonal pas- 
senger train schedules to resort areas, which were not discon- 
tinued by the order of September 30, 1942. In addition, it 
stated, no railroad after March 1, without permission from 
O. D. T., could operate a passenger train schedule on which 
the occupancy of seats and space did not average 35 per cent 
in November, 1944. It said the occupancy formula would elim- 
inate many branch line schedules and should result in a sizeable 
saving of coal. Where branch lines, however, have been operat- 
ing freight trains with some passenger equipment attached, 








such service may be continued, under the order. Suburban and 
interurban service would not be affected, said the O. D. T. 
Director Johnson said that, while General Order 24 had 
kept all passenger service at the general level of September 30, 
1942, ‘‘this new order means fewer people will be able to travel 
now.” He added that people must travel less frequently if war 


traffic was to move without delay. 


Travel Permit System 


A “permit” system to control the holding of meetings after 
February 1 of more than 50 persons had been established by 
Director Byrnes, with the approval of President Roosevelt, as 
a means of reducing civilian travel. This was revealed late 
January 5 at the White House after the President at his morn- 
ing press conference that day had told newspaper and radio 
representatives that he had read reports that a ban on conven- 
tions was under consideration but had not discussed the matter 
with Director Byrnes. 


Director Johnson, of the Office of Defense Transportation, 
will head what may be called the convention “permit”? com- 


mittee, according to the Byrnes’ announcement the text of which 
follows: 


Director of War Mobilization and Reconversion James F. Byrnes 
appealed today for a curtailment of non-essential travel and particularly 
for a cessation of group meetings, such as conventions and trade shows 
not necessary in the war effort. 

This action was taken with approval of the President who has told 
Mr. Byrnes that even the invitations to the inaugural ceremonies on 
January 20th are being restricted as never before because of demands 
the war has brought about, particularly on transportation and housing. 
The great majority of the invitations to be issued, it was said, there- 
fore, will go to Members of the Congress, officials of our government and 
others who already are in Washington—who need no transportation and 
have their housing accommodations. 

Justice Byrnes pointed out that in 1942 after Pearl Harbor, Amer- 
ican associations voluntarily canceled many conventions and trade 
shows. However, during the past year, the optimism which led so 
many of us to believe that victory was at hand, also led to a substan- 
tial increase in the holding of conventions and post-war trade shows. 

“This has added a substantial load to our already overtaxed trans- 


portation and hotel facilities, with an increasing demand for additional 
manpower,”’ he said. 


“TIT am advised that our railroads have 38,872 coaches and other 
passenger units now as compared with 53,941 in 1918. Our organized 
military movements alone in eighteen months of this war have required 
the transportation of 16 million persons as compared with 6,500,000 in a 
corresponding period during World War I. 

‘“‘We have about the same number of coaches and only a limited 
number more Pullmans now than we had in 1939. The military are 
using 10 to 15 per cent of the coaches and almost half of the Pullmans. 
In the face of this, revenue passenger miles have increased from 
22,600,000 in 1939, 29,000,000 in 1941, and 53,600,000 in 1942 to an esti- 
mated 96,000,000 in 1944. 

‘‘Similarly, our hotels are crowded to the extent that persons trav- 
eling on important war assignments, and our servicemen find it difficult 
and sometimes impossible to obtain accommodations.”’ 

Mr. Byrnes added that he recognized that some meetings were de- 
sirable in the best interests of the war. However, it was his belief that 
these could be much fewer in number and much smaller in attendance 
than at present. 

Justice Byrnes announced that, with the approval of the President, 
Director J. M. Johnson of the Office of Defense Transportation had been 
asked to head a committee to be composed of representatives of the 
War and Navy Departments, the War Production Board, and the War 
Manpower Commission to receive and pass upon applications for the 
holding of group meetings which are to be attended by more than 50 
persons to determine if the need for these meetings is sufficiently in 
the war interest to warrant the tax on transportation and services. 

He stated that it is expected that this committee will act not only 
on requests from the public, but also on requests from the civilian 
government agencies. 

Justice Byrnes requests that all conventions to be attended by more 
than 50 persons and scheduled to be held after February 1, 1945, be 
canceled unless approved by this committee as necessary in the war 
effort. He expressed the hope that group meetings of less than 50 be 
held to a minimum. He requested that all post-war trade shows be 
eanceled. He particularly appealed to hotel management to decline 
reservations for unapproved group meetings and trade shows. 

Justice Byrnes said that he was so certain that his appeal would 
receive immediate public support and general cooperation that he has 
taken no measures to determine government enforcement procedures 
which might be instituted. 

He also stated that he was writing the heads of all government 
agencies to ask them to institute procedures to examine all travel of 
government employes with a view to reducing such travel to the mini- 
mum consistent with their responsibilities. 

He urges the general public to defer non-essential trips. 


Director Johnson announced that the other ‘permit’ com- 
mittee members were Under Secretary of War Robert P. 
Patterson, Under Secretary of Navy Ralph A. Bard, chairman 
of the War Production Board, J. A. Krug, and Deputy Chairman 
of the War Manpower Commission Charles M. Hay. 


Commenting on Director Byrnes’ appeal for a curtailment 
of nonessential travel and particularly for a cessation of group 





TRAFFIC WORLD 


meetings, such as conventions and trade shows not necessary 
in the war effort. Director Johnson said: 


The committee is very anxious that the objectives of Justice Byrnes’ 
request—relief of overburdened transportation and housing facilities— 
be fully and speedily attained. We have all been concerned not only 
about the problem of absenteeism of workers engaged in the producing 
and transporting of desperately needed war materials but also over 
executive absenteeism caused by attendance at the many conventions, 
industry meetings, trade shows and conferences. The committee wil] 
meet promptly to determine its policy and to develop the information 
required to properly pass upon applications for special permits. 


Director Johnson announced that he had appointed Richard 
H. Clare, on leave from the Pennsylvania Railroad, as his spe- 
cial assistant in this matter and would recommend to the 
committee his appointment as secretary. 

Office of Defense Transportation officials said that agency 
had received inquiry from the middle west with respect to 
whether basketball tournaments were to be considered as 
“conventions” under recent travel curtailment orders of the 
O. D. T. It was said at the O. D. T. offices that local tourna- 
ments were not considered as conventions, and that travel to 
and from the middle western tournaments in question was not 
usually by rail. 

The Chamber of Commerce of the United States has can- 
celed its 1945 annual meeting, which had been scheduled for 
New York City the first week in May. This action was taken by 
Eric A. Johnston, chamber president, after Ralph Bradford, 
general manager, had polled the board of directors on a recom- 
mendation for cancellation which was made by the chamber’s 


administrative officials. Explaining the chamber’s action, Mr. 
Johnston said: 


The Chamber of Commerce of the United States is centering its 
attention on winning the war. That is the first job of business and of 
every citizen. It comes first above all else. 

The chamber did not hold its annual meeting last year. Conforming 
to the spirit of Director Byrnes’ request, the chamber most certainly 
does not desire to add now to the burden of the railroads, nor to tax 
any other facility needed for winning the war. 

The war situation has changed markedly since the chamber decided 
last fall to hold its 1945 meeting. Then, the chamber along with mili- 
tary officials, expected spring to see victory, or near victory, in Europe. 
It believed a meeting of chamber members would be useful for dis- 
cussing, with government, plans for further measures for the war in the 
Pacific and for a start on reconversion. 

The early future does not promise what seemed certain last fall. 
Therefore, the chamber feels that every resource the country possesses 


should continue to be directed toward the speediest defeat of our 
nation’s enemies. 


COAL AND TRANSPORTATION 


Because of transportation difficulties owing to bad weather, 
the Solid Fuels Administration for War, January 10, requested 
producers in two southern Appalachian mining districts to ship 
no more coal into the area west of Pittsburgh and north of 
central Ohio, Indiana and Illinois until January 15, Administra- 
tor Harold L. Ickes announced. 

The notice, telegraphed to all producers in Districts 7 and 
8, covering southern West Virginia, western Virginia, eastern 
Kentucky and northeastern Tennessee, read: 


Because of congestion caused by weather conditions, the railroads 
have requested certain curtailments in coal shipments to alleviate car 
shortages that will occur on railroads operating in Districts 7 and 8. 

Until Monday consign no coal north-of Pittsburgh, Youngstown, 
Akron, Indianapolis, Springfield, Ill., and St. Louis, Mo. By-product 
coal for steel or gas use may be consigned to any point. 


The message, which does not preclude shipments to the 
cities named, or to Columbus, O., was signed by Deputy Admin- 
istrator C. J. Potter. 

The coals produced in Districts 7 and 8 are widely used for 
heating homes and for industrial purposes in the affected area. 
Many of the coals are of the type required for coke, steel and 
fuel gas production. 

“Today’s action is absolutely essential to protect the fuel 
supply,” Administrator Ickes said. 


oO. D. T. APPEAL DECISIONS 


Director Johnson, of the Office of Defense Transportation, 
has issued his appeal decision No. 72, affirming denial of two 
applications of H. T. Woodgate, Maxwell, Neb., for permits to 
change the location of two passenger motor vehicles from 
Casper, Wyo., to North Platte, Neb. 

In appeal decision No. 74, Director Johnson affirmed de- 
nial of an application of Howard M. Lee, of Dunn, N. C., for 
a certificate of war necessity to inaugurate service as a private 
carrier of property by motor vehicle. 

Denial of the application of Harry E. Ramey, of Luray, 
Va., for a special permit to furnish taxi service there, was 
affirmed by the director in appeal decision No. 75. 
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In his appeal decision No. 76, Director Johnson has affirmed 
denial of application of Curtis L. Duncan, dba Duncan Furni- 
ture Co., of Atlanta, Ga., for approval of service as a private 
carrier of property. 

In appeal decision No. 78, Director Johnson has affirmed 
denial of permit to transfer a bus from service of Clelland Bus 
Lines, Inc., of Birmingham, Ala., to Cole Transit Lines, of the 
same city. 

In appeal decision No. 78, the O. D. T. director has affirmed 
denial of applications for service as a private carrier by H. C. 
Gilliland, of Burlington, N. C. 


CLOSING OF O. D. T. FIELD OFFICE 


The Office of Defense Transportation has announced that 
its field office at Danville, Ill., will be closed January 31, and 
that 11 Illinois counties now served by that office will there- 
after be served by regional O. D. T. office at Springfield, Ill. 


Oo. D. T. WAR CERTIFICATE ORDER 


The Office of Defense Transportation has issued O. D. T. 8, 
amendment 3, relating to certificates of war necessity and is- 
suance to holders thereof of additional motor fuel for non- 
recurring need. 


COMMERCIAL MOTOR VEHICLES 


Authorization of the construction of 8,833 integral busses 
to meet essential passenger transportation needs in 1945 has 
been announced by the Office of Defense Transportation follow- 
ing . program determination made by the War Production 
Board. 

The O. D. T. also announced W. P. B. approval of the con- 
struction and manufacture of 19,304 commercial trailers and 
2,961 third axles in 1945. 


oO. D. T. CONSERVATION ORDERS 


The Office of Defense Transportation has issued the follow- 
ing supplemental O. D. T. 3 orders authorizing coordinated 
operations in the areas indicated: Rev. 95, amendment 1, be- 
tween Wichita and Hutchinson, Kan.; Rev. 469, between South 
Bend, Ind., and Cincinnati, O.; Rev. 457, between South Bend 


Revenue Freight Loading 


Revenue freight loading the week ended January 6 totaled 
682,967 cars, according to the Association of American Rail- 
roads. This was 98,210 cars or 16.8 per cent above the pre- 
ceding week, 86,662 cars or 11.3 per cent under the correspond- 
ing week of 1944 and 34,209 cars or 4.8 per cent under the 
corresponding week of 1943. 
and Indianapolis, Ind.; Rev. 470, Nebraska; Rev. 205, amend- 
ment 1, between Louisville, Ky., Indianapolis, Ind., and Chicago, 
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Ill.; Rev. 471, between Evanston, Wyo., and Salt Lake City and 
Ogden, Utah; Rev. 472, Maryland; Rev. 474, Alabama; Rev. 
476, between points in Connecticut, Delaware, Florida, Georgia, 
Massachusetts, Maryland, North Carolina, New Jersey, New 
York, Ohio, Pennsylvania, Rhode Island, South Carolina, Ten- 
nessee, Virginia, West Virginia, and District of Columbia; Rev. 
477, New York state; Rev. 478, between Knoxville and Chat- 
tanooga, Tenn.; Rev. 479, between Youngstown, O., and Pitts- 
burgh, Pa.; Rev. 480, between points in New Jersey and Penn- 
sylvania; Rev. 483, between Boise and New Meadows, Idaho; 
and Rev. 484, between Dallas and Waco, Tex. 

The O. D. T. has also issued supp. order O. D. T. 6A-83, 
coordinated operations between Worcester, Charlton and points 
in Massachusetts; supp. order O. D. T. 6A-84, between Murray, 
Midvale, Sandy and Salt Lake City, Utah; and special order 
O. D. T. B-59, coordinated operations between Vancouver, Brit- 
ish Columbia, Canada, and Seattle, Wash., and O. D. T. 6A-85, 
between Providence, R. I., and points in Massachusetts. 





oO. D. T. EXPEDITING ORDERS 


The Office of Defense Transportation has issued several 
orders providing for expediting the collection and delivery of 
line-haul shipments as follows: O. D. T. E-4, in Battle Creek, 
Mich., area; O. D. T. E-6, in Fort Worth, Tex., area; and 
O. D. T. E-7, in Dallas, Tex., area. 


Mid-West Board Meeting 


Following the recommendation of its executive committee 
that action be taken to eliminate from the provisions of service 
order No. 263 penalty demurrage charges on privately owned 
tank cars while standing empty on home tracks (see Traffic 
World, Jan. 6, p. 37), the Mid-West Shippers Advisory Board, 
at its annual meeting in Chicago, January 5, caused the follow- 
ing telegram to be sent to Director Johnson, of the Office of 
Defense Transportation: 


At Mid-West Shippers Advisory Board meeting today resolutions 
unanimously adopted requesting following exception be made to I. C. C. 
order 263, ‘‘Exception will not apply on empty tank cars on private 
tracks when home for loading.’’ In addition thereto urgently request 
thorough consideration be given.commodities requiring heat before 
unloading especially when receipt of such traffic is bunched by carrier 
disability. 


J. E. Bryan, general traffic manager, Wisconsin Paper and 
Pulp Manufacturers Traffic Association, Chicago, and general 
chairman of the management committee for the Perfect Ship- 
ping Month Campaign of April, 1945, reviewed the suggestions 
made the previous day in the meeting of the board’s loss and 
damage prevention committee. He said he hoped that the local 
claim prevention committees that were to be set up would bring 
to the attention of all concerned the things that could be done 
to cut down the losses being sustained. He said he was not 





Revenue Freight Car Loading—Week Ended Saturday, Dec. 30 
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Revenue Freight Car Loading—Week Ended Saturday, Jan. 6 
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referring to the losses the railroads had experienced, but rather 
to the loss of time, money, manpower and customers suffered 
by shippers. 

Mr. Bryan said it had been agreed that the campaign should 
“bear down” on the packaging of civilian goods, as army and 
navy specifications covered the packing of war goods. He said 
the matter of claim prevention was the shippers’ and receivers’ 
fight, and that they should be “taking the load,” in view of the 
fact that the entire expense of the program was borne by the 
railroads. He urged shippers and receivers to get out into the 
field, and said they should not “pull their punches.” There 
should be no reluctance, said he, to making reports to shippers, 
adding that railroad men should also be glad to make such 
reports. 

General Rail Conditions 


L. R. Capron, vice-president, traffic department, Chicago, 
Burlington & Quincy, in a general review of the rail situation, 
said that the handling of war traffic by the railroads was a 
miracle that Hitler’s astrologer failed to predict. However, he 
said, the resurgence of German strength in Europe had upset 
some schedules, and that the railroads would not be able to 
obtain new equipment in the volume that had been hoped for, 
because the war demands were going to be greater. He said 
there could be no relaxation or faltering in the efforts of the 
railroads, adding that ‘‘we can and we will do the job.” 

The railroads had the necessary locomotive power, he said, 
but that they had, perhaps, too few cars, but that “we can and 
will make those do.” The manpower situation, he said, was 
grave, and that the railroads could see no relief in sight but 
that, rather, it seemed to be gradually growing worse. He said 
that the lack of manpower in terminals and elsewhere had 
actually delayed the movement of essential freight. He said 
that General Gross, chief of the army transportation corps, had 
wired railroad presidents on December 30 that this situation 
“must be corrected at once regardless of labor, weather, or any 
other unfavorable condition.” That, said Mr. Capron, was 
“quite on order.” He said he thought the eastern roads, particu- 
larly, would find it so in view of recent storm experiences, but 
added that “we are all doing our damnedest and we are all 
going to continue to do it.” 

After reviewing the method of recruiting workers under 
regulations of the War Manpower Commission, Mr. Capron said 
that for the last two years the Burlington had operated employ- 
ment offices at Chicago, St. Louis, Kansas City, Omaha, Lincoln, 
and Denver. He said the road had advertised daily in the cities 
mentioned and had carried display advertisements in smaller 
cities and towns, and had distributed posters to be placed in 
station waiting rooms. He said the Burlington had relaxed 
physical requirements and age limitations as much as was pos- 
sible consistent with safety of operation. In the last 90 days, 
he said, the road had carried out an intensive off-line recruit- 
ment campaign in cooperation with the Railroad Retirement 
Board, mentioning points as far south as Louisiana and as far 
east as West Virginia. 


Among the examples he cited of the methods used to meet 
the situation, Mr. Capron said that in the first ten days of 
December, at Chicago, it was necessary to double the tricks 
of 46 switchmen, and to work 1,371 hours of overtime. That, he 
said, was an average of 137 hours a day, or the equivalent of 
5.7 crews a day. He said the time worked by doubling men 
was not included in the overtime figure. 

He said the railroads should have more help in obtaining 
manpower, and that he did not want to see restrictions put on 
the movement of civilian freight. He said he doubted if the 
Washington authorities realized how little civilian freight was 
moving, aside from foodstuffs, much of which, he added, went 
to essential war workers and could be classed as essential war 
freight. One important result of restricting the movement of 
civilian freight, he said, would be the difficulty in deciding what 
was civilian freight under the conditions he described. He said 
it might be found that the remark of Director Johnson, of the 
Office of Defense Transportation, to the effect that one railroad 
man on a railroad was worth 1,000 railroad men in the army 
was not “so wide of the mark.” 


J. J. Mahoney, general superintendent of transportation, 
Atchison, Topeka & Santa Fe, and chairman of the board’s 
railroad contact committee, said his committee and the car 
service committee had held a joint meeting on January 3, with 
a view to improving the box car, flat car, and refrigerator car 
supply in the mid-west territory. He said that, until the flow 
of such cars from eastern territory was increased, the com- 
mittees could see no improvement in the near future in the box 
and refrigerator car situations. The flat car situation could be 
met, he said, by moving such cars from western territory, when 
they were not required for the military. 

L. M. Betts, manager, railroad relations section, Associa- 
tion of American Railroads, Washington, D. C., said that, once 
again, the railroads were looking back over a strenuous year 
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and wondering that they had succeeded in meeting the needs 
of military and civilian traffic as satisfactorily as they had. He 
said the situation did not look as optimistic to him as it had a 
year ago. He said the railroads were facing in 1945 an increas- 
ing demand on their facilities because of the demand for maxi- 
mum production from industry, and that the railroads were 
facing that demand with greater labor problems, with the win- 
ter season offering more unfavorable weather than at any 
time since the war began. 

He said the estimated ton-miles for 1944 was less than 2 
per cent above the previous year and that carloadings in 1944 
were a little above 1943. He said he doubted that the situation 
would change greatly this year, observing that the car supply 
would be somewhat better, 44,000 cars having been built in 
1944, compared with about 26,000 in 1943. He said the railroads 
had placed orders for 48,000 cars altogether. The locomotive 
situation, he added, would be a little better, citing 850 to 900 
locomotives built in 1944 against 450 to 500 built in 1943. The 
problem for the future was not so much one of facilities, he said, 
expressing the belief that the railroads would not have a great 
deal more in volume of traffic, and would have somewhat more 
in the way of cars and locomotives. However, he added, the 
railroads were going to have more labor problems. He said the 
terrific toll of the war was going to be felt, “not only in our 
hearts,” but in the supply of labor. As the draft boards were 
reaching into the field to take agricultural labor, which they 
had not been taking up to now, Mr. Capron said they might be 
reaching into the fields of the shippers and the railroads to a 
greater extent before the year was out. 

J. J. Hayden, district manager, car service division, A. A. R., 
at Chicago, said that it had been found necessary to place 37 
embargoes at the request of the Commission, the O. D. T., and 
the vigilance committees. He said this represented no attempt 
to tell shippers and receivers how to run their businesses, add- 
ing that the embargoes were mostly used where cars were 
not unloaded promptly. 

C. W. Taylor, manager, refrigerator car section, A. A. R., 
Chicago, said that refrigerator car loadings for 1944 were 10 
per cent in excess of loadings for 1943. For the first three weeks 
of December, he said, loadings were 20 per cent above the same 
three weeks in December, 1943. He said a heavy volume of 
refrigerator cars were being moved into consuming areas, and 
that most of them were “down east.” Bad weather, he said, 
had resulted in slowing up the return of refrigerator cars into 
the mid-west territory. That territory, he said, was in just 
about as good conditions as at this time last year. 

He added that conditions in the far west, in view of the 
delay in returning cars from the east, would be “hard.” He said 
he did not know when the weather would clear up in the east 
and that when it did, Chicago would be only two or three days 
away from the car supply, but that the west was 14 days from 
the supply. He said that, if the weather did not become better 
and permit cars to move, “‘we will face a very serious situation 
in the far west.” 

A. H. Schwietert, traffic director for the Chicago Associa- 
tion of Commerce, reporting for the central vigilance committee 
on car efficiency, repeated his remarks about the drop in aver- 
age detention in the last three months of 1943, made at the 
executive committee meeting. He said the number of cars 
within the Chicago district on which reports were received was 
approximately one-half the number on which reports were re- 
ceived from outside the Chicago district. It was significant, he 
said, to note that the average detention time for Chicago and 
for points outside of Chicago was substantially the same. 

He said a very interesting report had been received from 
J. C. Justesen, traffic manager, Mosinee Paper Mills Co., Mosi- 
nee, Wis., showing that his company had handled 7,328 carloads 
in 1944 and had paid demurrage charges on only one car. Mr. 
Schwietert urged that all vigilance committee chairmen report 
as soon after the end of each month as possible. 

The activity with respect to the complete unloading and 
cleaning of cars, he said, continued to “drift along in about the 
same degree month by month.” Notwithstanding constant urg- 
ing that more reports be submitted to the committee for han- 
dling, he said the number of reports remained approximately 
the same. Referring to a report that, because of the cold 
weather, open top equipment was being placed by carriers for 
loading while the cars contained much debris, some of it frozen, 
he said that while some of this could be avoided if the consignee 
who unloaded the car would do a good job, there was not much 
that the vigilance committee could do unless the carrier re- 
ported the name of the consignee to the committee. He re- 
newed the committee’s request that carrier representatives co- 
operate with the committee by furnishing the necessary infor- 
mation. 


Election of Officers 


The board unanimously adopted the recommendation of the 
nominating committee, headed by M. N. Billings, chairman, 
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transportation committee, Illinois Manufacturers Association, 
Chicago, that the officers now serving be reelected, and the 
committee’s recommendations for membership on the executive 
committee. The slate was as follows: 


For general chairman, Irving M. Peters, traffic manager, Corn 
products Refining Company, Chicago; alternate general chairman, A. H. 
Schwietert, director of traffic, Chicago Association of Commerce; gen- 
eral secretary, C. F. Devine, traffic director, Silica Sand Traffic Associa- 
tion of Illinois, Chicago; members of the board of directors, Mr. 
Billings; F. H. Bohl, traffic manager, Milwaukee Coke and Gas Com- 
pany, Milwaukee, Wis.; J. A. Brough, traffic manager, Crane Company, 
Chicago; J. E. Bryan, general traffic manager, Wisconsin Paper and 
Pulp Manufacturers Traffic Association, Chicago; T. C. Burwell, vice- 
president, A. E. Staley Manufacturing Company, Decatur, Ill.; R. H. 
Craddock, traffic manager, Rahr Malting Company, Manitowoc, Wis.; 
R. V. Craig, general traffic manager, Allied Mills, Inc., Chicago; W. A. 
Cramer, western traffic manager, United States Steel Corporation Sub- 
sidiaries, Chicago; S. G. Creswick, traffic manager, Dubuque, Iowa, 
Shippers’ Association; G. M. Cummins, traffic commissioner, Davenport, 
Iowa; Chamber of Commerce; J. R. Davy, traffic commissioner, Sheboy- 
gan, Wis., Association of Commerce; J. H. Deaderich, vice-president, 
Caterpillar Tractor Company, Peoria, Ill.; W. F. Ehmann, director of 
traffic, Wisconsin Coal Bureau, Madison; F. C. Forward, traffic man- 
ager, Minneapolis-Moline Power Implement Company, Moline, IIl.; 
E. A. Gustafson, traffic manager, Universal Atlas Cement Company, 
Chicago; R. L. Hafer, traffic manager, Peoria, Ill., Association of Com- 
merce; J. C. Justesen, traffic manager, Mosinee Paper Mills Company, 
Mosinee, Wis.; J. D. Kelleher, district traffic manager, American Can 
Company, Chicago; C. A. Lahey, vice-president, Quaker Oats Company, 
Chicago; W. A. Mayfield, general traffic manager, Swift and Company; 
F. B. McElroy, transportation rate expert, Illinois Commerce Commis- 
sion; C. D. Miller, traffic manager, American Maize Products Company, 
Chicago; William Noorlag, Jr., assistant traffic director, Chicago 
Association of Commerce; F. L. Partridge, Burlington Shippers Asso- 
ciation, Burlington, Iowa; R. W. Peterson, member, Wisconsin Public 
Service Commission; W. J. Popp, traffic manager, International Steel 
Corporation, Evansville, Ind.; L. J. Quasey, commerce counsel, National 
Live Stock Marketing Association, Chicago, Ill.; R. C. Ross, vice- 
president, Joseph T. Ryerson and Son, Inc., Chicago; Fred A. Schleifer, 
Fred A. Schleifer & Associates, Chicago; H. J. Schroeder, general traffic 
manager, Deer and Company, Moline, Ill.; H. V. Scott, traffic manager, 
Indiana Coal Trade Association, Terre Haute; E. F. Stecher, general 
traffic manager, Stewart Warner Corporation, Chicago; I. W. Whitaker, 
traffic manager, Aluminum Goods Manufacturing Company, Manitowoc, 
Wis.; W. Y. Wildman, transportation consultant, Chicago; A. A. Wuch- 
terl, manager, transportation department, Milwaukee, Wis.; Grain and 
Stock Exchange. 


Charles W. Stadell, traffic manager of the Illinois Coal 
Traffic Bureau, Chicago, as chairman of the board’s legislative 
committee, said there was nothing to report, since the bills 
pending before the 78th Congress had died with its adjourn- 
ment. All such bills, he said, would have to be presented anew 
to the 79th Congress, which convened January 3. 


The meeting adopted a resolution of condolence on the 
death of J. L. Bevens, president of the Illinois Central. It also 


_ directed that the general chairman send to M. J. Gormley, who 


recently resigned as executive assistant of the Association of 
American Railroads, a resolution expressing suitable sentiments 
on his retirement. In part, the resolution said that nothing 
could be more expressive of the sentiments of the members 
of the board than the editorial, “Well Done, ‘Mike,’” in the 
December 16 Traffic World. 

The meeting unanimously adopted the proposal of the 
nominating committee that the by-laws of the board be 
amended to increase the membership of the executive commit- 
tee from 28 members plus the three officers to 36 members plus 
the three officers. 

At the joint luncheon of the Traffic Club of Chicago and 
the Mid-West board, John S. Burchmore, chairman of the pub- 
lic affairs committee of the Traffic Club of Chicago, presided 
as toastmaster. 

Freight Loading Forecast 


The Midwest Shippers’ Advisory Board has corrected its 
forecast of carloadings of cereal beverages for the first quarter 
of 1945 (see Traffic World, Jan. 6, p. 39), to show an increase 
of 5 per cent over the actual loadings of the first quarter of 
1944, instead of 44.3 per cent increase. The change is made 
necessary by a correction in the actual carloadings for the first 
quarter of 1944, from 9,565 to 13,110. 


FLORIDA CITRUS FRUIT ORDER 


_ Under service order No. 262, Refrigeration Restrictions on 
Cc itrus from Florida (see Traffic World, December 23, 1944, p. 
1644), Director Clinger, of the Commission’s Bureau of Service, 
has issued general permit No. 1, effective January 3, and ex- 
piring April 1, granting railroads the following permission: 


_ To provide standard refrigeration on any refrigerator car loaded 
with a mixed shipment of tangerines or temple, king, or clementine 
cranges and other citrus fruits originating at any point or points in 
the state of Florida provided that the tangerines or temple, king, or 
ciementine oranges in the car comprise not less than fifty (50) per cent 
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of the tariff minimum weight applicable on the oranges, and further 
provided that the waybills shall show reference to this general permit. 


Director Clinger, under service order No. 262, issued gen- 
eral permit No. 3, effective January 8, and expiring May 1. 
The general permit allows railroads, subject to one exception, 
to reice once in transit to full bunker capacity at a regular icing 
station enroute but not beyond Florence, S. C., Aberdeen, N. C., 
Spencer, N. C., Erwin, Tenn., Atlanta, Ga., Pensacola, Fla., 
Montgomery, Ala., or Birmingham, Ala., after the first or initial 
icing at an icing station in Florida, any refrigerator car or 
cars loaded with citrus fruits, originating at Florida points, 
when destined to points located north of the Potomac or Ohio 
Rivers or west of the Mississippi River, provided the waybills 
shall show reference to this general permit. The exception was 
that shipments billed or ordered initially iced at High Springs, 
Fla., at the option of the Atlantic Coast Line railroad, might be 
initially iced at Waycross, Ga. 


ANTHRACITE COAL SERVICE ORDER 


Effective January 6, the Commission, division 3, has issued 
service order No. 270-A suspending until April 6 service order 
No. 270 which required the Lehigh Valley and the Lackawanna 
not to place coal cars at the Luzerne colliery at Kingston, Pa., 
for loading with anthracite coal produced by Luzerne Anthra- 
cite, Inc. (See Traffic World, January 6, p. 37.) 

The Commission, division 3, has issued service order No. 
272, effective January 11, directing the Pennsylvania and the 
Reading not to furnish, supply, or place coal cars at Markson 
breaker, near Valley View, Pa., for loading with anthracite 
coal produced by Markson Coal Co., Inc. The division said the 
order would expire July 1, unless otherwise modified, changed, 
suspended, or annulled. It said it had issued the order on peti- 
tion of the Solid Fuels Administration for War and Office of 
Defense Transportation in connection with the former’s prohi- 
bition of shipments of anthracite with an ash content exceeding 
that prescribed in S. F. A. W. regulation No. 9 (8 F. R. 15560). 


REFRIGERATOR CAR DEMURRAGE 


By amendment No. 1 to revised service order No. 180, the 
order imposing heavy demurrage charges on refrigerator cars 
held for loading and unloading beyond the free time permitted 
in the applicable tariffs (see Traffic World, Oct. 7, p. 917), 
the Commission, division 3, has suspended provisions of the 
order with respect to periods of “extreme weather” as de- 
scribed in rule 8, section A of Agent B. T. Jones’ tariff I. C. C. 
No. 3815. The amendment was issued to become effective at 
7 a.m., January 7, and to expire at 7 a. m. December 1, 1945, 
“unless otherwise modified, changed, suspended or annulled” 
by order of the Commission. The Commission said in the pro- 
vision now added to the revised service order that, in such 
periods of extreme weather, the rules, regulations and charges 
provided in lawfully published tariffs should apply in lieu of 
the provisions of the service order. 


REFRIGERATOR CAR FREE TIME 


The Commission, division 3, has issued amendment No. 2 
to its revised service order No. 112, by which is prescribed the 
maximum free time allowed at destination on any refrigerator 
car loaded with fresh or green fruit or vegetables (see Traffic 
World, Sept. 16, p. 709). The amendment, effective at 7 a. m. 
January 7 until December 1, 1945, unless otherwise modified, 
changed, suspended or annulled by a Commission order, adds 
to the revised order a provision suspending the provisions of the 
order in periods of extreme weather conditions, as described 
in rule 8, section A of Agent B. T. Jones’ tariff I. C. C. No. 
3815, and making applicable in such extreme weather periods, 
in lieu of the provisions of the revised service order, the rules, 
regulations and charges provided in lawfully published tariffs. 


CONTROL OF EXPORTS AND IMPORTS 


The War Food Administration has announced that “no gen- 
eral authority has been given food importers to transfer or to 
assign to other importers authorizations to import food granted 
under War Food Order No. 63.” The announcement did not 
apply to arrangements through which certain importers import 
as agents for others, it said, adding. 


This restriction on transfers is covered by section (b)(2) of the 
order which reads ‘‘unless otherwise expressly permitted, such authori- 
zation shall apply only to the particular food and shipment mentioned 
therein and to the persons and their agents concerned with such ship- 
ment. Such authorization shall not be assignable or transferable either 
in whole or in part, except as authorized in writing by the director’’ 
(of the Office of Supply). 

Importers who transfer or assign import authorizations in violation 
of the import order are subject to loss of import authorization and 
privileges along with other compliance action. 


The War Food Administration has announced that, effec- 
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tive January 4, wheat flour may be exported under the W. F. A. 
export program to any country, subject to the export require- 
ments of the Foreign Economic Administration. Heretofore, it 
said, flour exports under the program had been limited to the 
Western Hemisphere. 

The Foreign Economic Administration has issued its cur- 
rent export bulletin No. 220, covering special licenses covering 
all phases of agriculture, food production, food processing and 
fishing activities; limited exportation of paraffin wax to Mexico 
and changes in general licenses. 

The War Production Board announced that consideration 
was now being given to applications for permits under General 
Imports Order M-63 to purchase and import from Mexico, 
Superior or Selected Palma and Pita Istle in raw or crude form. 
These grades is istle are generally used in the manufacture of 
brushes in this country. Applications should be made on Form 
WPB-1041 (Application for Importation of Strategic Material) 
and filed with the Cordage Branch, Textile, Clothing and 
Leather Bureau, W. P. B., Washington 25, D. C. 


GRAIN CAR FREE TIME 


By Service Order No. 273, restriction of free time on “set- 
back” cars of grain, issued to become effective January 25 and 
to expire September 1, the Commission, Division three, reduced 
to 48 hours (the basis authorized in other states on intrastate 
grain traffic) the free time allowed in Minnescota for loading 
and unloading of intrastate shipments of grain or grain products 
into and out of “set-back” cars. The Commission said action 
on this matter had been requested by the Director of the 
Office of Defense Transportation and that the ODT-ICC grain 
and grain products transportation and conservation committee 
a recommended the reduction in free time as set forth in the 
order. 


PETROLEUM TRANSPORTATION 


Tank car shipments of crude oil and petroleum products 
into the Atlantic seaboard the week ended January 6 averaged 
526,020 barrels daily, as compared with 527,282 barrels daily 
the preceding week, according to the Petroleum Administration 
for War. 

The “Big Inch” (24 inch) pipeline delivered an average 
of 319,827 barrels daily for the week ended January 6, as com- 
— with an average of 313,952 barrels daily for the previous 
week. 

The “Little Big Inch” (20 inch) pipeline delivered an aver- 
age of 229,662 barrels daily for the week ended January 6, as 
compared with 228,207 barrels daily for the previous week. 


TANK CAR DEMURRAGE ORDER 


Commissioner Johnson, who serves also as director of the 
Office of Defense Transportation and who has under his super- 
vision the work of the Commission’s Bureau of Service, in 
answer to an inquiry as to possible postponement of the effec- 
tive date of service order No. 263, Demurrage Charges on Tank 
Cars (see Traffic World, Jan. 6, p. 36), said, January 11, that 
the effective date of that order would be postponed “possibly 
a few days, but a very few,” and that such postponement would 
be ordered after he had received recommendations of a com- 
mittee with respect to possible revision of the service order, 
issued to become effective January 15 and to expire on March 1. 

The committee was named in a meeting of “interested par- 
ties” that was held for discussion of provisions of the tank 
car demurrage order January 9 and 10 in Washington, Com- 
missioner Johnson said. 


CONTAMINATING BOX CARS 


“Under prevailing conditions of tight bax car supply, and 
particularly the restricted number of cars available for high 
class loading, the use of high class cars for contaminating com- 
modities is inexcusable,” said L. M. Betts, manager of the rail- 
road relations section of the car service division of the Associa- 
tion of American Railroads, in a message to railroad transpor- 
tation officers continuing as follows: 


Granting the fact that the problem of inexperienced help compli- 
cates the situation, it nevertheless remains true that the transportation- 
operating officers of every railroad are familiar in general with the 
industries served which load commodities of a nature that will damage 
the interior of a box car and unfit it for further high class loading. 
Such knowledge should make entirely practicable the enforcement of 
specific and drastic instructions to those in charge of car distribution 
for such industries or switching districts as will result in the exercise 
of particular care in the selection of cars for such loading. In spite 


of the recognized and acknowledged importance of so protecting the 
limited available supply of high class cars, we continue to discover all 
too frequently cases where indifferent supervision, lack of instructions or 
carelessness in general has resulted in the contamination of cars other- 
wise suitable for the loading of food products and other high class 
Recently at an important packing house center originating 


commodities. 
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a substantial daily volume of green hides the local yard office of one 
railroad was found to have no instructions on file covering the provi- 
sions of Circular T-56, the personnel in charge had no knowledge of 
the provisions of the circular, nor were they charged with any restric. 
tion on the selection of cars for the loading of green hides. The 
result was that in a period of seven days 24 foreign and 2 system 
box cars were used for this commodity of which eleven had previously 
been inspected for grain loading, or the last previous load in the cars 
had been a high class commodity. The transportation officer, when 
confronted with this record, frankly replied: ‘‘I am absolutely tongue. 
tied, and unable to utter one single word in defense of, or trying to 
justify, such absolutely disgraceful handling of cars.’’ 

It is our hope that citing the circumstance of this particular case 
will serve to impress upon every transportation officer the importance 
of again reviewing the situation at all points on his railroad where 
contaminating commodities of any kind are loaded to insure that 
proper supervision will be exercised to prevent the degradation of high 
class box cars by improper loading. 


oO. P. A. LUMBER LOADING CHARGES 


Establishment of charges for special loading of open top 
rail car shipments of southern pine lumber four inches or less 
in thickness has been announced by the Office of Price Adminis- 
tration. 


“The charges are $7 per bulkhead and $7.50 for staking, 
wiring, and separating shipments, and they become effective 
January 15, 1945,” is said, adding: 


The Central Procuring Agency, which buys lumber for the armed 
services, has directed that southern pine lumber of thickness of four 
inches and under which moves directly to a port must be loaded in 
open top rail cars so that it may be unloaded by crane, O. P. A. said. 

Lumber of these sizes shipped in open top cars frequently must be 
bulkheaded or otherwise made secure to prevent shifting of the load 
en route. The charges established today compensate sellers for the ma- 
terial and labor involved in special loading and bulkheading. 


MEXICAN FREIGHT CARS IN U. S. 


Chairman Kendall, of the car service division of the Asso- 
ciation of American Railroads, has sent the following to rail- 
road transportation officers: 


With the present high level of interchange traffic with Mexico, there 
are occasional freight cars of Mexican ownership in circulation in the 
United States. Under the U. S. Customs Regulations such cars may 
not be used for local traffic except when moving strictly to or in the 
direction of a junction point with the home road. Also, the reciprocal 
per diem rate on Mexican cars in the United States, as in the case 
of U. S. cars in Mexico, is $1.50. 

In order to avoid misuse of Mexican cars in local service and to 
expedite their return to their home lines, also to reduce to that extent 
the loading of U. S. cars into Mexico, railroads having in their posses- 
sion cars of Mexican ownership available for reloading are requested 
to communicate the car number and location to our nearest district 
manager. He will handle with the permit agent under C. S. D. 
Embargo 400 and endeavor to indicate a convenient point where an 
authorized load can be obtained for Mexico. Such handling will be 


accomplished in a manner that will not involve serious detention to the 


Mexican car in anticipation of loading. 

Having accomplished the loading in this manner of a considerable 
number of Mexican cars in the recent past, it is believed that any 
railroad can arrange such local instructions as will develop, without 
serious difficulty, the facts as to the availability of such cars. 


PELLEY RECEIVES MERIT TROPHY 


John J. Pelley, president of the Association of American 
Railroads, has received from the executive council of the 
Georgia Hardwood Lumber Company a trophy “for unselfish 
devotion to duty, integrity and benefit to mankind.” In ac- 
cepting the trophy, which is a formed miniature wedge em- 
bedded in a miniature log, Mr. Pelley said to government 
agencies, shippers and railroad officials and employes must go 
full credit for the successful part the carriers were playing in 
the war. A certificate of merit was awarded to Mr. Pelley with 
the trophy. The trophy is presented at intervals by vote of the 
company’s executive council. 

Senator George, of Georgia, presented the trophy at a 
dinner January 9 at which others in attendance were Owen R. 
Cheatham, president of the Georgia Hardwood Lumber Com- 
pany; Chairman Rogers, of the Commission; Chairman Lea, 
of the House committee on interstate and foreign commerce; 
Director Johnson, of the Office of Defense Transportation; Eric 
Johnston, president of the Chamber of Commerce of the 
United States; Maj. Gen. C. P. Gross, chief of transportation, 
Army Service Forces; and Rear Admiral W. B. Young, chief of 
the Bureau of Supplies and Accounts, Navy Department. 


R. F. C. WABASH BOND SALE 
Jesse Jones, Secretary of Commerce, has announced that 
the R. F. C. has sold to Metropolitan Life Insurance Co., $10.- 
580,300 Wabash Railroad first mortgage 4 per cent bonds, 
Series A, at 101.75 and accrued interest. This is one-quarter of 
a point more than the present call price, and represents a pre- 
mium to R. F. C. of $185,155, says Mr. Jones. 
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THE OPEN FORUM 


A Department for the Discussion by Readers of THE TRAFFIC WORLD 
of Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves in their signatures or in the body of their letters. Mere names are not sufficient.) 





Collecting Claims from Forwarders 


Editor the Traffic World: 

Shipper members of the Mason City Chamber of Commerce 
are having no end of difficulty in collecting from freight for- 
warders claims for loss, damage, or delay to shipments moved 
in their care. There seems to be a well settled policy of freight 
forwarders not to pay such claims until they succeed in collect- 
ing same from the rail or motor carriers they employ to per- 
form the transportation service for them. 

As freight forwarders are both the shipper and consignee 
of shipments entrusted to them only, they have contractual 
relations with the rail or motor carriers they employ to trans- 
port the shipments; hence, the owners of the property have no 
recourse upon the rail or motor carriers but must make their 
claims against the forwarders, who know full well that shippers 
or consignees cannot afford the expense of resorting to the 
courts to enforce payment of such claims unless the amount is 
sufficient to justify court action; therefore, freight forwarders 
will not pay small claims of this character, hoping to wear out 
the claimants from prosecuting their claims. 

The Mason City Chamber of Commerce is giving serious 
consideration to sending a bulletin to its shipper members to 
instruct those from whom they purchase merchandise to refrain 
from using freight forwarders through which to transport their 
shipments until such time as the forwarders amend their pol- 
icles and make prompt settlement of claims lor loss, damage, 
or delay, regardless of their ability to recover from the carriers 
they employ to transport shipments for them. 

B. J. Drummond, Manager Traffic Bureau, 
Mason City Chamber of Commerce. 
Mason City, Ia., Jan. 9, 1945. 


Southern Freight Rates 


Editor the Traffic World: 

I have just read your editorial of December 30. I am 
shocked at your carelessness. You have been evidently grossly 
misled, for I assume that you have had no purpose to use 
your editorial column to spread misinformation to the prejudice 
= the “southern senators and governors.” Yet you have done 
that. 

You state that you have opened your columns to persons 
desirous of discussing the southern rate situation. I ask you 
to open them further. 

I can not undertake to speak for the southern senators, 
although, I believe your editorial has probably no more basis 
in fact as to them than it has as to the southern governors, 
and I know that it is flagrantly erroneous as to the governors. 

I have been executive secretary of the Southern Governors’ 
Conference for seven years, and I am director of the freight 
rate section of the Southern Governors’ Conference, and, as 
such, especially responsible as respects the action of the south- 
ern governors in the so-called southern governors’ case, referred 
to in your editorial. If anyone knows what the southern gov- 
ernors are doing respecting freight rates and Interstate Com- 
merce Commission matters, I think I do. 

In your editorial, charging that “certain southern senators” 
are attempting to secure the displacement of Commissioner 
Mahaffie by the appointment of Mr. Childe, you charge col- 
laboration in that effort by the southern governors.* 

Neither the Southern Governors’ Conference nor any other 
group of southern governors, nor any representative of such 
conference or group, has, to my knowledge or belief, made any 
effort to prevent Commissioner Mahaffie’s reappointment. 

I am aware of a news item indicating that one southern 
governor did express himself as opposed to such reappointment, 
but that was an entirely individual utterance. 

You also seek to support your charge that the southern 
governors are not “dealing squarely” with the public, when 
they assert that the South is admittedly the victim of freight 
rate discrimination. 

I suggest that the evidence in the southern governors’ 
Case may be fairly looked for in the record of that case—and, 
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further, that it may be assumed that the railroads brought into 
the record any evidence that would have any tendency to help 
their side. I am pretty familiar with that record. There were 
only three witnesses from the South, that I know of, who sup- 
ported the railroads’ side of that case. They were C. E. Widell, 
of Nashville, and A. J. Reib and A. W. Vogtle, of Birmingham, 
all traffic representatives of big shippers of heavy moving com- 
modities, who have, or think they have, obtained freight rate 
adjustments from the carriers which place them in a favorable 
position. Naturally enough, they line up with the carriers. 

Your editorial seeks to create the impression that those 
who are “opposed to the attitude of the southern senators and 
governors are by far in the majority.” 

It would be rather strange if the leading political repre- 
sentatives of any section should be found earnestly working 
together in supporting any cause in opposition to the predomi- 
nant judgment of those manifesting an interest in the situation. 
Men in public life, desiring to remain in public life, if they 
take any position on a matter of public interest, usually seek 
to take a position which accords with the interest and wishes 
of those whom they represent. 

Commissioner Mahaffie is a Democrat. In the natural order 
of events, whoever is appointed to succeed him will be a Dem- 
ocrat. Mr. Childe, however, is a Republican. These southern 
senators and governors are Democrats. Can anybody imagine 
that they would gang up on a Democratic President to coerce 
him to appoint a Republican to fill a Democratic vacancy ? 


Walter R. McDonald, Director, Freight Section, 
Southern Governors’ Conference. 
Atlanta, Ga., Jan. 4, 1945. 


*Mr. McDonald would not be so shocked if he had read more care- 
fully what we said. We made no charge that the southern governors 
were concerned in the effort to have Mr. Childe appointed to the Com- 
mission. What we said about them referred merely to their attitude 
with respect to rates. There was, however, at least one southern gov- 
ernor, as Mr. McDonald points out, who took part in the effort to have 
Commissioner Mahaffie displaced by Mr. Childe.—Editor The Traffic 
World. 





STEEL AND TRANSPORTATION 


The steel industry is threatened with possible iron ore 
shortages, War Production Board officials have warned mem- 
bers of the Iron and Steel Transportation Industry Advisory 
Committee the agency has announced. This statement was 
based on an estimated record low inventory at the start of the 
1945 ore-movement season, and also reduced cargo capacity of 
the Great Lakes ore fleet due to lay-up of obselete vessels, said 
the W. P. B., adding: 


Steel division officials reported that the estimated inventory of iron 
ore in mill stockpiles would amount to only about 16,000,000 tons on 
April 1, 1945, with a further drop to only 7,000,000 tons indicated by 
May 1, 1945. This compares with 21,000,000 tons on hand on April 1, 
1944, and 34,000,000 tons at the record high level in 1942. 

W. P. B. spokesmen also listed manpower shortages and a possible 
late opening of the 1945 ore-movement season as contributing factors to 
an iron ore shortage. Committee members, however, expressed full con- 
fidence in the Iron Ore Advisory Committee, the furnace operators, as 
well as the lake carriers in estimating the iron ore needs and cargo 
capacity needed to transport it. The committee did recommend, never- 
theless, that a sufficient number of small boats should be kept in opera- 
tion to supply those furnaces which cannot receive ore in large type 
vessels due to channel limitations. 

The 1944 ore movement on the Great Lakes closed on November 28, 
marking the earliest closing date since 1919 with 1944 ore shipments 
totaling 81,171,438 tons compared with 84,424,852 tons in 1943 and 92,076,- 
781 tons in the peak year 1942. 

Committee members expressed some concern regarding the avail- 
ability of sufficient manpower for the 1945 season, emphasizing that 
draft deferments to men serving on the Great Lakes ore vessels was 
originally limited to the 1944 season, but steel division and O. D. T. 
officials stated that arrangements had been made to extend its directive 
to cover the 1945 navigation season. 

In considering the railroad transportation facilities for the steel 
industry, the committee stated that Chicago and Pittsburgh were very 
short of box and gondola cars. W. P. B. requirements committee offi- 
cials disclosed that steel had been allotted to produce a sizable number 
of new freight cars. 
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Rates on U. 8S. Freight 


Replying to the letter sent to him by Chairman Wheeler, 
of the Senate interstate commerce committee, relative to al- 
leged excessive rates being charged on government traffic, 
Harold D. Smith, director of the Bureau of the Budget, has 
revealed that the bureau plans to undertake “fa comprehensive 
investigation of War Department freight payments.” 

Senator Wheeler, in his letter (see Traffic World, Dec. 16, 
p. 1552), cited testimony given in the hearings on H. R. 4184, 
the land grant rate repeal bill, by C. E. Childe, member of the 
late Board of Investigation and Research, and W. G. Bohn- 
stengel, employed by the government in transportation work 


connected with land grant, as to rates on government traffic. 
Director Smith’s letter follows: 


I have your letter of December 12, 1944, regarding the hearings 
on the bill, H. R. 4184, to repeal land-grant rates on transportation 
of government traffic, and the testimony regarding payment of excessive 
rates by the government contained therein. 

Staff members of this office heretofore have made an administrative 
inquiry of the Transportation Corps, the Technical Service in the War 
Department responsible for the movement of army materiel. A similar 
administrative inquiry was made of the Maritime Commission, and 
inquiries are being made in the Navy Department and in the Procure- 
ment Division of the Treasury Department. 

While the inquiry in the Maritime Commission disclosed no evi- 
dence of payment of excessive rates on war-time traffic, the inquiry 
in the Transportation Corps did reveal instances of excessive freight 
payments. The following facts were revealed by the inquiry: 

1. A very large volume of war traffic was shipped before the War 
Department established a large unit to analyze freight charges. 

2. Although the Transportation Corps is empowered to review and 
approve all War Department freight payments, the Army Air Forces, 
by General Staff decision, negotiates its own transportation arrange- 
ments, a situation which led in the past to delays and confusion in 
freight charge analysis. 7 

3. A backlog of cases requiring review, negotiation, renegotiation, 
or submission to regulatory bodies developed. The backlog led to a 
strengthening of the division performing freight charge analysis, and 
the backlog is being reduced. The Transportation Corps reports that 
rate adjustment recoveries during 1941 and 1942 were approximately 
$40,000,000; recoveries during 1943 were $14,150,000; and recoveries for 
the period January 1-November 30, 1944, were $14,137,000. The recoveries 
are expressed on an annual basis, but the beneficial effects of the 
reduced rates will continue throughout the war. 

4. The Transportation Corps dots not check all of the 30,000 bills 
of lading which it receives daily. All bills which the Corps has prior 
reason to examine are abstracted daily. In addition, about one-sixth of 
the daily receipt of 30,000 bills of lading is random sampled and 
checked for classification and rate reasonableness. The sample is made 
by area and by type of carrier. 

5. Part of the difficulty of analyzing freight charges is the anability 
of the Transportation Corps to secure and to retain competent personnel 
in the technical field of classification and rate analysis. All of the 
personnel in the Transportation Corps. presently analyzing freight 
charges was, of necessity, recruited from railroads, trucking concerns, 
and regulatory bodies. The corps is now faced with the prospect of 
drafting personnel, if additional specialists are required, because pri- 
vate transportation sources are equally short of manpower. 

In view of the receipt of additional inquiries, including one from 
another member of Congress, the bureau plans to undertake a com- 
prehensive investigation of War Department freight payments. In this 
connection the bureau plans to request the assistance of specialists 
employed by the Interstate Commerce Commission, because the bureau 
does not employ specialists of this character. A report and recom- 


mendations based upon investigation will be furnished to your com- 
mittee. 


Proposed Legislation 


Representative Kefauver, of Tennessee, has introduced 
H. R. 447, to amend subsection (a) of section 321 of Title III 
of the transportation act of 1940 by adding at the end thereof 
a new sentence as follows: 


In any case where military or naval property of the United States 
moving for military and not for civil use is transported by any common 
carrier by railroad subject to the interstate commerce act, as amended, 
from a transit point at which such property was manufactured or 
processed from raw materials with respect to which transit and re- 
shipping privileges were applicable, the through rate for transporta- 
tion from point of origin throu;j:) the transit point to point of final 
destination shall be the rate appiicable in the case of military or naval 


property of the United States moving for military or naval and not for 
civil use. 


Representative Pittenger, of Minnesota, has introduced 
H. R. 671, providing for congressional approval of the St. Law- 
rence waterway and power pact entered into by Canada and the 
United States. 

Representative Peterson, of Georgia, has introduced H. R. 
761, to increase the period of limitation on actions against rail- 
road carriers for recovery of overcharges from two to four 
years. 

Senator McCarran, of Nevada, has introduced S. 21, a bill 
to amend the Internal Revenue Code by providing a deferred 
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maintenance deduction for carriers. The bill provides that in 
computing the net income of any carrier subject to the inter- 
state commerce act, there shall be allowed as a deduction, in 
addition to other deductions allowed, the amount which such 
carrier shall, pursuant to authorization of the Commission, 
accrue in its maintenance reserve account to provide for the 
cost of maintenance and repairs which it is unable to undertake 
or complete in any taxable year as provided in the proposed 
law. Railroads have urged enactment of such legislation to 
enable them to set aside money for maintenance work, now 
deferred, to be done after the war. 

Senator Hill, of Alabama, has introduced S. 82, a reintro- 
duction of his bill of the last session to give effect to recom- 
mendations of the Board of Investigation and Research for 
establishment of three additional federal transportation agencies 
and other recommendations. 

Senator McCarran has introduced S. 32, relating to disposi- 
tion of lands released by carriers to the United States under 
section 321 (b) of the transportation act of 1940. 

Senator Wheeler has introduced S. 46, to amend the loco- 
motive inspection act to provide for appointment of five addi- 
tional inspectors. 

Representative Bryson, of South Carolina, has introduced 
H. R. 1272, a bill to require the establishment of a classification 
of freight and a scale of class rates, for application to transpor- 
tation of property by railroad, so adjusted as not to discriminate 
among regions or territories in the United States. 

Representative Goodwin, of Massachusetts, has introduced 
H. R. 723, to repeal the motor vehicle use tax. 

Representative Pace, of Georgia, has introduced H. R. 750, 
to provide annuities for carrier employes disabled after 20 years 
of service. 

Representative Weiss, of Pennsylvania, has introduced 
H. R. 774, to make permanent the rate of postage on mailable 
matter of the first class. 

Representative Flannagan,, of Virginia, has introduced 
H. Res. 54, authorizing the House committee on agriculture to 
investigate the present system of marketing, transportation, 
and distribution of farm products. 

Senator Wheeler has introduced S. 47, a bill to amend the 
interstate commerce act. This is the same as S. 1473, reported 
by the Senate interstate commerce committee and passed by the 
Senate at the last session except for section 6 of the old bill, 
relating to water carriers, to which objection was made. That 
section was not included in S. 47. 

Senator Bailey, chairman of the Senate commerce com- 
mittee, introduced S. 35, the river and harbor authorization 
bill that ‘died’ with the close of the last session. He said some 
changes had been made in the measure. He said he had acted 
for Senator Overton, of Louisiana, the author of the bill. 

Representative Jennings, of Tennessee, introduced H. R. 
1102, providing for amendment of the railroad retirement, un- 
employment insurance and taxing acts. 

Representative Peterson, of Florida, introduced H. R. 1290, 
to exempt from the transportation tax agricultural commodi- 
ties, including milk and live stock, transported to a packing or 
processing plant or establishment. 

Senator McCarran introduced S. 7, a bill to improve the 


administration of justice by prescribing fair administrative 
procedure. 


R. F. C. TRANSPORT PAYMENTS 


Secretary Jones, of the Department of Commerce, has an- 
nounced payments made by the Reconstruction Finance Corpo- 
ration through the Defense Supplies Corporation for extraordi- 
nary transportation costs and for petroleum pipeline operations, 
as of December 31, 1944. Such payments for transportation are 
not made to the transportation companies, it is explained, but 
are made in the nature of subsidies to the users of transporta- 
tion facilities. Said he: 


Payment of extraordinary transportation costs includes the move- 
ment of petroleum and petroleum products from the midwestern and 
the southwestern sections of the United States to the eastern seaboard 
at a net cost of $297,400,000; the movement of crude oil from Texas 
and Louisiana to midwestern refineries at a net cost of $4,000,000; the 
transportation of coal by rail to the New York and New England area 
at an approximate cost of $39,400,000; and the, transportation of sugar 
from the western section of the United States to the eastern seaboard 
at an approximate cost of $25,000,000. 

An important activity is the operation of the various government- 
owned pipe lines for the transportation of petroleum and petroleum 
products. The corporation has expended $438,200,000 for the purchase 
of petroleum and petroleum products and in operating the lines. Re- 


ceipts_from the sale of the oils and operations of the lines have totaled 
$505,700,000. 





W. S. A. RATE ORDER 
The War Shipping Administration has issued rate order 
300 covering rates and surcharges, gypsum in bulk, from Bay 
of Fundy ports to U.S. North Atlantic ports. 
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MIssSOURI PACIFIC LINES 


to H. M. JOHNSON 

Ww CHIEF TRAFFIC OFFICER SAINT LOUIS 
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~ A GREAT MANY SHIPPERS... 

ii- 

ed have asked how the railroads, in the 
yr face of material and man-power shortages, have been able to 


handle so successfully the record-breaking volumes of wartime 
ed traffic. 


Well, there are a lot of answers to 
that question, but one that belongs near the top of the list is 
Centralized Traffic Control. 


Railroaders call it CTC and it's the 


“e latest achievement in railway signalling. An ingenious combina- 

the tion of remotely-controlled signals and power switches, it is 

~~. most frequently installed along busy single track rail lines 

all where it speeds the movement of trains and curtails the threat 

oo of traffic bottlenecks. 

ted 

R. | CTC helps to save vital materials too, 

un- because, in effect, it increases track capacity without the 

90, | necessity of actually laying additional rail. 

or 

sas We on the Missouri Pacific Lines are es- 

‘ive pecially proud of what CTC is doing for the railroads today, be- 
cause we pioneered in its development. We were among the first 

a to install it and now have more mileage under Centralized Traffic 

rai Control than any other railroad. 

but The following pages present a brief des- 

- cription of how CTC works together with an account of how its 

ove. efficiency has been demonstrated on our main line to and from the 

card Southwest. We believe you'll find it an interesting story. 

the 

agar Sincerely, 
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eum 
"a oho 
Chief//Traffic Officer 


rder 
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CTC Speeds Traffic Ouer| A 


tes 


WHEN IT comes to covering ground 
in a hurry, the fairy tale hero with 
seven-league boots had nothing on 
this Missouri Pacific CTC operator. 
Seated before the control board he 
can reach out and in an instant set 
distant signals and switches, direct- 
ing the movement of trains which are 
miles away. At his eye level is a 
condensed map of the controlled 
area, showing the location of all sig- 
nals and switches. Flashing lights on 
the map inform him of the position 
and progress of all trains moving 
over the line under his control. Sig- 
nals and power switches in the con- 
trolled area are operated by means 
of the levers on the panel immedi- NC 
ately below the map. Sig 






































MAP SHOWS the location of CTC instal- 


lations on the Illinois and Arkansas divisions of 
the Missouri Pacific and on the Texas & 
Pacific from Texarkana to Longview. Between 
Poplar Bluff and St. Louis, the Missouri Pacific 
has two routes, one on each side of the Missis- 
sippi. The combination of these two lines and 
extensive use of CTC from Poplar Bluff to 
Longview provides the equivalent of a double 
track railroad for the entire distance. 
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di NO WRITTEN train orders are necessary in CTC operation. POWER SWITCHES, synchronized with signals, also are 


Signals set by the operator tell the engineer whether he is operated from the CTC board and trains need not wait 
to go ahead on the main line, proceed at restricted speed, while trainmen unlock, set and re-lock switches. The operator 
or pull into a siding. does it all with a flip of his fingers. 


Average Running Time Reduced 7 Hours 
Over Busy 414.6-Mile Route Between 
Poplar Bluff, Mo. and Longview, Texas 


CTC is speeding the movement of traffic over one of the 
nation’s busiest and most vital rail routes, extending from 
Poplar Bluff, Mo., to Longview, Texas and including the main 
line of the Missouri Pacific’s Arkansas Division from Poplar 
Bluff to Texarkana and 90 miles of the Texas & Pacific Rail- 
way between Texarkana and Longview. 
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Centralized traffic control has been installed along the 
whole route, except for 88 miles of double track which is pro- 


RT tected by automatic block signals. This makes possible the 
Parc st hs operation of trains entirely by signal indication all the way 

between Poplar Bluff and Longview — the longest stretch of 

vet track in the country where trains do not have to stop to pick 


up written train orders or for switches to be thrown manually. 


ALIZRAFFIC CONTROL 
ATI OPK, St WNAL As a result the average running time of freight trains over 
+ OARROR 658 the 414.6-mile route is approximately seven hours less than 
would be possible without centralized traffic control and allied 


roadway improvements. CTC keeps ’em rolling. 








Trains Speeded 

Capacity of single-track 
lines is expanded greatly with 
centralized traffic control. It 
keeps the trains moving. 


American railroads are setting new 

wartime records despite the handicaps 
of manpower shortages and lack of 
equipment. Last year freight trains 
rolled up a total of 727,000,000,000 
revenue ton-miles, 14% over the previ- 
ous high mark of 1942 and 118% over 
peacetime 1939; passenger traffic to- 
taled 88,000,000,000 passenger - miles, 
64% over 1942’s record load and 288% 
over 1939. 
e Load Still Growing—This year the 
figures are still climbing. In the first 
six months of 1944 freight service 
jumped to 37(.000,000,000 ton-miles, 
5.4% more than for the same period of 
1943; passenger miles totaled 47,000,- 
000,000, or 19% over 1943. 

This achievement has been made pos- 

sible through more efficient use of men 
and equipment, and through the co- 
operation of the railroads, travelers, 
shippers, and the government. But the 
railroads are getting a big lift through 
the expanded use of centralized traffic 
control, a modern aid to railroading that 
increases the capacity of a single-track 
line up to 30%, sometimes more. 
e Spotlight on CT'C—Centralized traf- 
fic control, or CTC as it is called by 
railroad men, enables the locomotive 
engineer and the conductor to oper- 
ate trains without written orders. 
Under CTC trains operate entirely by 
signal indication through the control 
exercised ove: the switches and wayside 
signals by electrical impulses sent out 
from a control station. 

The operation of passing - track 

switches by the CTC control operator 
enables fast trains to pass slower ones. 
It is now commonplace on a single- 
track line for trains going in opposite 
directions to pass without either train’s 
having to slow materially—thanks to 
CTC. 
e Greater Efficiency—Today centralized 
traffic control is installed on 4,745 mi. 
of track, and trains are kept moving 
with an efficiency undreamed of a few 
years ago. Nearly all Class I roads are 
tuming to CTC to help handle their 
extra load. 

The Missouri Pacific, with 570 mi., 
claims more mileage under CTC than 
any other railroad, as well as the world’s 
longest continuous stretch of track over 
which trains are run without written 
orders. But other roads have long CTC 
stretches, too. The Burlington, for in- 
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stance, has a 105-mi. continuous sec- 
tion. 

e@ Speeds Up Trains—Missouri Pacific, 
which pioneered in centralized traffic 
control, having set up a forerunner of 
the present system in 1924, has found 
that CTC speeds freight. trains at av- 
erage oue-half to 14 minutes per mile. 

CTC has been especially useful in 
speeding Mop’s wartime traffic between 
Texas-Louisiana points and St. Louis. 
When traffic commenced to grow in 
1940, L. W. Baldwin, head of the Mis- 
souri Pacific for the past 20 years, 
started lengthening passing tracks and 
building new ones between Poplar 
Bluff, Mo., and Texarkana, Tex., and 
obtained War Production Board au- 
thority to make additional CTC installa- 
tions. 

Thus by expending a relatively small 
sum, compared with the cost of build- 
ing another main line, Mop has greatly 
increased the capacity of the 324-mi. 
Poplar Bluff-Texarkana section and pre- 
vented what might have developed into 
a wartime bottleneck. 

Between Texarkana and Longview, 

Tex., Mop trains operate over the rails 
of the connecting Texas & Pacific 
Railway. This stretch is CTC equipped 
also. 
e@ Depends on Orders—When trains 
are operated by timetable and written 
train order, everything goes well if no 
extra trains are sent out and if all the 
scheduled trains are right on the dot. 
Without centralized control, the train 
dispatcher has to issue written orders 
to each train not moving in accordance 
with its timetable, and these orders 
have to be delivered to train crews at 
stations well ahead of the places where 
the trains are to pass or are to wait on 
siding. 

On some lines traffic became so heavy 
that dispatchers just couldn’t keep up 
with the orders. The result—irritating 
and costly delays. To help remedy the 
situation, WPB has authorized more 
than 2,000 mi. of CTC since Jan. 1, 
1942. 

e Diagram Shows Trains—CTC systems 
are controlled from stations at strategic 
points along a rail line. As the trains 
move, their positions are shown auto- 
matically on an electrically illuminated 
diagram desk of an operator who moves 
knobs or levers to control the wayside 
signals along the rail line and also to 
control the switches at the various 

assing tracks. Controls are so inter- 
ocked electrically that what the signal 
says must conform to the position of 
the switch. 

With an eye on the panel showing 
the position of his trains, the control 
station operator throws each switch 
and at the same time sets the signal to 
tell the locomotive engineer what to 
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do—stop, or proceed, or enter a siding, 
or leave a siding and proceed to the 
next control point—and just where to 
do it. 

e Has Safety Function—The whole 
CTC operation is handled on two lines 
of .wires without interfering with the 
automatic feature of the block signals, 
which continue to perform their usual 
safety functions. If anything goes 
wrong with either system, the lights 
automatically go red to halt all traffic 
until the trouble can be corrected. 

Closer meets between trains and 

quicker run-arounds of a slow train by 
a faster one are made possible by CTC. 
The Louisville & Nashville has expe- 
dited handling of about 50 trains daily 
on the 117-mi. CTC section of its line 
from Cincinnati to New Orleans. The 
Union Pacific has found that its CTC 
makes a substantial saving in the oper- 
ation of helper locomotives on heavy 
grades. 
e@ Many Installations—Other lines in- 
stalling or expanding CTC inclide the 
Santa Fe between Los Angeles and San 
Diego; the Southern Pacific between 
Colton and Indio, Calif., and between 
Vista and Massie, Nev.; Western Pa- 
cific between Oroville and _ Portola, 
Calif.; Nashville, Chattanooga & St. 
Louis Ry. between Nashville and Stev- 
enson, Tenn.; Denver & Rio Grande 
Western, and Denver & Salt Lake in 
various sections throughout the Rocky 
Mountains. 

Most CTC systems follow the same 
pattern, but the system can be ex- 
tended to include miniature signals in 
locomotive cabs so designed that the 
engineer has before him at all times a 
color-light indication tor guidance. This 
system recently has been installed on 
a portion of the Rock Island, including 
the 180-mi. section between Chicago 
and Rock Island, II. 

Another modification of CTC is 

found on doubie-track lines, enabling 
trains to proceed in either direction on 
each track through the use of cross- 
overs and remote-control switches. 
e Good for a Rainy Night—While CTC 
speeds up operations of an entire rail- 
road, it is the brakeman who gets the 
real break—especially on a cold, rainy 
night. 

Without CTC, a train comes to a full 
stop before entering a passing track. 
The head brakeman leaves the engine, 
runs forward, opens the switch, and 
hand-signals the engineer to enter the 
passing track. And when the train 
leaves the siding it must come to a full 


stop on the main track while the reat | 
brakeman runs back to close the switch. 
With CTC, the brakemen stay aboard 


the train out of the weather. 
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Questions and Answers 


In this column will be published answers to questions relat- 
ing to traffic, of general reader interest. A specialist in 
interstate transportation, who is a member of our special service 
department, will furnish references to regulations and decisions and 


will answer questions of application of tariff schedules and prac- 
tical traffic problems. 


We do not desire to take the place of the traffic man, but to help 
him in his work, nor do we undertake to render legal opinions. 

The right is reserved to refuse to answer any question that does 
not seem to be of general interest or that may appear to us un- 


wise to answer or too complex for the kind of investigation herein 
contemplated. 


No attention will be paid to anonymous communications or 
questions from nonsubscribers. 
Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Tariff Interpretation—Pickup and Delivery Service 


Connecticut.—Question: J. J. Farrel, Agent, 114 Liberty 
Street, New York, publishes Freight Forwarders Tariff I. C. C. 
FF-No. 2, Westbound Tariff No. 2. Under Item 365 this tariff 
shows 5c allowance where the shipper elects to deliver freight 
where pickup service is authorized. Paragraph C of this item 
specifically states that no allowance will be made on shipments 
not entitled to pickup service. 


Manhattan Island shippers not located so as to receive trap 
or ferry car service are not entitled to pickup service. (See 
Paragraph B, Item 315.*) The Bronx is shown in Item 370 as a 
point where pickup service is provided. Because pickup service 
is provided in the Bronx, the 5c allowance (Item 365) applies. 
A shipper in Manhattan Island not entitled to pickup service 


elects to deliver his goods at the Bronx Station where pickup 
service is provided. 


Will you express your opinion as to why the shipper in 
Manhattan Island who elects to deliver his goods at the Bronx 
Station where pickup and 5c is authorized should or should 
not receive the same 5c allowance for performing the identical 
trucking and delivery service to the same Bronx Station? 

Answer: Agent James J. Farrel’s I. C. C—FF No. 2, 
Westbound Tariff No. 2, publishes the following provisions: 


Item 365—Allowance in Lieu of Pick-up: (a) When a consignor 
elects to make his own arrangements for pick-up service authorized 
herein, an allowance of 5c per 100 lbs. at actual weight will be made 
to the consignor for such service. (Said allowance will be made only on 
shipments which are tendered by the consignor to and consigned from 
the freight station of the Freight Fordwarder at cities listed in Item 
No. 370.) 

(b) The allowance in lieu of pick-up provided herein is payable 
only to the shipper upon presentation of a statement either itemized 
to indicate date of shipment, weight, name of consignee or supported 
by memorandum copies of the bills of lading. Statement for allow- 
ances not presented by the fifteenth of the calendar month following 
receipted date of bill of lading on outbound business will not be honored. 

(c) No allowance will be made on shipments not entitled to pick-up 
service. 

Item 315—Exceptions to Pick-up and Delivery—*** New York, N. Y. 

(b) Pick-up as defined in Item No. 310 will not apply on shipments 
originating in New York (Manhattan Island), N. Y., except where 
shippers are located on premises from which railroad trap or ferry car 
service is directly available. The Port of New York Authority Building, 
111 8th Avenue, is considered as being located on premises from which 
railroad trap or ferry car service is directly available. 

Item 370—List of Cities Applicable When Reference is Made Hereto 
—***__(8) Bronx, N. Y.; (8) Brooklyn, N. Y.; New York, N. Y. 

(8)—Will not apply for the account of General Carloading Co., Inc. 


In view of the above provisions, we are of the opinion that 
a shipper located in Manhattan Island, not located so as to re- 
ceive trap or ferry car service as outlined in paragraph (b) of 
Item 315, is not entitled to pick-up service nor an allowance of 
dc per 100 Ibs. in the event he should deliver his shipment to 
an authorized pick-up station in the Bronx. 

Item 15 referred to above contains Exceptions to Pick-up 
and Delivery and restricts pick-up service at certain points. 
Item 365 provides for the allowance made in lieu of pick-up. 
Paragraph (c) of this item definitely states that no allowance 
will be made on shipments not entitled to pick-up service. 
Therefore, in our opinion, no pick-up service is rendered at the 
points in question by means of paragraph (b) of Item 315, and 
no allowance is made where shipments are not entitled to pick- 
up service by means of paragraph (c) of Item 365. 


Tariff Interpretation—Stopping in Transit for Partial Unloading 


Pennsylvania.—Question: In your answer to Ohio at page 
1399 of the Traffic World of November 25, 1944, you have im- 
puted to the Commission’s decision in I. & S. M-952, Stopping 
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in Transit at Pittsburgh, Pa., 34 M. C. C. 653, considerably more 
than the Commission actually said in that decision. 

The proceeding in question involved a tariff and proposed 
rule therein as published by an individual carrier, Lett & Com- 
pany. It did not involve shipments moving under tariffs pub- 
lished by the Central States Motor Freight Tariff Bureau and 
as pointed out to you in our letter of November 22, 1944 (in re 
your answer to Illinois, page 1328, of the Traffic World of No- 
vember 18, 1944), by properly consigning shipments to localities 
or railroad stations within Pittsburgh, and not to the city proper, 
stopping-in-transit may be legally performed within the city. 

In the proceeding mentioned the Commission did find that 
the specific street address of consignee was not a point of des- 
tination within the provisions of the tariff. On the other hand, 
they did not condemn the practice of treating such localities 
as Allegheny, East Liberty, Corliss, North Side, Shadyside, etc., 
all of which are wholly within the City of Pittsburgh, as sepa- 
rate and distinct points of destination. The tariffs of the Central 
States Motor Freight Bureau, Inc., publish specific rates to 
each of these points of destination and do not indicate in any 
manner that they are in any way associated with Pittsburgh. 
Pa., other than the fact that they are subject to Pittsburgh 
Basis of rates, which also applies to many other points outside 
of the city as well. 

Since your correspondent has not identified the destination 
city and has not made clear precisely how the shipment was 
consigned a definite answer is impossible. The proper answer 
would be that within certain cities, if shipments are properly 
consigned, stopping-in-transit may be performed within the 
limits of one city. 

We are fully aware that the Commission in defining oper- 
ating rights of motor carriers has used the corporate limits of 
municipalities in doing so and hence the publication of rates 
to an incorporated community includes everything within the 
corporate area. Many carriers and most bureaus have cheer- 
fully disregarded this fact and have published specific rates to 
points and places which are merely names of localities or rail- 
road stations within a city. As an illustration with which you 
are doubtless familiar, please note page 56 of Eastern-Central 
Motor Carriers Assn. Tariff No. 10 in which are listed as points 
of destination, 10 places within the City of Washington, D. C., 
in addition to Washington itself. It so happens this particular 
Bureau permits either stopping-in-transit or split pick-up 
and/or delivery at the same charge (see Items 4400 and 4420 
in Tariff No. 14-D) but you can visualize what an intelligent 
traffic manager could do in consigning his shipments if it were 
necessary to do so. A situation similar to this prevails within 
most of our larger cities and the failure of the Central States 
Motor Freight Bureau, Inc., to have a specific split-delivery 
rule is merely a discrimination against smaller cities which are 
not blessed with two or more railroad stations or locality names 
within their corporate limits. 


Answer: We concur in your view on the subject of stopping 
in transit for partial unloading. In the Commission’s report in 
I. & S. Docket No. M-952, Stopping in Transit at Pittsburgh, 
Pa., 34 M. C. C. 653, on page 655, in connection with rules of 
certain rail carriers for stopping in transit for partial loading 
or unloading, it is stated that it appears that these services can 
be accorded within the corporate limits of Pittsburgh because 
there are a number of recognized districts and stations within 
the city on the lines of these rail carriers, and the services are 
restricted to such stations. It is further stated that shippers de- 
siring to utilize the services within the corporate limits of the 
city must bill the carload shipments specifically to one of these 
so-called stations or to some other station as the final desti- 
nation of the carload, and the intermediate stopping points in 
Pittsburgh must be specified. Shippers cannot, however, it is 
stated, utilize the services at so-called intermediate stations 
within Pittsburgh, if only the city itself is shown as the final 
destination in the bill of lading. 


The above principle, it appears, would apply to motor car- 
riers under proper tariff provisions. In other words, where there 
are specific stations such as outlines in your letter, and such 
stations are named in the tariff, stopping in transit for partial 
unloading would be permissible if the bill of lading specifically 
names the stop off point and the destination point separately. 


Tariff Interpretation—K. D. Shipments 


Texas.—Question: We will appreciate your opinion on the 
following question, furnishing references pertaining to decisions 
by the Commission which you are able to find. 

Several shipments of studio couches moved by motor carrier 
from Memphis, Tenn., to Texarkana, Texas, in L. T. L. quanti- 
ties. At the time these shipments moved, the governing tariff 
was J. D. Hughett’s Memphis-Arkansas Tariff No. 1, MF-I. C. C. 
32. These studio couches were described in the bill of lading 
as “studio couches K. D.” and were rated at the first class L. T. 
L. rate. We are now presented with overcharge claim contend- 
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ing for the second class exception rating as per Item 1455-A, 
Supplement 22 of this tariff. For your ready reference, I am 
quoting below the wording of this item, insofar as it pertains 
to knocked down furniture: 

Furniture L. T. L., knocked down or folded: Articles described 
under the heading of ‘‘Furniture’’ (Item 26, page 90 of current Classi- 
fication), and rated therein higher than second class rating, 85. 

It is our contention that the knocked down rating cannot 
be applied to studio couches for the following reasons: 

Item 100 of this tariff reads as follows: “Except as other- 
wise specifically provided herein, National Motor Freight Classi- 
fication No. 2, West (Agent C. F. Jackson’s MF-I. C. C. No. 4) 
is hereby made applicable to prescribe rules and regulations 
under which shipments will be transported under this tariff, 
the packing and marking requirements under which shipments 
will be accepted by the carriers, parties hereto, and the descrip- 
tion of articles, and the determination of the rates applicable 
thereon. 

“All supplements and/or reissues of said Classification shall 
become effective and made applicable to this tariff concurrently 
with their effective date.” 

At the time the shipment moved, National Motor Freight 
Classification No. 4, C. F. Jackson’s MF-I. C. C. No. 7 was the 
governing Classification, page 95 of this Classification, Items 
4 and 5 provided ratings on lounges, couches, etc. Rule 17 of 
this Classification relates to K. D. shipments. 

It is our belief that since the Classification itself does not 
provide a K. D. rating on studio couches, no K. D. rating is 
applicable to the article. You will note that the various ratings 
provided by the classification specifically state the form in 
which the article is to be shipped. 

It also seems to us that there has been a decision rendered 
to the effect that studio couches cannot be taken apart in such 
a manner as to “materially reduce the bulk” and thus be en- 
titled to K. D. rating. j 

Answer: Since the exception rating carried in Memphis- 
Arkansas Tariff 1 provides for the shipment of furniture de- 
scribed under the heading of furniture in National Motor 
Freight Classification 4, Agent Jackson’s MF-I. C. C. 7, knocked 
down, it is our opinion that the provisions of Items 4 and 5, 
page 95 of National Motor Classification 4, have no application 
under Item 100 of Memphis-Arkansas Tariff 1, it being other- 
wise provided in Item 1455-A of Memphis-Arkansas Tariff 1. 

As to whether the rating provided in Item 1455-A is applic- 
able depends upon whether the couches were K. D.; that is, 
whether the arms, legs and back were folded or removed so as 
to materially reduce the space they would occupy, as compared 
with the space they would occupy without the above named 
parts folded or removed. In this connection the Commission in 
Payne Furnace & Supply Co. vs. Atchison, T. & S. F. Ry. Co., 
188 I. C. C. 207, said: 


The expression ‘‘knocked down’’ is defined in the classification as 
the taking apart of the article shipped in such a manner as to reduce 
materially the space occupied; the mere separation of the article into 
parts without reducing the bulk not constituting a knocking down such 
as would entitled the shipper to the benefit of the lower rating. No 
specification is made respecting what constitutes a material reduction 
in space, but defendants in practice treat as material a reduction of 
one-third or more in the space occupied by the completely assembled 
article and the taking apart of that article which effects such a reduction 
— as a knocking down of the article within the meaning of the 
rule. 


The heading of the exception rating quoted above, i. e., 
Furniture, L. T. L., knocked down or folded:, in our opinion 
is to be read as’ though it were the heading above the com- 
modities found in Item 26, page 90 of the classification proper, 
but only insofar as it furnishes a list of articles. In other words 
the exception rating covers furniture knocked down or folded 
that is rated higher than second class. Unless the studio couches 
were shipped in this manner so as to achieve the purpose as 
outlined in the case cited, the exception rating does not apply. 


Tariff Interpretation—Application of Rule 12 of Consolidated 
Freight Classification to Ratings in Classification Exception 
Tariff 


Indiana.—Question: Referring to the article appearing in 
the Traffic World of July 3, 1943, on page 49, regarding the 
application of rule 12% of National Motor Freight Classifica- 
tion No. 6. 

Would the same situation prevail for account of rail car- 
riers in Central Freight Association territory, involving Note 
A, Paragraph 1, of Note 55 and Item 6020 of Agent Jones’ 130-C, 
and Section 4, Rule 12 of the Official Classification? 

While we feel it will apply, the rail carrier is of the opin- 
ion the applicable rating must be determined before the pro- 
visions of Rule 12 can be invoked, and further states that the 
Commission has consistently held that commodity rates and 
exception ratings embrace only those covered by the descrip- 
tions attached to such rates or ratings, and since Note A of 
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Note 55 of C. F. A. Exceptions 130-C specifically provides Class 
40 rating is not applicable to loose articles weighing less than 
15 pounds each, except in quantities of 10,000 pounds or over, 
the ratings carried in the Classification must be used in de. 
termining the charges applicable to such shipments. 


We would appreciate your opinion in this connection. 


Answer: Section 6 of Rule 12 of Consolidated Freight Clas- 
sification No. 16 provides that when an article is differently 
rated L. C. L. according to different weights of shipping pack- 
ages or loose pieces the total charge for a number of packages 
or pieces of a lesser weight shall be no greater than the charge 
for a like number of similar packages or pieces each of great- 
er weight. 


On the title page of C. F. A. Tariff Bureau Tariff No. 130-C, 
Agent B. T. Jones’ I. C. C. 3926, it is provided that except as 
otherwise provided ratings shown therein are subject to the 
rules, conditions and other requirements of Official Classifica- 
tion. 


It is our opinion that inasmuch as the rating provided in 
Item 6020 of Class 40 on articles of iron and steel manufacture, 
L. C. L. as described in Note 55, is subject to the provisions 
of Rule 12 of Official Classification, the Class 40 rating may be 
applied to shipments of iron and steel articles weighing less 
than 15 pounds per each or in bundles or packages weighing 
less than 15 pounds per bundle or package on shipments weigh- 
ing less than 10,000 pounds. In other words the class 40 rating 
provided for in Item 6020 of the exception tariff it to be applied 
as a maximum under Rule 12 of the Consolidated Freight Clas- 
sification on a shipment weighing less than 10,000 lbs. while 
on a shipment weighing 10,000 lbs. and over the class 40 rating 
in Item 6020 is the rating to apply under paragraph 2 of Note 
A of Note 55 referred to in Item 6020 without reference to Rule 
12 of the Consolidated Freight Classification as to iron or steel 
articles weighing less than 15 lbs. each or in bundles or pack- 
ages weighing less than 15 lbs. per bundle or package. 


Notice of Claim—Notice by Mail 


California.—Question: Will you please give your opinion 
and any rulings handed down relative thereto, with respect to 
time limitations for the filing of claims. We had a damage claim, 
which we mailed on the last day of the ninth month. The car- 
rier received this claim within nine months and one day. The 
carrier’s contention is that claims must be received within the 
nine month period, and the receiving date is the date that gov- 
erns, rather than the mailing date. 

Answer: If notice is mailed in time to reach the carrier's 
agent within the time limited by the contract, in the ordinary 
course of mail, there is sufficient compliance with the contract. 
Johnson vs. New York, etc., R. Co., 88 Atl. 988; Vencil vs. 
Quincy, etc., R. Co., 112 S. W. 1030. However, notice by mail 


will not be sufficient unless mailed in time to be received within | 
the time fixed by the contract. St. Louis, etc., R. Co. vs. Furlow, | 


117 S. W. 517. 


In Wichita Valley Ry. Co. vs. Davis, 275 S. W. 169, it was 
held that testimony of plaintiff’s attorney, that letter to car- 
rier’s agent, notifying him of claim for damage to cattle, was 
forwarded through due course by mail, raised presumption that 
letter was received by such agent, and agent’s denial of its re- 
ceipt merely raised issue of fact, which was for decision of jury, 
or court in cases tried without jury. 

Testimony of plaintiff’s attorney that he forwarded letter 
addressed to carrier’s agent notifying him of claim for damage 
to cattle “through due course of mail” imports that letter was 
properly addressed, stamped and deposited in mail. 


RAIL FINANCIAL DATA 


At the end of October, 1944, Class I railroads, exclusive of 
switching and terminal companies, had total current assets of 
$4,781,380,294, including $1,262,885,355 in cash, as compared 
with $4,496,231,642, including $1,212,160,542 in cash, at the end 
of October, 1943, according to a statement No. M-125, selected 
income and balance-sheet items of those roads, prepared by the 
Commission’s Bureau of Transport Economics and Statistics. 

The statement showed that $235,007,558 of funded debt 
would mature within six months from October 31, 1944. This 
compared with funded debt of $80,665,816 matured in the com- 
parable period of last year. 

Total current liabilities stood at $3,034,957,118 at the end 
of October, 1944, as against $2,678,445,322 at the end of Octo- 
ber, 1943. Included in the current liabilities was accrued tax 
liability of $1,929,505,971 at the end of October, 1944, as against 
$1,735,920,674 at the end of October, 1943. U. S. government 
taxes accounted for $1,778,116,375 of the accrued tax liability 
at the end of October, 1944, as against $1,579,398,610 at the 
end of October, 1943. 
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Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TRAFFIC WoRLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly tnformed.—EHditor THs TraFFic WoRLD. 





The South Bend, Ind., Transporta on Club will install its 
new officers January 15. The guest of the evening will be Ed 
McKeever, director of athletics at the University of Notre 
Dame. The club’s new officers are: President, E. L. Hickman, 
N. J. lL. & I. R. R,; first vice-president, M. C. Crofts, Perkins 
Trucking Co.; second vice-president, Milton Schulz, Sibley Ma- 
chine & Foundry Corporation; secretary-treasurer, F. B. Inger- 
soll, Interstate Motor Freight. 





The nominating committees of the Birmingham Traffic 
& Transportation Club, Inc., will present a slate of candidates 
for club offices on January 15, at what Joe Travis, secretary- 
treasurer, and R. L. Parker, president, announce as a “political 
luncheon.” 





Presidents of business and professional women’s clubs of 
New York City were invited to participate in a “Getting Ac- 
quainted with Other Women’s Clubs Night” staged by The 
Women’s Traffic Club of Greater New York on January 9 in 
the Tower Club of the Park Central Hotel. Ellen S. Reed, pres- 
ident of the traffic club, presided. 





Harry G. Cooke, newly-elected presi- 
dent of the Jamestown (N. Y.) Trans- 
portation Club, and division freight 
agent for the Erie at that point, first 
served the Erie as agent at several 
stations on the Greenwood Lake divi- 
sion. In 1921 he was made traveling 
freight agent, headquarters being suc- 
cessively at Paterson and Jersey City, 
N. J., and at Rochester, N. Y. In 1941 
he was promoted to general agent at 
Albany, N. Y.; in 1942 he was made 
division freight agent at Rochester, and 
in 1943 went to his present position. 
He is a member of the Moonbrook 
Country Club, the Prendergast Club, 
and of several transportation clubs and 

‘ chambers of commerce in New York 
state and in western Pennsylvania. 








Henry F. Grady, president of the American President Lines, 
and president of the San Francisco Chamber of Commerce, 
spoke on ‘Postwar Industry” at the meeting of the Pacific 
Traffic Association of San Francisco on January 11. The new 
officers of the association are: President, Philip L. Wilson, man- 

| ager, Pacific Coast warehouse, National Cash Register Co.; 
| first vice-president, T. F. Luedtke, McCormick S. S. Co., divi- 
sion of Pope & ‘Talbot, Inc.; second vice-president, H. A. Kern, 
manager, Bekins Van & Storage Co.; third vice-president, C. J. 
Harbeke, general agent, Denver & Rio Grande Western; execu- 
tive secretary, Rudolph Illing, traffic department, Columbia 
Steel Co.; and treasurer, Thomas W. Harris, Jr., district traffic 
manager, American Tobacco Co. The association’s directors for 
the year are: Chairman, A. J. Couture, district manager, Stor- 
| Dor Forwarding Co.; Geo. A. Erickson, district freight agent, 
| Southern Pacific Co.; A. H. Gritsch, secretary, Oregon Nevada 
| California Fast Freight; John F. Hanavan, assistant traffic 
manager, Furness (Pacific) Otd.; A. W. McTavish, vice-presi- 
dent, Walkup Drayage & Warehouse Co.; E. J. Miller, traffic 
manager, Standard Brands, Inc.; E. J. Piatt, division freight 
agent, Atchison, Topeka & Santa Fe; Robert Tuggy, regional 
Manager, Wells Fargo Carloading Co.; Oliver Vickery, sales 
Manager, Owesen & Co.; and William Youngsman, traffic man- 
ager, Haas Bros. 





icieainamahe 


_ The following officers and members of the executive com- 
mittee were elected at the annual fall dinner of the Jamestown, 
‘. Y.. Transportation Club: President, Harry G. Cooke, divi- 
Sion freight agent, Erie Railroad; vice-president, George L. 
Hilliard, transportation commissioner, Chamber of Commerce; 
Secretary, Kenneth C. Johnson, traffic manager, D. H. Grandin 
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Milling Co.; and treasurer, Roy Olofson, of Lyons Transporta- 
tion Co. Executive committee: R. C. Kolin, traffic manager, 
Art Metal Construction Co.; Verne Weekman, traffic manager, 
Jamestown Malleable Iron Corporation; W. H. Pickard, of 
J. W. & N. W. R. R. Co.; Vincent Lundberg of Boss-Linco Lines; 
and Harry L. Colburg, agent, Erie Railroad. 





R. C. Van Riper, president of the 
Motor City Traffic Club, Detroit, joined 
the central traffic department of the 
Chrysler Corporation, where he is traf- 
fic auditor, in 1940. Mr. Van Riper was 
born in Detroit and was educated in 
the public and high schools of that city. 
In 1914 he joined the staff of the local 
office of the Michigan Central and 
worked on the claims, tracing, account- 
ing and car desks, and in the tariff 
bureau. In 1923 he went with the Fed- 
eral Motor Truck Co., where he was 
manager of the traffic department from 
1926 to 1940. He joined the Chrysler 
staff after a short period with the 
— Carloading Corporation in 





The Women’s Traffic Club of Pittsburgh will hold a dinner 
meeting in the Gold Room of the Fort Pitt Hotel, January 16. 
Mrs. N. L. Wymard, of the Powers Modeling School, will speak 
on “Styling and Make Down.” 





Edward Clemens, executive vice-president, Mississippi Val- 
ley Barge Line, spoke to the Junior Traffic Club of Metropolitan 
St. Louis, January 3, at the De Soto Hotel, on “Inland Water- 
ways Operations.” 





The Traffic Club of Denver has issued notice of the an- 
nual election, February 9, of members of the club’s board of 
directors. The nominating committee has proposed ten names, 
five of those named to be elected, for a three-year term, as fol- 
lows: A. G. Winter, assistant general freight agent, Denver & 
Rio Grande W.; F. R. Russell, traffic manager, Denver Dry 
Goods Co.; Carl O. Gustafson, general agent, M. & St. L. Rail- 
road; Edmond St. Louis, traffic manager, Merchants Biscuit 
Co.; L. B. Fitzgerald, traffic manager, Colorado Milling & Ele- 
vator Co.; W. P. Dahl, commercial freight agent, Atchison, 
Topeka & Santa Fe; J. J. McGarry, general agent, C. & S. 
Railway; W. C. Crew, traffic manager, Denver Union Stock- 
yards Co.; M. L. Courtney, general agent, Wabash Railroad; 
and L. A. Anderson, general agent, Northern Pacific. 





S. L. Burbridge, traffic manager, Colgate-Palmolive-Peet 
Co., installed as president of The Traffic Club of Kansas City, 
Mo., at its twenty-fifth annual installa- 
tion and dinner, was born near Kansas 
City. After high school, Mr. Burbridge 
was employed as a clerk for Loose- 
Wiles Bros. Co., and then went to work 
in the warehouse and shipping depart- 
ment of Peet Bros. Manufacturing Co. 
in 1917. He served with the army in 
the first world war, returning to his 
former job with Peet Bros., and taking 
up the study of traffic management. In 
1927 he was made chief clerk of the 
traffic department of the merged com- 
panies, served for 10 years as assistant 
traffic manager, and was made traffic 
manager in 1940. Other officers in- 
stalled with Mr. Burbridge are: first 
vice-president, F. H. Meyer, general 
agent, Alton & Southern; and second 
vice-president, I. L. Dayhoff, assistant 
traffic manager, Socony Vacuum Oil Co. The new directors of 
the club are: George J. Schmidt, traffic representative, Missouri 
Pacific Lines; M. E. Sillin, freight traffic agent, N. C. & St. L.; 
R. L. Stufflebam, traffic manager, Crown Drug Co.; J. W. 
Brazeal, traffic manager, Butler Manufacturing Co. Hold-over 
directors are: D. D. Schuppener, general agent, Chicago & North 
Western; C. W. Saint, commercial agent, Toedebusch Transfer 
Co.; H. W. Courtney, traffic manager, Cook Paint & Varnish 
Co.; and J. B. Cassidy, traffic manager, Chase Bag Co. R. S. 
Holland, commercial agent, Anderson Motor Service Co., is the 
retiring president of the club. 








At its luncheon meeting, January 9, the Transportation 
Club of Saint Paul had as its guest and speaker L. H. Lamb, 
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British consul in St. Paul, who gave his impressions gathered 
in a recent visit to England. 





The Metropolitan Traffic Association of New York, Inc., 
has announced that only one meeting will be held in January, 
and one meeting in February. The January 11 meeting was a 
ladies’ night. The association also announces a dinner dance 
for February 10, in the grand ballroom of Hotel Pennsylvania. 





The new officers of The Traffic Club of Wichita will be in- 
stalled at the annual installation dinner at Hotel Lassen, Janu- 
ary 25. Ed. Rieg, of Consolidated Flour Mills Co., is chairman 
for the dinner arrangements. 





The Transportation Club of Decatur (Ill.) will hold a meet- 
ing January 16 at the Orlando Hotel. Orville W. Diehl, a cer- 
tified public accountant, will speak on personal income taxes as 
amended by the 1944 act. 





Paul D. Bagwell, of Michigan State College, will be the 
speaker at the first dinner meeting in the new year of the 
Grand Rapids Transportation Club at the Park Congregational 


Church, January 18. His subject will be ‘“‘The Shape of Things 
to Come.” 





The Motor City Traffic Club of Detroit will hold its nine- 
teenth annual dinner in the main ballroom of the Hotel Statler 


on January 30. Ray T. Mason is general chairman of the dinner 
committee. 





W..J. Lohnes, traffic manager of 
The National Supply Co., is the new 
president of the Springfield, O., Traffic 
Club. Other officers appointed by the 
board are: vice-president, J. C. Shoe- 
maker, traffic manager, The Buckeye 
Incubator Co.; secretary, Fred Kalbfus, 
traffic manager, Robbins & Myers, Inc.; 
and treasurer, A. J. Lawrence, traffic 
manager, The William Bayley Co. These 
men, who took office January 1, make 
up the board of directors together with 
C. C. Schmieding, traffic manager, The 
Crowell-Collier Publishing Co.; C. C. 
Roof, traffic manager, The Oliver Cor- 
poration; and E. W. Huffman, general 
agent of the Erie Railroad, who is serv- 
ing in the absence of B. W. Taintor, 
former agent of the New York Cen- 
tral. 








The January 15 meeting of the Bridgeport Traffic Associa- 
tion, to be held in the Stratfield Hotel, will be ‘Airlines’ Night.” 
J. A. Wooton, eastern traffic manager, American Airlines, Inc., 
New York will speak on air freight; R. T. McIntosh, traffic 
department, Eastern Air Lines, Inc., New York, will speak on 
airport cities; and A. D. Williams, Jr., district manager, T. W. 
A., New York, will speak on trans-world airlines. Sterling Nel- 
son, district traffic manager of United Air Lines, Hartford, will 
show a color slide film, “The Age of Flight.” 





The Junior Traffic Club of Minneapolis, at its luncheon 
meeting January 11, heard George Grimm, former director of 
foreign broadcasting for the Chinese government, and former 
gg en newspaper man and radio director, on ‘“‘China from 
the Inside.” 





The monthly dinner meeting of the Traffic Club of Wash- 
ington, D. C., is announced for January 17, at the Mayflower 
Hotel. Annual ladies’ night is also announced, at the same 
place, for February 8. President C. A. Miller has inaugurated 
a new club publication. E. H. Whitlock, general agent for the 
Great Northern, and chariman of the club’s publicity commit- 


tee, won a contest for suggesting the name chosen for the pub- 
lication. 





The Green Bay (Wis.) Traffic Club has elected the follow- 
ing officers and directors: President, R. J. Laubenstein, Leicht 
Transfer & Storage Co.; vice-president, F. A. Sant Amour, Kraft 
Cheese Co. of Wisconsin; secretary; N. J. Greenwood, Green 
Bay & Western Lines; and Nick M. Wahl, Wisconsin Public 
Service Corporation. Directors: Edward Kramer, Midwest Coal 
Storage Co.; R. J. Mihm, Chicago & North Western; E. W. 
Leicht, Leicht Transfer & Storage Co. 

The High Point (N. C.) Traffic & Transportation Club will 
hold its fourth annual meeting at the Emerywood Country Club 
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on January 24. W. M. Miller, of the Southern Motor Carriers 
Rate Conference, Atlanta, Ga., will speak. 





E. Robert Baker, chairman of the Colorado Highway User’s 
Conference, and executive secretary and treasurer of the Col- 
orado Mootr Carriers’ Association, will speak to the meeting of 
the Junior Traffic Club of Denver, January 17, on trade barriers 
created by lack of uniform state regulations for motor carriers, 


The meeting will be held in the Play Room of the Albany 
Hotel. 





The second annual ladies’ night party of the Fort Wayne 
(Ind.) Transportation Club is announced for January 20. 





The Traffic Club of the Lehigh Valley announces its ninety- 
first regular meeting at the Hotel Americus, Allentown, Pa., 
January 15. Entertainment will be furnished by Clyde Powell, 
billed as “psychologist, magician and hynotist.” 





Hart Bowman, superviser of aviation for the city of Dallas, 
spoke on the “Future of Aviation in Traffic” at the luncheon 
meeting of the Transportation Club of Dallas on January 8. 





G. H. Shafer, general traffic manager of the Weyerhaeuser 
Sales Co., St. Paul, and past president of the National Associa- 
tion of Shippers’ Advisory Boards, will speak at the dinner 
meeting of the Traffic Club of Sioux City on January 15. His 
subject will be “Some Observations on Transportation—Past, 
Present and Future.” 





The forum of the Motor City Traffic Club of Detroit will 
hold a meeting at the Hotel Detroit-Leland on January 22. 
Ralph W. Erickson, traffic Manager, Harry Ferguson, Inc., will 
be guest chairman. Wm. S. Nevius, director-of-traffic, Wyan- 
dotte Chemicals Corporation, will speak on ‘“Professionaliza- 
tion of Traffic Management.” The forum officers for 1945 are 
as follows: Chairman, R. M. Cowdin, Motor Carriers Central 
Freight Association; vice-chairman, C. I. Ehinger, Harry Fer- 
guson, Inc.; and secretary, Frank W. Davison, Erie Railroad 
Co. The forum program committee for the year consists of the 
following: Grant Arnold, Detroit Board of Commerce; E. F. 
Avery, Fruehauf Trailer Co.; Duncan Cain, National Transit 
Corporation; Hugh Campbell, Liquid Carbonic Corporation; 
Don Mitchell, Fisher Body Corporation; T. W. O’Neill, Geo. F. 
Alger Co.; Harold Otto, American Aairlines, Inc.; Vic Powis, 
Grand Trunk Western; Andy Stark, North American Van 
Lines, Inc.; Lloyd Straley, Detrex Corporation; and John Wal- 
lace, Packard Motor Car Co. 





The annual dinner and inaugural ball of the Traffic Club 
of Jacksonville, Fla., was scheduled for January 13, at the 
Seminole Hotel. 





The Traffic Club of Chicago has announced, for January 
24, a “balloon Night” party to be held in the club’s rooms in 
the Palmer House. Reservations must be made by January 22. 

William J. Martindale, district manager of public rela- 
tions, Pacific department, Railway Express Agency, spoke to 
the Women’s Traffic Club of Oakland, January 9, on how the 
coming air age will change methods of distribution. Miss Mar- 
garet M. Garvey, of Railway Express Agency, was chairman 
of the evening, and Grover C. Schmidt, general agent of the 
agency, in Oakland, was the guest of honor. 








The Junior Traffic Club of Kansas City, Mo., has announced 
its inaugural dinner dance and installation of officers for Janu- 
ary 20, in the Continental Room of Hotel Continental. Merwin 
L. Anderson is the newly-elected president. 





The Associated Traffic Club of America has asked directors 


to cast their votes on the application of the Traffic Club of 
Minneapolis for membership. 


The Transportation Club of Des Moines will hold a dinner 
meeting January 15, at Hotel Kirkwood. The club also an- 
nounces its annual dinner dance “or Ladies Nite” for February 
20, at the Golf and Country Club. 


R. F. C. RAIL BOND SALE 
Secretary of Commerce Jones has announced that the 
R. F. C. has sold $10,000,000 The Western Pacific Railroad Com- 
pany first mortgage 4 per cent Bonds, Series A, due January 1, 
1974, to Bear, Stearns & Co., New York, N. Y., at 102.835 and 
accrued interest. This is .335.of a point more than the present 
call price, and represents a premium to R. F. C. of $283,500. 


Three other offers were received for the issue, 102.667, 102.66 
and 102.65, respectively. 


nuary 13, 
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A TRADITION— 
and a Responsibility 


When the C-2 cargo-type vessel “Flying Cloud” was recently placed 
under our flag by the War Shipping Administration, we were, in real- 
ity, entrusted with a great tradition. Far more than a mere name, the 
“Flying Cloud” stands for one of America’s triumphs of the seas. 


The original “Flying Cloud,” a proud clipper ship that formerly sailed 
‘round the Horn between New York and San Francisco, will be remem- 
bered as long as ships ply the seas. In 1851, averaging at times better 
than 18 knots, she set a record around Cape Horn never surpassed by 
sailing vessels, completing the trip in 89 days, 21 hours! 


You can be certain that the modern “Flying Cloud” will live up to her 
glorious namesake while engaged in keeping vital supplies flowing to 
our fighting fronts. Diligently and faithfully we will continue to uphold 
the standard of the American Merchant Marine. 


———~ —~~ ——— —— NP y \ ~~ ~~~ \ PI 


POPE 2 TALBOT INC. 


M'CORMICK STEAMSHIP DIVISION 


SAN FRANCISCO LOS ANGELES PORTLAND SEATTLE 
NEW YORK PHILADELPHIA BALTIMORE NORFOLK SAN JUAN, P. R. 
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Docket of the Commission 





NOTE—Items in the docket marked with an asterisk (*) have been 
added since the last issue of THE TRAFFIC WoRLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


January 15—Boise, Idaho—State Comm.—Examiner Linn: 
MC 105334—Tennyson Transfer & Storage Co., Boise, Idaho, certificate. 
January 15—Brooklyn, N. Y.—Hotel St. George—Examiner Carpenter: 
MC 82477 and Sub. 1—State Film Service, New York, N. Y. 
January 15—Detroit, Mich.—Hotel Fort Shelby—Examiner Parker: 
MC 2765, Sub. 10—Square Deal Cartage Co., Detroit, Mich., certifi- 
cate to extend operations. 
MC 4405, Sub. 129—Dealer’s Transport Co., Chicago, Ill., certificate 
to extend operations. 
January 15—Kansas City, Mo.—Hotel Pickwick—Examiner Higgins: 
MC-F 2652—A. C. Willingham, purchase, Adams Transfer & Storage 


Co. 
MC-F 2672—Wichita Forwarding Co., purchase, Adams Transfer & 
Storage Co. 


MC-F 2709—A. C. Willingham, purchase, B. O. Surber. 


January 15—Minneapolis, Minn.—Nicollet Hotel—Examiner Way: 
FF-69—Midwest Dairy Despatch, No. Minneapolis, Minn., permit. 
FF-94—Northwest Dairy Forwarding Co., Duluth, Minn., permit. 


January 15—Philadelphia, Pa.—U. S. C.—Examiner Olifford: 
MC-F 2606—A. T. McCormick and E. M. Smith, purchase, A. W. 
Townsend and A. G. Townsend. 
January 15—Washington, D. C.—Argument: 
28775—E. R. Blackinton & Son Canning Co. et al vs. Alton et al. 
29113—-Standard Oil Co. vs. P. & L. E. et al. 


January 15—Washington, D. C.—Examiner Weems: 

Ex Parte 72, Sub. 1—Subordinate officlals of Western Fruit Express 
Co., Fruit Growers Express, and Burlington Refrigerator Express 
Lo. 

January 16—Boise, |daho—State Comm.—Jt. Bd. 49: 

MC 52334, Sub. 2—Boise-Winnemucca Stages, Boise, Idaho, certificate 
to extend operations. 

MC 105281—Whitmore Transportation Service, Boise, Idaho, certificate. . 


January 16—Brooklyn, N. Y.—Hotel St. George—Examiner Carpenter: 
MC 104486, Sub. 7—Oil-Ways Co., Nutley, N. J., permit. 


January 16—Columbus, O.—State Comm.—Jt. Bds. 60, 27, and 117: 
MC 19201, Subs. 34, 35, 36, 37, 42, and 43—Pennsylvania Truck Lines, 
Inc., Pittsburgh, Pa. 
MC 19201, Sub. 39—Pennsylvania Truck Lines, Inc., Pittsburgh, Pa., 
Certificate to extend operations. 


January 16—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 76: 
MC 66562, Sub. 592—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 


January 16—Fort Worth, Tex.—Hotel Texas—Examiner Borroughs and 
Jt. Bd. 16: 
MC 59680—Jackson-Strickland Transportation Co., Inc., Houston, Tex. 
MC 59680, Sub. 18—Strickland Transportation Co., Inc., Dallas, Tex., 
certificate to extend operations. 


January 16—Harrisburg, Pa.—State Comm.—Examiner Konigsberg: 
29168—Whiterock Quarries, Inc., vs, P. R. R. et al 


January 16—Minneapolis, Minn.—Nicollet Hotel—Examiner Way: 
FF-136—Glendenning Forwarding Co., St. Paul, Minn., permit. 
FF-149—Dakota Forwarding, Minneapolis, Minn., permit. 


January 16—Washington, D. C.—Examiner Kirby: 
29223—-Accounting by K. C. S. Ry. in respect of merger of properties 
of T. & Ft. S. Ry. into K. C. S. Ry. 


January 16—Washington, D. C.—Argument: 
29035—Beacon Milling Co., Inc., vs. A. C. & Y. et al. 


January 17—Boise, Idaho—State Comm.—Examiner Linn: 
MC 29791, Sub. 5—Shipman Bros. Transfer Co., Twin Falls, Idaho, 
permit to extend operations. 


January 17—Brooklyn, N. Y.—Hotel St. George—Examiner Carpenter: 
MC 16149, Sub. 1—Otiz Trucking Co. and New York Rigging and 
Trucking Co., New York, N. Y. 


January 17—Detroit, Mich.—Hotel Fort Shelby—Examiner Parker: 
MC-C 434—Contract Cartage Co. vs. F. J. Boutell Driveway Co., Inc. 
MC-C 434, Sub 1—Contract Cartage Co. vs. Central States Transit 
Lines. 

MC-C 434, Sub. 2—Automobile Shippers, Inc., vs. F. J. Boutell Drive- 
way Co., Inc. 

MC-C 434, Sub. 3—Automobile Shippers, Inc., vs. Central States Tran- 
sit Lines. 


January 17—Newark, N. J.—State Comm.—Examiner Clifford: 
MC-F 2612—H. Harrison et al., control; Harrison Motor Freight, 
purchase, Academy Storage & Warehouse, Inc. 
MC-F 2640—R. C. Stone and L. C. Carter, control; Roy Stone Trans- 
fer Corp., purchase, Academy Storage & Warehouse, Inc. 
MC-F 2684—A. A. Fogarty, purchase, Acamedy Storage & Ware- 
house,, Inc. 


January 17—Omaha, Neb.—Hodtel Fontenelle—Examiner Higgins: 
MC-F 2615—Ford Van Lines, Inc., purchase, D. P. Lair. 
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January 17—Washington, D. C.—Argument: 
Ex Parte 72, Sub. 1—Subordinate officials of Ogden Union Ry. anq 
Depot Co. and Union Pacific. 
Ex Parte 104 Part 2—Practices of carriers affecting operating revenye 
and expenses, Terminal Services, Phelps Dodge Corp. 


January 17—Washington, D. C.—Examiner Card: 
MC 88904, Sub. 1—Davis and Sullivan, Indianhead, Md., certificate to 
extend operations. 
January 18—Chicago, III.—P. O. Bldg.—Jt. Bd. 13: 
MC 32400, Sub. 1—L. J. Wendt, Chicago, Ill., to extend operations, 
MC 94884, Sub. 1—W. Rowden, Wooster Lake, Ingleside, Ill. 
January 18—Washington, D. C.—Argument: 
Ex Parte 104 Part 2—Practices of carriers affecting operating reve. 
nues or expenses, terminal services, Spencer Kellogg and Sons, Inc. 
January 19—Brooklyn, N. Y.—Hotel St. George—Examiner Carpenter: 
MC 83975, Sub. 4—Cumberland Automobile & Truck Co., Bridgeton, 
N. J., permit to extend operations. 
MC 105491—Arons Express Service, Paterson, N. J., certificate. 
January 19—Brooklyn, N. Y.—Hotel St. George—Examiner Clifford: 
MC-F 2597—B. Casser, control, Crescent Express Lines, Inc. 
January 19—Chicago, I!l.—Sherman Hotel—Examiner Parker: 
1. & S. M-2483—Candy, confectionery, between points in Central States 
January 19—Denver, Colo.—Cosmopolitan Hotel—Examiner Higgins: 
MC-F 2696—Illinois.—Colo. Cargo Carriers, Inc., merger T. & YM, 


Transportation Co. 
MC-F 2692—Ringsby Truck Lines, Inc., purchase, E. M. Russell. 


January 19—Missoula, Mont.—U. S. Ct.—Examiner Linn: 
MC 102649, Sub. 3—Reely’s General Storage & Freight Terminal, Mis- 
soula, Mont., certificate to extend operations. 


January 19—New Salem, N. D.—Fed. Bidg.—Examiner Lyle: 
Finance 14749—Application Northern Pacific (1) permitting abandon- 
ment of line from New Salem to Kurtz, and (2) authority to con- 
struct a line between same points in N. D. 


January 19—Washington, D. C.—Argument: 
20769—Charges for protective service to perishable freight, protective 
service against cold. 
28375—N. S. Sage vs. Alton et al. 


January 20—Brooklyn, N. Y.—Hotel St. George—Examiner Konigsberg: 
FF 159—Bernstein Service, New York, N. Y., permit. 
January 20—Chicago, III.—P. O. Bldb.—Examiner Parker: 
MC 104598, Sub. 3—J. Picha, Bradley, Ill., permit. 
January 20—Washington, D. C.—Examiner Albus: 
Finance Docket 14779—Appl. of Rahway Valley Co., lessee, for author- 
ity to acquire control of Rahway Valley Line by extension of lease, 


January 20—Washington, D. C.—Examiner Grutzik: 

* Finance 14778—Rahway Valley Line, bonds. 

January 22—Boston, Mass.—New P. O. Bldg.—Examiner Clifford: 
MC-F 2687—G. Vigeant, control; Old Colony Transportation Co., Inc., 

purchase, G. Vigeant and J. Taylor. 

January 22—Brooklyn, N. Y.—Hotel St. George—Examiner Konigsberg: 
W-692—Buffalo Barge Towing Corp., revocation of certificate. 

January 22—Brooklyn, N. Y.—Hotel St. George—Examiner Carpenter: 


MC 89301, Sub. 1—Liner’s Express, Newburgh, N. Y., certificate to 
extend operations. 


January 22—Chicago, IIl.—Sherman Hotel—Examiner Parker: 
MC 52657, Sub. 214—Arco Auto Carriers, Inc., Chicago, IIl., certif- 
cate to extend operations. 
*MC 30837, Sub. 19—Kenosha Auto Transport Corp., Kenosha, Wis., 
certificate to extend operations. 
MC 43038, Sub. 240—Commercial Carriers, 
tificate to extend operations. 


January 22—Fort Worth, Tex.—Hotel Texas—Jt. Bd. 77: 


Inc., Detroit, Mich., cer- 


MC 89723, Sub. 4—Missouri Pacific Freight Transport Co., Houston, 
Tex., extension, Tex. 
MC 89723, Sub. 5—Missouri Pacific Freight Transport Co., Houston, 


Tex., extension, additional Texas routes. 


January 22—Helena, Mont.—State Comm.—Examiner Linn: 
MC 105254—Coulter’s Transfer, Helena, Mont., certificate. 


January 22—Pittsburgh, Pa.—Hotel Roosevelt—Examiner McGrath: 
29204—Mesta Machine Co. vs. A. G. S. et al. 

January 22—Salt Lake City, Utah—State Comm—Examiner Higgins: 
MC-F 2634—T. S. Carter, control, Interstate Motor Lines, Inc., and 

Ely Transfer Co. 

January 22—Seattle, Wash.—Olympic Hotel—Examiner Way: 
W-351—Northland Transportation Co., common carrier applications. } 

January 22—Washington, D. C.—Argument: | 
Ex Parte 104 Part 2—Practices of carriers affecting operating revenues) 


or expenses, terminal services, Standard Oil Co. of Louisina, ter 
minal allowance. \ 


29058—American Republics Corp. vs. W. F. & S. et al. 


January 23—Brooklyn, N. Y.—Hotel St. George—Examiner Kirby: 
Finance 14316—Middletown & Unionville R. R., reorganization. 


January 23—Brooklyn, N. Y.—Hotel St. George—Examiner Konigsberg: 
W-1—Erie & St. Lawrence Corp., contract carrier application. 


January 23—Brooklyn, N. Y.—Hotel St. George—Examiner Carpenter: 


MC 105346—H. H. Express, Brooklyn, N. Y. 
MC 104219, Sub. 2—Kotze’s Express, North Merrick, N. Y., certificate 
to extend operations. 
January 23—Chicago, IIl.—Sherman Hotel—Jt. Bd. 21: 
MC &2 Sub. 1—Green Line Motor Express, Inc., Terre Haute, Ind. 
certificate to extend operations. 


(Continued on page 124) 
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Personal Notes 





Fred W. Haas, vice-president, Keystone Traffic Bureau, 
will address the Delta Nu Alpha transportation fraternity of 
Pittsburgh on “Purpose and Procedure of Handling Formal 
and Informal Complaints” at the fraternity’s January 18 meet- 
ing in the Fort Pitt Hotel. 

_W. H. Callahan, district passenger agent of the Southern 
Railway System at Cincinnati, O., has been promoted to division 
passenger agent, with the same headquarters. 

Walter H. Browne, foreign freight agent of the Lacka- 
wanna, has been made general foreign freight agent, with 
headquarters at New York. 

The annual motor transportation night of the Clearing- 
Cicero (Ill.) Traffic Conference will be held on January 18, 
with Harry Chaddick, president, Chaddick Systems, as the 
guest speaker, according to an announcement by Robert L. 
Seely, chairman of the motor transportation committee of the 
conference. 

Appointment of Ben F. Rice as coal traffic manager of the 
Wabash Railroad Co. has been announced by L. E. Clarahan, 
vice-president—trafiic. 

The following appointments have been announced by the 
Union Pacific: R. W. McIntosh as traveling freight and pas- 
senger agent, with headquarters at Eugene, Ore.; L. E. Tomp- 
kins as traveling freight and passenger agent, with headquar- 
ters at Longview, Wash.; and V. E. Buchanan as general agent, 
with headquarters at Yakima, Wash. 

G. E. Griffith, formerly traffic manager of The Carborun- 
dum Co., Niagara Falls, N. Y., was promoted to general traffic 
manager, effective January 1. K. S. Wright was promoted to 
traffic manager. 

L. O. Head, president, Railway Express Agency, has an- 
nounced the following appointments: J. F. Glover, named to 
succeed W. D. Llewellyn as general manager of the northern 
department at St. Paul, Minn.; R. S. Hampshire, formerly on 
the president’s staff in New York City, to be general manager 
of the Chicago department, succeeding Mr. Glover; John P. 
Foster, to succeed John C. North, retired, as western traffic 
manager, San Francisco, and E. L. Head to succeed Mr. Foster 
as superintendent of the western Texas division at San An- 
tonio; Glen C. Lace as air express manager, central depart- 
ments, Chicago, to take Mr. Head’s place, and C. M. Gustafsen 
as district manager, public relations, mid central department, 
Chicago, to take the place of Mr. Lace; A. G. Smith as super- 
intendent, terminal service, Chicago department, succeeding 
H. H. Smith, now superintendent of the northern Ohio division 
at Cleveland, with J. H. Dunlap, whom H. H. Smith succeeds, 
as the new superintendent of the Cincinnati division, in place 
of A. G. Smith, transferred. 

Herbert G. Feth has been appointed coal traffic manager 
of the Chicago & Eastern Illinois, with headquarters at Chicago. 

The Duluth, South Shore and Atlantic announces that, ef- 
fective December 31, 1944, H. A. Gebelein, general agent, New 
York City, voluntarily left the service of the company, and that 
his successor will be appointed shortly. 

The new officers of the Ohio Valley Transportation Ad- 
visory Board are as follows: general chairman, Mendel A. Keith, 
general traffic manager, International Derrick & Equipment 
Co., Columbus; alternate chairman, H. A. Hollopeter, traffic 
director, Indiana State Chamber of Commerce, Indianapolis, 
Ind.; chairman, executive committee, S. C. Higgins, secretary 
and traffic manager, New River Coal Operators Assn., Mount 
Hope, W. Va.; vice-chairman, executive committee, J. P. Haynes, 
manager, traffic department, Board of Trade, Louisville, Ky.; 
general secretary, C. W. Memke, traffic manager, Edwards 
Mfg. Co., Cincinnati; general chairman, car efficiency commit- 
tee, B. H. Hagerman, traffic manager, National Cash Register 
Co., Dayton; chairman railroad contact committee, J. J. Brink- 
worth, vice-president and general manager, New York Central 
System, Cincinnati; and field secretary, G. H. Koesterman, 
Cincinnati. 

The Jersey Central Lines has announced a series of operat- 
ing department promotions. W. J. Carroll became assistant 

superintendent of the company’s central division, replacing 
Benjamin F. Davis, named as an assistant to the chief execu- 
tive officer. Joseph J. Galuppo succeeded Mr. Carroll as ter- 
minal trainmaster at Jersey City; John D. Galuppo replaced 
Joseph T. Galuppo as freight tranmaster at Jersey City; G. F. 
McGuinness succeeded John Galuppo as day assistant tran- 
master at Elizabethport; T. M. Mitchell replaced Mr. McGuin- 
ness as night assistant trainmaster at that point; and J. T. 
Sheehan succeeded Mr. Mitchell as general yardmaster at 
Elizabethport. The Jersey Central also announced two tem- 














































TRAFFIC WORLpanuary 13 


porary appointments: F. V. Martin as night general yardmaste_aeeeaaae 
at the Jersey City freight yard, and J. J. Rise as assistay 
trainmaster at Long Branch, their predecessors, John Pe!lo ang 
T. P. Phillips, having become civilian railroad employes of th 
naval ammunition depot at Earle, N. J. In addition to 
Davis, Philip M. Parker was also named to the new positig 
of assistant to the chief executive officer, William Wyer. a 
T. P. Brewster, superintendent of telegraph for the Sanam 
Fe, died of a heart attack January 7 in his business car ne; 
Gallup, N. M. 
A testimonial luncheon is to be offered, January 17, at th 
Palmer House, Chicago, to J. P. Tocher, who retired Decembe 
31 after 54 years of service with the Southern Railway. 
The Alumni Association of the Academy of Advance 
Traffic, New York, will hold a meeting in the assembly roo 
of the Commerce and Industry Association Woolworth Build 
ing the evening of January 18. 5 
R. E. Connolly, vice-president in charge of the Illinoigi 
Central, pending the election of a president to succeed the lat 
J. L. Beven, announces the retirement of Floyd R. Mays, viea 
president, because of ill health. Mr. Mays has been a membea 
of the I. C. organization for more than forty-three years. 
_ The Washington (D. C.) chapter of the Army Transportg 
tion Association has been organized by officers, enlisted an 
civilian personnel of the Army Transportation Corps, with th 
following officers: President, Brig. Gen. W. J. Williamsc 
first vice-president, Col. Aram Kojasser; second vice-presiden 
Maj. David D. Porter; secretary, Capt. A. R. Skinnell; trea 
urer, Maj. L. H. Nokes, and directors, Col. Frank C. Scofiel 
Maj. Herman F. Carl and Chester C. Wardlow. Maj. Gen. Gro 
is honorary president of the national association. 
The Atlantic, Birmingham and Coast Railroad announeé 
the appointment of V. V. Burton as traveling freight age 
Nashville, Tenn., succeeding M. M. Sanders, deceased. rath 
Remington Rand, Inc., announces the appointment of S. Glia 
Skeels as manager of its new Transportation Records Depariiiigm 
ment. Mr. Skeels comes to Remington Rand from the Office qa 
Defense Transportation, where he was head administrati a 
officer. Prior to that time he was with the Farm Security Ada ie 
ministration, the Home Owners Loan Corporation, and tig 
Long-Bell Lumber Co. 4 
Associated Highway Carriers, Ince, Kansas City, Ma 
elected the following officers at its annual meeting: Presidengi 
W. M. Keller, general manager, Chief Freight Lines, Kansg 
City; vice-president, T. A. Dillon, Jr., of Riss & Co. Directo 
named were: Harry Byers, Byers Transportation Co.; W. 
Burks, Gillette Motor Transport, Inc.; O. W. Horn, Toedebusdiiga 
Transfer, Inc.; L. E. Robinson, Pacific Intermountain Expres 
and Lyle Warren, Dick’s Transfer. Harold W. Scott was 
appointed secretary-treasurer. George L. Gray, field represe 
tative of the National Users Conference, and Carll Kretsinge 
— National Association of Motor Carriers Coun 
spoke. 
Joseph Weidel, 72, retired system valuation engineer 
the Santa Fe., died January 6. 
Robert G. Roulston has been named central region ma 
ager, reservations and ticket offices, American Airlines, 
with headquarters in Chicago. 


Sherman S. Marr has been appointed manager of f " 
transportation department of Lecrone-Benedict Ways, Inc. 


The board of directors of General Motors Corporation 
elected Morgan D. Douglas a vice-president of the corporatit 
Announcement of his appointment as general manager of ti 
G. M. C. Truck & Coach Division was also announced. Yi; 


George H. Scragg, director of advertising and sales pi 
motion, the White Motor Co., spoke to publishers and advé 
tising representatives at a meeting of the Chicago Dotted Li 
Club, January 8, on the restriction of motor transportation 
artificial state barriers. g 

The following have been elected officers of the Tra 
Missouri Passenger Club: President, Garrett J. Kerkstra, Ge 
passenger agent, Rock Island; first vice-president, Arthur #® 
Johnson, ticket agent, Union Pacific; second vice-presidé 
Frank Bohaty, passenger rate clerk, C. B. & Q.; third vice-pralg 
dent, Yale W. Pregler, Baltimore & Ohio; treasurer, Hag 
Withrow, Union Pacific; and secretary, Leslie Stolzman, Wal 
ern Pacific. 

Ferguson Smith has been released by the British Minisiy 
of War Transport from his capacity as manager of the Meditiii 
ranean department to assume the position of freight tray 
manager of the Booth-American Shipping Corporation. He Sis 
ceeds Horace Bradley, retired after serving the company | 5 
44 years. 

Director J. Monroe Johnson, of the Office of Defense TYé 
portation, will be the guest speaker, January 18, at the meel 
of the New York Railroad Club. He will speak on “Wart 
Transportation.” 

Frank Richo, district manager of the Office of Defé 
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Books on Freight Traffic 


Industrial Traffic Management, by G. Lloyd Wilson 


335 pages covering training, shipping, receiving, management 
of equipment, rates, adjustments, tariffs, routing, tracing, ex- 
eS. claims, express, parcel post, foreign trade, procedure 
efore commissions, federal regulation. Two volumes—Cloth 
bound, $1.50 each—Two volumes $3.00. 


Principles of Freight Traffic, by G. Lloyd Wilson 


Railroad freight traffic departments, rules of freight classifica- 
tion, rate making, tariff construction and interpretation, rate 


structures, and export and import rates. 160 pages, cloth 
bound, $1.50. 


Selling Highway Freight Transportation, by Charles E. Parks 


Shipping motives, sales resistance and how to meet it, sug- 
ested techniques for personal solicitation, and profitable fields 
or selling. 70 pages, cloth bound, $1.00. 


The Principles of Water Transportation, by G. Lloyd Wilson 


Development and organization of water transportation, ports, 
port charges, freight forwarding, brokerage, documents pro- 
cedure, freight classification, rates, passenger, mail, express 
services, government aid, regulations, policies of leading mari- 
time nations. 107 pages, paper cover, 50 cents. 


Selling Railroad Transportation, by Charles E. Parks 
Selling methods, qualifications of railroad salesman, what he 
should know, four groups of prospects, buying motives, analy- 
sis of buying process. 71 pages, paper cover, 50 cents. 


Motor Freight Transportation and Regulation, by G. Lloyd Wilson 
Development, types, local and ety services, freight classi- 
fications rates, regulations tariffs, schedules, bills of lading, 


shipping documents, liability insurance, accounting. 168 pages, 
cloth bound, $1.50. 


Air Transportation and Regulation, by G. Lloyd Wilson 


70 page, paper cover booklet. Air mail, air express, passenger 
services, regulations. 50 cents. 


Traffic Law, by G. Lloyd Wilson 


Duties and liability of carriers, special rates, rebates, claims, 


embargoes, freight pooling, payments. 70 pages, paper cover, 
50 cents. ; 


52 TRAFFIC LESSONS 


on Fundamentals of Freight Traffic, by G. Lloyd Wilson 
in 4 Parts—$1.50 Each—Set of 4, $5.00 


Part 1—Frelight Classification and Rate Making 


Carrier traffic management—functions and organization, traffic 
soaraphy. territorial subdivisions, principles and rules of 
reight classification and rate making, rate structure, rate 


making machinery, tariff construction and interpretation. 
Cloth bound, 160 pages, $1.50. 


Part 2—Railroad Freight Rate Structure 


The freight rate structure of each territorial subdivision, 
interterritorial rate structure, rail-water rates, and import and 
export railroad rates. Cloth bound, 208 pages, $1.50. 


Part 3—Miscellaneous Transportation and Rates 


Covers freight rates and services of all types of transportation 
other than railroads—Motor Carriers—Water Carriers—Freight 
Forwarders—Air Lines—Express Companies—Pipe Lines—Pri- 
vate Freight Cars. Cloth bound, 151 pages, $1.50. 


Part 4—Freight Shipping Documents, Routing and Claims 


Includes chapters on Shipping Documents—Routing, Tracing 
and Expediting—Loss, Damage, Delay Claims and Overcharge 
Claims—Concealed Loss and = Claims—Reparation— 
Procedure before Committees and Regulatory Commissions. 
Cloth bound, 166 pages, $1.50. 


TRAFFIC LAW AND PROCEDURE—By G. Lloyd Wilson 


in 3 Parts—$2.00 Each—Set of 3, $5.00 
Part 1—Services 


Transportation act and all amendments; the status, duties and 
obligations of carriers; the rights and privileges of shippers; 
car service; distribution of cars; pooling; switching connec- 
tions; transit services and privileges; terminal facilities and 
services; embargoes; demurrage; the commodities clause; 
penalties and damages, etc. Cloth bound, 208 pages, $2.00. 


Part 2—Rates 


Undue preference and prejudice, special rates, rebates, Inter- 
state and Intrastate rates, unreasonableness, fourth section, 
rate making, valuation, free and reduced rates, allowances, 
tariff publication and construction, routing, misrouting, joint 
rates, collection, payments, guarantee, liability, loss, damage 
and delay claims, overcharge, undercharge, reparation, ac- 
counts, records, securities. 287 pages, cloth bound, $2.00. 


Part 3—Procedure 
Powers and jurisdiction of I.C.C., informal, modified, short- 
ened and formal procedure before I.C.C., investigations, sus- 
pensions, testimony, evidence, pleadings, service, reports, 


orders, administrative functions, court reviews, practitioners 
ethics, practice before M. C. Cloth bound, $2.00. 


All books shipped postpaid. If ten or more books are ordered at one 
tlme, deduct 10% from list price. Send remittance with order to 
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418 South Market St. 
CHICAGO 7, ILL. 
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Transportation, spoke, January 8, at the monthly meeting of 
the New Britain (Conn.) Traffic Association on the new joint 
truck terminal in that city at which over-the-road carriers drop 
off small shipments for delivery by local truckman. Earl Lee, 
traffic manager, New Departure Corporation, Bristol, Conn., 
is chairman of the New Britain group, and Clifford A. Bomba 
of the American Paper Goods Co., Kensington, Conn., is vice- 
chairman. 

M. G. Roberts, general counsel, and E. G. Nahler, genera] 
solicitor, for the trustee of the St. Louis-San Francisco Rail- 
way Co., both of St. Louis, have been appointed members of 
the personal staff of Governor Phil M. Donnelly, of Missouri, 
each with the honorary rank of colonel. 

The Alumni Association of the College of Advanced Traffic, 
Chicago, will hold a “presentation night” meeting January 16, 
at the Morrison Hotel. Henry W. Coffman, industrial agent, 
New York Central System, will discuss ‘‘The Traffic Manager 
and Industrial Locations.” There will be a pre-meeting dinner 
at the Triangle Restaurant. Committee chairmen of the associa- 
tion are as follows: Aeronautical, Arthur Manning, Douglas 
Aircraft Co.; auditing, David Stanley, Aluminum Co.; educa- 
tional, E. A. Weathes, Continental Can Co.; employment, W. E, 
Bueche, Illinois-Colorado Express; entertainment, H. Zierfuss, 
Pacific & Atlantic Shippers Association; membership, Robert 
Fees, Pacific & Atlantic Shippers Association; publicity, F. M. 
Senkpiel, Dairy Products Marketing Association; reception, 
George Lenz, Wilson Truck Co., and Ray Haggerty, 6th Corps, 
U. S. Army; research, W. R. Bayliss, American Traffic Institute; 
relief, Henry Richter, Commonwealth Edison Co.; smoker, 
V. Zaccordi, Bunte Brothers. 


The Pennsylvania Railroad has announced the appoint- 
ment of Howard W. Hughes, formerly of the Pennsylvania 
state supreme court and the court of common pleas of Wash- 
ington county, Pa., as general solicitor. 


The Southern Railway announces the appointment of Elmo 
C. ‘Davis, Jr., as commercial agent, with headquarters at Wash- 
ington, D. C., succeeding William R. Belfield, promoted. 


The Kansas City Southern and Louisiana & Arkansas an- 
nounce the promotion of C. R. Dyer from commercial agent 
to general agent, his headquarters remaining at Greenville, Tex. 


L. P. Wilburn, traffic manager of the Southern Wood Pre- 
serving Co., Atlanta, Ga., was elected a member of the board 
of + one of the company at its stockholders’ meeting, Janu- 
ary 8. 

The Piedmont & Northern and Durham & Southern, an- 
nounce the appointment of J. H. Wright as general freight 
agent, with headquarters at Charlotte, N. C., and that the 
position of assistant general freight agent has been abolished. 
The roads also announce the appointment of H. R. Ellis as 


— to the traffic manager, with headquarters at Char- 
otte. 





SEAMEN COMMENDED 


No merchant ship missed convoy in the holiday season as 
thousands of American merchant seamen and officers volun- 
tarily returned to the sea to maintain the unbroken supply line 
of ships sailing to the fighting fronts, the War Shipping Admin- 
istration announced. Men on shore leave responded to urgent 
appeals carried in the newspapers and broadcast over the radio 
and sacrificed opportunities to spend the holidays with their 
families, it said. In previous years the departure of some ships 
was delayed by the shortage of experienced personnel in the 


holiday season, it said. Deputy War Shipping Administrator 
Macauley said: 


The response of these men to the appeal that they return to duty 
immediately was magnificent. They are civilian volunteers and are not 
subject to compulsory curtailment of their leaves. Few, if any of them, 
spent Christmas day with their families, though there was absolutely 
no means of compelling them to return. Many of these men had not 


seen their families in months. They realized that their return was | 


necessary to avert a crisis in manning ships and they reported; they 
came from the midwest from the south, and from port cities. They 
acted in keeping with the traditions of the service. 


GOLDEN STATE SCHEDULE 


Effective January 14, the Rock Island Pacific coast train, 
the Golden State Limited, will leave the LaSalle Street Station, 
Chicago, at 8:00 p. m., half an hour earlier than at present. 

Under the new schedule, the Golden State will arrive in 
Kansas City at 7:45 a. m., and make connection with Rocket 
service to Oklahoma and Texas, which leaves Kansas City at 
8:15 a. m. 


The eastbound Golden State Limited will leave Kansas 


City at 11:35 p. m., fifteen minutes later than at present, arriv- § 


ing Chicago the following noon at 11:30 a. m. 


January 
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SERVING THE NORTHWEST and CANADA 


NINE important gateways for intersectional traffic... 


CHICAGO — MILWAUKEE — MANITOWOC 
MINNEAPOLIS (Minnesota Transfer) ST. PAUL 
DULUTH — SUPERIOR — MANISTIQUE — MACKINAW CITY 


THREE important gateways for international traffic... 
PORTAL — NOYES — SAULT STE. MARIE 


EDMONTON 
o 


PORTLAND 


AN INTERNATIONAL 
TRANSPORTATION SYSTEM 














TO ALL MANUFACTURERS: 


REALIZED, 









E 
my 1s TO 8 
F UTMOST ECON DA iG MUST BE PLANNTS 


\ 
PROPER MATERIAL 


The priceless ingredient of every Signode Strapping appli- 
cation is the experience that has gone into its design... 
experience that is part of the background of the experts 
ready to serve you. These men know the manufacturing 
field, from shipment of raw materials to delivery of finished 
product, and plan the handling of goods right down to 
individual packages. 


Shipping methods are developed by Signode Packaging 
and Carloading Engineers to meet specific needs, and care- 
fully tested and checked in the Signode Laboratory 
before being offered to the public. sii, 

Your nearby Signode representative 
can specify a method that will fit in with 
your production. Call or write him today. 


STEEL STRAPPING COMPANY 
ae 2613 N. Western Ave., Chicago 47, Ill. 
\ . Brooklyn, N. Y.: 364 Furman St. @ San Francisco, Calif.: 451 Bryant St. 
34 Branches Throughout the Nation 








» * A, e of Kiails 


It can be truly said that World War II is 
an Age of Rails. It took mass transportation 
to turn the tide of this war in transporting 
parts, finished products, troops and war 
necessities, on a twenty-four hour sched- 
ule. Likewise, it will take mass transporta- 
tion such as only railroads can supply to 
bring the war effort to a victorious conclu- 
sion. And, when peace is here, and normal 
business competition resumes, mass trans- 
portation will be the factor to keep distribu- 
tion costs down. 


In this Age of Rails, the interchange func- 
tion where freight cars are classified and 
quickly interchanged and then sped along 
to destination, is of prime importance. And 
that is where Peoria, Illinois, and the P. & 
P. U. Ry. come into the picture. 


Thousands of cars come from every- 
where into the Peoria Gateway, brought in 
by fourteen trunk lines. P. & P. U. Ry.. after 
classifying and interchanging them, speeds 
them on to victory. 


PEORIA & PEKIN UNION RAILWAY 


E. F. Stock, Traffic Manager—Union Station, Peoria, Ill. 





SWITCHING SERVICE BETWEEN 


Peorla & Pekin Union Ry.; Chicago, Rock Island & Paeifie Ry.; Chicage & North Western 

Ry.; Chieago & Illinols Midland Ry.; illnois Terminal Railroad Co.; Inland eye 

@ Ry.: 

ton 

& Quincy Railroad; New York, Chicago & St. Louis Rallroad; Cleveland, Cincinnati. 
& Western R. R. 


Corp.; Minneapolis & St. Louls R. R.; Alton Railroad; Atchison, Topeka & Santa F 
Illinois Central R. R.; Pennsylvania Railroad; Peorla Terminal R. R.; Chicago, Burlin 


Chicago & St. Louis Ry. (Peoria & Eastern); Toledo, Peoria 





“One of America’s Rallroads—All United for Victory” 
Don't Forget to Buy Those War Bonds 















TRAFFIC WORL] 


DOCKET OF THE COMMISSION 


(Continued from page 118) 
January 23—Des Moines, la.—Kirkwood Hotel—Examiner Lyle: 
Finance 14677—Application C. B. & Q. (1) permitting abandonme, 
of line between Burch and Osceola, Ia., (2) construction of a tra 
connection at Talmage, Ia., and (3) operation over tine of C, q 
W. belween Burch and Talmage, Ia. 
January 23—Great Falls, Mont.—Council Chambers—Examiner Linn: 
MC 46313, Sub. 1—Great Falls Transfer and Storage Co., Great Fay 
Mont., certificate. 


January 23—Pittsburgh, Pa.—Roosevelt Hotel—Examiner McGrath: 
29212—Scofield Brothers vs. A. C. L. et al. 


January 23—Portland, Ore.—Multnomah Hotel—Examiner Way: 
W-413—W. J. Smith, common and contract carrier application. 


W-432—Longview Tugboat Co., common and contract carrier applic 
tion. 


January 23—Salt Lake City, Utah—State Comm.—Examiner Higzpins: 
MC-F 2694—G. A. Sims and M. K. Sims, purchase, Hadley Transte 
and Storage Co. : 
January 23—Savannah, Ga.—U. S. Ct.—Jt. Bd. 101: 
MC 75651, Sub. 9—R. C. Motor Lines, Inc., Jacksonville, Fla., ce 
tificate to extend operations. 


January 23—Washington, D. C.—Argument: 
29092—Texas Rice Mills Traffic Bureau vs. A. T. and S. F. et al, 


January 23—Washington, D. C.—Examiner Diamondson: 
Ex Parte 104 Part 2—Practices of carriers affecting operating revenue 
and expenses, terminal services. Union Tank Car Co. 


January 24—Brooklyn, N. Y.—Hotel St. George—Examiner Carpenter: 
MC 67603, Sub. 2—L. E. Weeks, Rockville Centre, N. Y., certificat 
to extend operations. 


January 24—Brooklyn, N. Y.—St. George Hotel—Examiner Clifford: 

* MC-F 2657—J. F. Whelan, control, Ferris and Rossborough Co. 

* MC-F 2637—Joseph F. Whelan Co., investigation of control, Ferris 
Rossborough, Inc., and Ferris and Rossborough Co. 


January 24—Chicago, !!!.—Morrison Hotel—Examiner McGrath: 
FF 95, Sub. 1—Lifschultz Fast Freight, Chicago, Ill., application { 
extend operations. 


January 24—Harrisburg, Pa.—State Comm.—Examiner Patrick: 
* MC-F 2683—A. L. Buch et al., purchase, Calvert & Rogers, Inc., an 
C. D. Kahler. 
January 24—Lincoln, Neb.—Hotel Cornhusker—Jt. Bd. 140 and Exam 
iner Parker: " 
MC 73761, Subs. 4 and 5—Don E. Weber Freight Lines., Beatricé 
Neb., certificate to extend operations. 


January 24—Portland, Ore.—Multnomah Hotel—Examiner Way: 
W-420—Knappton Towboat Co., common carrier application. 


January 24—Washington, D. C.—Examiners Romero and Eddy: 
Finance Docket 14786—Jt. appl. of D., L., & W., and Morris an 
Essex for authority to merge latter into former. 
Finance Docket 14787—Appl. of D., L., & W. to issue securities, ew 


January 24—Washington, D. C.—Argument: 
Finance Docket 14439—S. A. L., receivers et al., abandonment. 


January 25—Boston, Mass.—Lenox Hotel—Examiner Konigsberg: : 
29226—New England Motor Rate Bureau, Inc., vs. Railway Expres 
Agency, Inc. ; 


January 25—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 42 and Exam 
iner Carpenter: 
MC 65777, Sub. 3—Cutchogue Trucking Co., Cutchogue, N. Y., ce 
tificate to extend operations. 
MC 74538, Sub. 1—Short Line Delivery Co., New York, N. Y., cé 
tificate to extend operations. } 


January 25—Butte, Mont.—U. S. Ct.—Examiner Higgins: { 
MC-F 2670—R. M. Wallace and I. Wallace, purchase, B. Cook and i 
W. Fulmer. ; 
MC-F 2671—R. M. Wallace and I. Wallace, control, Flathead Tran 
portation Co. 


January 25—Chicago, IIl.—Morrison Hotel—Examiner McGrath: 
29147—-Kohler Co. vs. Alton and Southern et al. 

January 25—Philadelphia, Pa.—U. S. Ct.—Examiner Patrick: 
MC-F 2591—H. H. West, purchase, G. C. Frey, Jr., and W. M. Powe 


January 25—Portland, Ore.—Multnomah Hotel—Examiner Way: 
W-694, Sub. 1—Portland Tug & Barge Co., Portland, Ore., applicattd 
to extend operations. 
W-409, Sub. 1—Appl. of Shaver Transportation Co., Portland, Or 
to extend operations. 
W-809, Sub. 1—Appl. of Shaver Forwarding Co., Portland, Ore., 
extend operations. 


January 25—Washington, D. C.—Examiner McHale: 

3666—Matter of regulations for transportation of explosives 4 
other dangerous articles. 

Ex Parte MC-3—Matter of need for establishing reasonable requ! 
ments to promote safety of operation of motor vehicles used 
transporting property by private carriers. 

Ex Parte MC-4—Matter of qualifications of employes and safety 
operation and equipment of common carriers and contract carrie 
by motor vehicle subject to Motor Carrier Act, 1935. 

Ex Parte MC-13—Matter of regulations governing transportation 
explosives and other dangerous articles by motor vehicle. 


January 26—Brooklyn, N. Y.—Hotel St. George—Examiner Carpenter: 


MC 31357, Sub. 12—Gerosa Haulage & Warehouse Corp., New Yow 


mM. Y¥ 


January 26—Wichita, Kan.—Broadview Hotel—Examiner Parker: 
1. & S. M-2469—Minimum rates and charges, V. S. & V. R. Partridg 
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KEEPING THE coops MOVING 


n, Munitions must be kept moving. America’s railways with 
Applica clock-like efficiency speed them to Atlantic seaports. Heroi- 
a cally conducted convoys transport them across the ocean. 
‘Tanste British Railways, in spite of blitzing, blackouts and man- 


power and equipment shortages, speed them to their desti- 
nations. British built trains, motors and ships, aided by 


A., Ce : ‘. , 
United States built locomotives—over 400 of them—and 
the war-weary staffs, strengthened by United States units, 
al. have mastered the biggest transportation job in history. For 
onial this aid we are profoundly grateful. 
ink War is a hard schoolmaster, but the lessons learned will 


rtificat stand us in good stead when once again we are speeding the 


“munitions of peace.” They, too, must be kept moving. Saud aff obtta att iol thriving 
> 




























































































ford: 
- British Railways have maintained representation towns, of livable homes that 
inane in North America throughout the war period. offer cheerful hospitalit 
We look forward to co-operating with you when- ‘ P Yore 
ation { ever and wherever possible. land of deep winter snows and 
T. D. Slattery, General Traffic Manager, Nebraska is tvpical of the mid- 
9 Rockefeller Plaza, New York 20, N. Y. ware ae ear b i yP 
ne., an western section of Your America. 
d Exar , The state is one of the nation’s leading stock raising 
Beatricgl —<——————— tie. y —__— areas. It is famous for dairy products. Corn, grain, 
fol tia hay and sugar beets grow in abundance. Industrial 
4 activity has rapidly developed. . 
ris an Nebraska is justly proud of its sound economic 
condition, its “‘pay-as-you-go” policy. Its citizens 
mete MEMO TO MOTOR CARRIERS: Prag A penton AD mig 
cling to the fundamental belief that the best way 
rene ia " Ft.Wayne? to achieve a comfortable living is to work for it. 
—_ Traffic 
4 Nebraska’s largest city, Omaha, is the headquarters 
1a Exar Manager s |  Kokome Marion | of the Union Pacific Railroad, the “strategic mid- 
‘illeg ® La Fayette = 9» i . 
Y., ce Want More a | een ag dle route” uniting the state with the East and the 
* Indianapolis, ORch Pacific Coast. 
~~" Mens” }INDIANA™D ; 
| aps a Scre Hamilta° Nebraska and Union Pacific have one common goal; 
k and T. W. Bulletin No. 2 van ing to speed victory and keep open the doors of oppor- 
oa _ tunity so that courage, hard work, initiative and 
Horder’s Is Head- enterprise may reap their just reward. 
h: quarters for Maps of 
@ Listen to “YOUR AMERICA” 
Ml. Powe All Types eae Li a — Mutual network—every Sunday MID pit Routt 
a Mailing Tubes can be supplied. afternoon, 4 pm, E. W. T. ut sTRATEGIC ast pitt THE 
:pplicatid Maps help traffic men to select carriers and route wut we THE : a AST 8 
st, On freight. Carriers have a distinct advantage when their Ac\Fl 
; own route maps are in the hands of these men. — 
, Ore., Let us help you to select a Standard black and white 
map of the U. S. ... a section of it, or individual 
States—mark your routes on it and let us reproduce ie = NEBRASKA 
sives al : ; A ‘ pa 
it for you in any size and quantity.* Vaan 
le re We have a complete assortment of large maps for ‘ 
- wall mounting, covering all sections of the country, and 
| safety individual cities and States. Our Map Service is the 
ct carrie most complete in the Middle West. Visit or write to 
iaieai Horder’s Map Department, 111 West Adams Street, 
“4 ° Chicago 3. Ask for map circular. 
rpenter: ° 
New HORDER’S, INC. ee 
rker: a 231 S. Jefferson Street, Chicago 6 All Telephones FRAnklin 6760 U M i O » p ACI FIC R Al LRO AD 
 Partridg 
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GULF MOBILE & OHIO RAILROAD 


rors v4 GALVESTON 








AND BE ASSURED OF 


Carchul Handling AND 
Quick Dispatch 


GALVESTON WHARVES 


Est. 1854 


2x 





Geo. Sealy, Chairman 





F. W. Parker, General Manager 





TRAFFIC WORLD 
January 


January 27—Casper, Wyo.—Fed. Bldg.—Jt. Bd. 280: 
MC 59030, Sub. 3—Saratoga Truck Line, Saratoga, Wyo., certificate 
to extend operations. 


January 29—Brooklyn, N. Y.—Hotel St. George—Examiner Carpenter: 
MC 104620, Sub. 9—D. E. Burner and Fuel Corp., Rockville Centre, 
N. Y., certificate. 
January 29—Brooklyn, N. Y.—Hotel St. George—Examiner Konigsberg: 
1. & S. 5324 and ist Sup.—Switching charges of B. C. R. R. at Buffalo, 
mM, X. 
January 29—Brooklyn, N. Y.—Hotel St. George—Examiner Konigsberg: 
I. & S. 5329—Silica gel, Cincinnati & Baltimore to Baton Rouge. 
January 29—Casper, Wyo.—Fed. Bldg.—Examiner Linn: 
MC 104413, Sub. 7—Dawson & Corbett, Rawlins, Wyo., certificate to 
extend operations. 
January 29—Chicago, IIl.—Morrison Hotel—Examiner McGrath: 
29176—Colgate, Palmolive, Peet Co. vs. A. G. S. et al. 


January 29—Clinton, la.—City Hall—Examiner Lyle: 
Finance 14698—Appl. of C. & N. W. for a certificate permitting aban. 
donment of branch line extending from Lyons to Anamosa, Ia. 
January 29—St. Louis, Mo.—Mark Twain Hotel—Examiner Parker: 
MC 46240, Sub. 5—C. N. Denman, Port Huron, Mich. 


January 30—Albuquerque, N. M.—Hilton Hotel—Jt. Bd. 87: 
MC 1427, Sub. 3—New Mexico Transportation Co., Inc., Roswell, N, 
M., certificate to extend operations. 
MC 30600, Sub. 44—Santa Fe Trail Transportation Co., Wichita, Kan., 
certificate to extend operations. 


January 30—Birmingham, Ala.—Thomas Jefferson Hotel—Jt. Bds. 100 
and 14: 
MC 29957, Sub. 47—Tri-State Transit Co. of Louisiana, Inc., Shreve. 
port, La., certificate to extend operations. 
MC 50655, Sub. 15—Gulf Transport Co., Mobile, Ala., certificate to ex- 
tend operations. 
MC 105384—Columbus Coach Co., Columbus, Miss., certificate. 


January 30—Brooklyn, N. Y.—Hotel St. George—Examiner Carpenter: 
MC 105365—Zohn’s Refrigerated Trucking Service, New York, N. Y., 
certificate. 


January 30—Charleston, W. Va.—State Comm.—Jt. Bd. 10 and Examiner 
Peterson: 
MC 4197, Sub. 5—Logan Transfer Co., Logan, W. Va., certificate to 
extend operations. 
MC 69763, Sub. 1—Whiting Transfer Co., Glenville, W. Va., certificate 
to extend operations. 
January 30—Chicago, IIl.—Morrison Hotel—Examiner McGrath: 
29182—Quaker Oats Co. vs. Can. Nat’l et al. 
January 30—Fargo, N. D.—U. S. Ct.—Jt. Bds. 219 and 142: 
MC 28132, Sub. 4—Hvidsten Transport, Grafton, N. D. 
MC 104530, Sub. 1—Thief River Falls Transport, Thief River Falls, 
Minn. 


January 30—Indianapolis, Ind.—State Comm.— Jt. Bd. 72: 





MC 1649, Sub. 25—Railway Express Motor Transport, Inc., Indianap- 








olis, Ind., certificate to extend operations. 





Digest of New Complaints 








No. 


MC 

















29242, Manufacturers Specialty Co., Whiting, Ind., vs. B. & 0. 
Chicago Terminal et al. 

Rates on pulverized limestone moving in 10 carloads from Thorn- 
ton, Ill., to Lowell, Ind., from December 31, 1942, to April 7, 1943, 
in violation of section 1. Asks cease and desist order, rates, and 
reparation of $2,500 with interest. (John S. Burchmore, 2106 Field 
Bldg., Chicago 3, Ill.) 

F-2637, Joseph F. Whelan Co.—Investigation of Control—Ferris & 
Rossborough, Inc., and Ferris & Rossborough Co. 

Investigation instituted by the Commission, division 4, on its own 
motion, for purpose of inquiring into and concerning possible viola- 
tion of section 5(4) in event of control or management of Ferris 
& Rossborough Co., of New York, N. Y., and/or the operations 
formerly conducted by Ferris & Rossborough, Inc., of New York, 
N. Y., in a common interest with Joseph F. Whelan Co., also of 
New York, all carriers subject to part II of the act, and in event 
the following persons named as respondents have effectuated, or 
participated in effectuating, such control or management in a com- 
mon interest: Joseph F. Whelan Co., Ferris & Rossborough Co., 
Lena Knell, Hugh F. Quinn, Leo L. Tauritz, Irene W. Watters, 
Mary E. Whelan, James F. Whelan, Joseph F. Whelan, Joseph W. | 
Whelan and Vincent M. Whelan. 1 





. 29243, General Water Heater Corporation, Burbank, Calif., vs. 


Southern Pacific et al. 

Rates, water heaters, shipped from Burbank to Raymondsville, 
Tex., Sept. 16, 1939, alleged to have been in violation of section NV i 
6(7). Reparation sought. (E. W. Cox, 406 South Main Street, Los 
Angeles, Calif.) 


CHANGES IN DOCKET 
Argument |. & S. 5283 and 1st sup., January 10, Washington, D. C. 


canceled. 


canceled and reassigned for January 31, Washington, D. C., Examine 
Cheseldine. 


Hearing Fourth Section Appl. 21021, January 10, Washington, D. C. 


Hearing MC 18254, Sub. 3, January 11, Buffalo, N. Y., postponed @# 


date to be fixed. 


IN 
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cate 





WORLD'S LARGEST LONG-DISTANCE MOVERS OF HOUSE- 
HOLD GOODS, OFFICE FURNITURE AND EQUIPMENT 
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; CAR DOOR OPENERS 
—io- 6 CS + te ONLY 
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Order Now 
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INTERNATIONAL AIR EXPRESS” 


= ~ _ 





The Port of San Francisco 





| Center of Pacific Coast Shipping 
* * 
for a Century 
BOARD OF STATE HARBOR COMMISSIONERS 
Ferry Building, San Francisco, Calif. 





Services in 
Washington, D. C., and 


Commercial Zone: 


1. Pool Car Distribution—On B. & O R. R. 
Siding—Economical—Fast—Dependable 


2. Local Cartage 


The Jacobs Transfer Company, Inc. 
Established 1857 
61 Pierce Street, N. E. e Washington 2, D. C. 
Phones: Decatur 7603, District 2412 


FASTER — DIRECT — L.C.L. — RAIL SERVICE 
TO: TEXAS, LOUISIANA, MEXICO, ST. LOUIS MO. 


* 
Pick Up and Stere Door Delivery included at rates 
no higher than rail. 


PREMIER CARLOADING CORP. 


90 WEST ST., N. Y. 6, N. Y. - CORTLAND 7-3812 
Offices and Agencies in Principal Cities 


“ANYWHERE IN THE SAN FRANCISCO BAY AREA — 
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np FREIGHT HANDLERS 
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san Frandsco 








311 california street 


Two Experienced and Reliable 
Organizations Operating with up-to-date equipment 
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Future of Merchant Marine 


A prediction that all available U. S. merchant vessels would 
be required for several years “even after peace in both the 
Atlantic and the Pacific’?» was made by Samuel Duvall Schell, 
executive director of the Maritime Commission and executive 
deputy administrator of the War Shipping Administration, in 


Classified Adver 


The only weekly market place in print covering the entire field of transportation and 

distribution for those who have services, materials, equipment, etc., to buy or sell. 

(Reader ads —$1.00 a line, minimum 3 lines. Classified display —$15 a column inch.) 
3 time, 26 Hme ime. Classified Ji scount rates » 


time. 















1. C. C. PRACTITIONERS. The only practical, authentic I. C. law 
course available by mail. Restricted to Attorneys, Practitioners or those 
qualified to prepare for practice. Includes Freight Forwarder Act. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Ill. 





TRAFFIC EXECUTIVE—Essential business needs a representative 
with thorough knowledge of freight rates, routes, classification and in- 
dustrial traffic functions for sales position, calling on shippers, introduc- 
ing and installing new, revolutionary, labor-saving rate finding system. 
Salary $300 per month and commission. Earnings first year easily $6,000, 
second year $12,000. With unlimited opportunity for future development in 
new, sound, national organization. Give complete traffic and sales back- 


ground. Location Chicago, no traveling. Box 310, Chicago office, Traffic 
World. 


TRAFFIC MANAGER, I. C. C. Practitioner. Available soon for con- 
nection progressive organization. Expert knowledge rail-truck rates and 
structures all territories. Thoroughly experienced analysis and securing 
adjustments through rate-making and regulatory bodies. Excellent 20- 
year record with rails, industrials, associations. Topnotch references. 
Box 311, Traffic World, Chicago office. 


CHAMBER OF COMMERCE, progressive Middle West town, wants 
man for industrial promotion and traffic work. Department established 
1923, manager retiring soon. Starting salary $3,600. Opportunity for 
permanent position and advancement. Box 312, Chicago office Traffic 
World. 


WANTED young man for industrial traffic manager, familiar with 
rail and truck tariffs, rates and classifications. Write P. O. Box 43, 
Findlay, Ohio. 


FREIGHT CAR PRICES REDUCED! 


Now only half of recent peak prices— 
$500 to $4250 each! 
Which of these cars could you use? 
40—Hopper, Triple, 50-Ton 
85—Hopper, Side-Discharge, 50-Ton 
80—Refrigerator, 40-Ft., 40-Ton 
16—Refrigerator, 36-Ft., 30-Ton 
8—Ballast, Composite, 50-Ton 
29—Box, 36-Ft., 40-Ton 
10—Dump, Magor, Automatic, 30-Yd., 50-Ton; lift doors 
10—Dump, Western, Automatic, 30-Yd., 50-Ton; lift doors 
9—Dump, Koppel, Automatic, 30-Yd., 50-Ton; with aprons 
25—Dump, Western, Automatic, 30-Yd., 50-Ton; with aprons 
4—Dump, Western, 20-Yd., 40- and 50-Ton; steel floors 
1—Dump, Koppel, Drop-Door, 20-Yd., 40-Ton 
18—Dump, K & J, Automatic, 16-Yd., 40-Ton 
20—Flat, 40-Ft., 40- and 50-Ton 
35—Gondola, Composite, 36-Ft. and 40-Ft., 40- and 50-Ton 
6—Gondola, 50-Ton, High-Side, Steel 
30—Tank, 8000-Gallon, 40 & 50-Ton 
10—Tank, 10,000 Gallon, 50-Ton 


Perhaps this list also has some ofher cars you could use to very 
beneficial advantage now? 


All cars are priced to selli 
IRON & STEEL PRODUCTS, INC. 
40 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
“‘ANYTHING containing IRON or STEEL" 











TRAFFIC WORLD January 


an address January 8 before the Marine Society of the City of 
New York, at New York City. 

“There will, of course, be a transition as soon as possible 
from wartime controls to the resumption of normal peacetime 
operations,” he said. ‘“Many of the European maritime nations 
have suffered losses of large proportions of their merchant 
fleets. .. . We are dispposed to give friendly assistance to those 
nations in their rapid postwar rehabilitation. Our own domestic 
prosperity dictates that we help all nations of the world to be 
prosperous and thereby become better potential customers of 
what we have to export. We also need their exports. ... We 
can not permit our foreign trade to be dependent solely upon 
transportation in foreign ships nor can we permit ourselves to 
be compelled to ship by foreign vessels to foreign countries and 
thence transship to destinations on another foreign vessel... .” 

He said the Maritime Commission was prepared to carry 
through a sustained shipbuilding program of over 20 million 
tons a year if the needs of the armed forces required such 
production. 

“When the war is over,” he said, “we may have approxi- 
mately 60,000,000 tons deadweight of American flag ocean- 
going vessels. Of these, approximately 2,500 will be Liberty 
ships; over 600 large, high-speed ocean-going tankers; over 500 
Victory ships; about 800 large modern high-speed vessels of 
Maritime Commission design, combination cargo-passenger, 
cargo liners, and ‘reefers’; about 500 smaller modern design 
cargo, tankers and special design vessels. And we will also 
have nearly 850 over-age tankers and dry cargo vessels.” 

Mr. Schell said there were many who believed that if this 
country, in the years before the present war, had had a large 
merchant fleet as evidence to Germany and Japan that “we 
could transport millions of men and hundreds of millions of 
tons of supplies and munitions to such far-flung battlefronts,” 
there would be no war today. 

He said that planning and visualizing of a strong postwar 
merchant marine was not enough, and that “our merchant ma- 
rine must deserve the patronage to sustain it.’”’ He said it was 
definitely incumbent on American flag operators to do every- 
thing possible to assure and deserve patronage for American 
ships. 

“We must give the service,” he continued. “We must pro- 
vide frequent and direct sailings. Service will bring the car- 
goes to sail the ships full and down on a profitable basis. . 
Any conference rules or regulations or agreements as to future 
limitations on ship operations must not disregard our basic 
principles that in every American trade route carrying Amer- 
ican foreign trade we are entitled to carry in American flag 
vessels at least as much such cargoes as any foreign flag vessels. 

“We will have the best ships that engineering skill and 
technical advances can provide. We must modernize and econ- 
omize on cargo handling into and out of the ships, and through 
the transit sheds. We must give the best service at the lowest 
profitable cost.” 


PERFECTION IN SHIPPING PROTECTION... 


“BOUND TO 
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5,000 MILES IN MISSOURI, ARKANSAS, 


FRISCO FASTER FREIGHT 
ST LOUIS SAN FRANCISCO RY 
ot Great Ralaoad 


OKLAHOMA, TEXAS, KANSAS, TENNESSEE, 
MISSISSIPPI, ALABAMA, FLORIDA. 





ACME STEEL COMPANY, 2844 ARCHER AVENUE, CHICAGO 8, ILLINOIS 
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- Acids, alkalis and salts 

ss Automobiles and trucks 

‘|| Bauxite 

we {| Canned goods ia Your product /s OD this hist 
to Caustic soda 
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a Chemicals—packaged or bulk 

ails Coal and Coke 

rty [| Concrete blocks 

a Contractors equipment 

ign Cotton 

pe Farm and road equipment 
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nts” | Fluorspar 
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basic | ; y, 
— oe Nitrate of soda / 
sels. i] Ore =" s When you discover that your product lends itself to 
Mas | ig river transportation—things happen. Profits jump— 
ough ff Petroleum products - markets multiply—customer service becomes easy. 
— Rubber =~y Let us prove this. Let us explain how modern tow- 
= Scale ae "boats and barges, deeper river channels and precision 
” traffic control have extended inland waterway facilities 
= Scrap to include a wider range of products and tonnages. 
Write for the Union Barge Booklet and 
ask for rates. Learn why we say, ‘‘No 
other form of shipping can offer you such 





positive and important savings.” Bring 
yourself up-to-date on a transportation 
system that offers you a definite market- 
Steel products ing advantage. It’s a matter of dollars and sense. 





Sulphur 
Sugar 
Salt 
Sulphate of Ammonia 
Tar 


and countless other commodities 


LLINOIS 











Union Barge Line Corporation 
DRAVO BUILDING » PITTSBURGH 22, PA. 
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For Lack of a 


WHY SLOW DOWN WAR EFFORT 


When such simple precautions can 
save so much time, money, material! 


Getting the goods to our boys on time hangs on 
such little things—so easy to remedy—yet so dis- 
astrous if they’re neglected! 


A single nail missing—an address carelessly 
written—a carton unchecked or unmended... . all 
these can spell loss of time, materials and money 


for you! And it’s a loss no claims. settlement can 
ever replace! 


So follow these simple rules to better shipping! 
Your cooperation not only helps ws—it helps the 
war effort. And it helps your profit-sheet, too! 


the AMERICAN TRUCKING woustev 


AMERICAN TRUCKING ASSOCIATIONS, WASHINGTON, D. C. 


A 


CONTAINER—Is it sound? Are 
all prior markings removed? 


CONTENTS—Do they fit snugly? 
Are articles carefully separated? 


SEAL—Join all seams carefully. If 
taped—be sure tape sticks. 


MARKING—Do marks and ad- 


dresses on package and bills tally? 
Labeled “Glass”, “Fragile”, etc.? 


HANDLING —Take time to handle 
each package carefully and accord- 
ing to warning label. 


i 


a 





